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TRAFFIC EDUCATION 

The Associated Traffic Clubs of America is to be 
congratulated on the excellence of its committee 
appointed “to work out a program for educating the 
business man and the railroads to the importance of 
employing capable traffic men and of educating men who 
go into the traffic business to the importance and dig- 
nity of their profession and of fitting themselves properly 
for it.” 

The committee, as published last week with an addi- 
tion this week, is composed of a number of men well 
known and respected in technical traffic educational 
work and an equal number of practical traffic men, 
equally well known and respected, and this latter group 
is divided between the railroad and the industrial fields. 
Thus, the committee represents all interests and ideas 
and it is also representative of the country geographic- 
ally. It is expected that the committee will have a plan 
of operation to report at the next meeting of the asso- 
ciation in Milwaukee next October. 

There has been much discussion of “traffic educa- 
tion” in the columns of The Traffic World and elsewhere 
since the association of traffic clubs proposed to take up 
the subject. Some of it has been intelligent and sympa- 
thetic and some of it has been otherwise. We hope 
that, no matter how men may differ as to details, they 
may at least agree that there is something that may be 
done for business by bringing it to a more complete 
realization of the benefits that adequate traffic depart- 
ments, in charge of capable men, will bring, and, on the 
other hand, that there is something to be done for the 
traffic man himself by showing him the importance of 
his job and how he may better qualify himself to fill it. 

There is danger (and this has been illustrated by 
Some of the communications from readers we have pub- 
lished) that the traffic education idea may be looked at 
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from the purely academic point of view—that it may 
be regarded as merely an attempt to induce traffic 
men to study books and get diplomas. As we under- 
stand and favor the idea, this phase of it would be 
purely incidental. Traffic men, perhaps, might take 
academic courses and read books on traffic to advantage, 
but that is not what we have primarily in mind when 
we talk about educating the traffic man. We want him 
to realize the importance of his job, to know what he 
is about, and to have breadth of view. We think he 
is failing to realize his opportunity when he is satisfied 
merely with being a more or less high class shipping 
clerk with little knowledge of the business or interest 
in it outside of his own rates and his own commodity. 
On the other hand, we want the business man to demand 
the kind of traffic man we have in mind. He can use 
the other kind, to a certain extent, and does use him; 
there are always routine tasks that must be performed 
by one who is something of an expert, however crude 
and unsatisfactory his expertness may be. But, to a 
greatly unrealized extent, business does not know the 
real function of the traffic man or what it could profit if 
it did understand and if it sought for the kind of traffic 
administration it should have. 

It is these things, as we understand it, that the 
association is attempting to bring about—not the pro- 
motion of classes in traffic or an association of registered 
traffic men, organized in a sort of union for their own 
betterment. Some such things might, of course, be. 
suggested, but they are not fundamental in the program. 

We take it that the personnel of the committee 
announced will inspire confidence in the movement in 
both its academic and practical phases. We hope for 
good results and we know of no better sponsor for such 
a movement that the traffic clubs of the country. They 
should be interested and give the committee and the 
association their hearty support. 


THE WESTERN RATE DECISION 

In its decision in Ex Parte 87, revenues in western 
district, and Docket 17000, rate structure investigation, 
the Interstate Commerce Commission directly violates 
two mandates of Congress, the first to adjust rates so 
that, as nearly as may be, they will bring to the carriers, 
as a whole or by groups established by the Commission, 
an adequate net return, to be established by the Com- 
mission, and the second to readjust freight rates with a 
view to reductions on agricultural commodities. It may 
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be excused for the second violation on the ground that 
its investigation is not completed, and the Lord only 
knows when it will be or can be completed. But what 
is the excuse for the first? The only excuse the Com- 
mission gives is that the carriers have shown no emer- 
gency that necessitates an immediate increase. The 
only legitimate excuse that it could have given would be 
that it itself had placed too high the valuation of western 
railroads for rate-fixing purposes, or that it itself had 
fxed at too high a figure the percentage of net return 
thought to be adequate, or that the carriers were earning 
five and three-quarters per cent on their valuation, despite 
their own showing, or that they would be earning the 
adequate net return if they were honestly and economic- 
ally managed. But it gives none of these things as an 
excuse or reason. It merely says: “Yes, it is true that 
you are not earning the return that we have fixed as 
adequate and that the law says we must give you, but 
you are not starving to death and we guess you can get 
along. Anyhow, let’s let- things ride as they are for a 
time.” If anybody can get anything else out of the 
decision we should like the benefit of his acumen. 

Such a decision, obviously, requires an explanation 
that goes behind the record, especially in view of the 
fact that it is unanimous, though in most important 
cases the Commission is split. The explanation, in our 
opinion, is to be found in the pestiferous Hoch-Smith 
resolution which we have fought in season and out of 
season, not only as establishing a false theory of rate- 
making, but as setting up a bar to intelligent and clear 
cut action by the Commission until the investigation it 
calls for shall be completed and a final decision rendered 
under it. Every thing that happens in which the Hoch- 
Smith resolution figures confirms us in this view, and 
the decision we are discussing is merely another link in 
the chain. Does anyone question that, if the Hoch-Smith 
resolution were not on the books, the Commission would 
have given the railroads some relief or, at least, given 
them a hint as to how they might expect to get relief 
if they went about it properly? At least some of the 
commissioners might have been expected to do some- 
thing of that kind. 


There is no question but that the decision con- 
troverts the law and is in conflict with the Commission’s 
action under the law, grouping the railroads for rate- 
making purposes, finding a valuation for rate-making 
purposes, and establishing a standard of adequate net 
return. So much are we of this opinion that, though 
we do not pretend to deep legal learning or knowledge 
of what the courts might do, we believe a mandate 
would lie against the Commission to give the railroads 
the rates to which the law entitles them. The only 
defense the Commission could make, we believe, would 
be to set up one or more of the legitimate excuses we 
have mentioned above, which it did not set up in its 
decision. Certainly that is the common sense of the 
matter, whether or not it is the law. Who is the Com- 
mission to set aside the law because it thinks the carriers 
can “get along” without full application of the statute 
or because to fulfill the law is an annoying task? Hold- 
ing the record open for further consideration in connec- 
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tion with the rate structure investigation seems but a 
makeshift to save the Commission from the certain 
indictment of having disobeyed the law. As long as 
the record is open we suppose it may be said that the 
case is not finally decided, but, nevertheless, the increase 
the carriers need and asked for has been definitely 
denied. 

We do not expect those who were opposed to a 
western rate advance to join in condemnation of the 
Hoch-Smith resolution as the: monkey-wrench in the 
machinery. Rather, they will be disposed to be thankful 
that the resolution existed, as a man who gets what 
he wants is seldom critical of the agency that operates 
in his favor. But we do not doubt that even these will 
admit that they owe their success to the resolution 
referred to and, perhaps, some of them may even be 
broad enough and think deeply enough to realize that, 
though the resolution has operated in their favor this 
time, it may operate the other way another time. Bad 
law and bad principles benefit nobody and hurt every- 
body in the long run. As for the railroads, though they 
have not favored the Hoch-Smith resolution and many 
railroad men individually have spoken against it, they 
have been strangely hesitant, as a whole, in acting 
against it and for its repeal. Perhaps they may now 
see the wisdom of and necessity for doing something 
to get this obnoxious resolution off the books. Their 
reason for not acting thus in the past has been, as we 
understand it, partly that they did not believe anything 
could be accomplished toward repeal and partly that 
they did not wish to create the impression that, in 
objecting to an investigation of the freight rate structure, 
they had anything to conceal. It is easy to answer 
these objections. First, of course nothing can be 
accomplished if an attempt is not made, and it is always 
possible to accomplish something that ought to be 
accomplished if the proper effort is made. Second, one 
who will not fight for his own interest when, in doing so, 
he is fighting for what he believes to be right and just, 
is a poor creature and, if the world were composed 
exclusively of that kind, there would be no progress. 
What the railroads would be objecting to would not be 
an investigation of the freight rate structure, but, to a 
false principle of rate-making and-an incorrect state- 
ment of facts as to agricultural commodities. If they 
were misunderstood by some they would at least be no 
worse off than they are now. They are always and will 
always be misunderstood, as is everybody else who tries 
to do anything worth while. They should let the small 
dogs bark. 

We do not mean what we say to be altogether in 
condemnation of the Commission. We have a certain 
sympathy for it in an embarassing position. It is the 
creature of Congress and the men composing it are 
human and more or less desirous of pleasing their bosses 
—or, at least, of not displeasing them. Though the 
Commission’s action in denying a proper level of rates 
in the west is disobedience of Congress, it is a disobedi- 
ence that may well be conceived not to be such as to 
offend the boss, or many of the bosses. On the contrary, 
a decision increasing rates, especially in face of the 
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Hoch-Smith resolution, would have offended a large 
part of Congress, obsessed with the idea of helping the 
farmer and that freight rates are a burden to him. 


The railroads are not altogether without blame for 
the result of the case. We think they should have re- 
ceived what they asked, but we think they relied too 
much on mere justice. In some parts of the western 
district the needs of the carriers were either not as great 
as in other parts or existed not at all. While it is true 
that the Commission has the power to regroup the 
carriers in the west and this course was suggested in the 
hearings, the carriers themselves did not advocate or 
even suggest it. They might have done so. If they had, 
their appeal would have been more convincing and would 
not have rested so much on technical compliance with 
the law. They were reasonable in their demands, from 
their own point of view, asking only a five per cent in- 
crease when eleven per cent was justified under the law. 
But, even so, the increase proposed would have given 
to some carriers much more than the adequate return. 
We think, as we have said, that the carriers would have 
had a much better case had they asked for increases, 
as nearly as possible, only in groups where increases 
were needed, or had they submitted something like the 
Potter plan, pooling the proceeds of the increase among 
the roads earning less than the adequate return. We 
do not know whether the decision of the Commission 
would have been different had something like this been 
proposed, but, at least, the present decision would have 
been more difficult to reach. One thing the carriers 
have yet to learn is that, though it is well to act together 
in matters of general concern, it is well to understand 
also that there are times when their interests are not 
the same and something must be allowed for such con- 
flicts. 





WILL CONTINUE RAIL RATE FIGHT 
The Trafic World New York Bureau 


Philip J. Roosevelt, of Roosevelt and Son, representing a 
large number of railroad security owners who have been active 
in the effort before the Commission to obtain rate increases for 
the northwestern railroads, issued a statement this week in 
which he found considerable encouragement in some phases of 
the Commission’s decision rejecting the application, and an- 
nounced that the’ fight for advances would be continued. Mr. 
Roosevelt also expressed dissatisfaction with the manner in 
which the executive officers of the roads concerned had con- 
ducted their case before the Commission. He said: 


We shall consult counsel -and take every means open to us, 
applying to the courts, if necessary and if practical, to secure 
relief for the carriers of the northwest whose lines lie in Western 
Trunk Line territory. We feel that it is the duty of all security 
holders of the northwestern roads to bring pressure upon the 
executives so that they on their own behalf will unite to make 
a@ proper request for the relief to the Commission. 


Mr. Roosevelt blamed the presidents and the boards of 
directors of the northwestern railroads for the denial of the 
rate increase. Said he: 


It was hardly to be hoped that a satisfactory decision would 
be handed down in view of the position taken by the executives 
of the northwestern railroads. 

The decision is not without its crumbs of comfort. The com- 
mission has accepted the results for the year 1925 as representing 
the net earning power of western roads for the purposes of this 
case. These results, according to the decision, were as follows: 
Rate of return—northwestern group, 4.02 per cent; central group, 
5.38 per cent; southwestern group, 6.30 per cent. 

In the year 1925 the figures showed the southwestern roads 
earning 6.30 per cent (more than a “fair return,” according to the 
Interstate Commerce Commission definition) on their Interstate 
Commerce Commission valuations. The security owners’ committee, 
which we organized, disagrees diametrically with the decision of 
the Commission that it is not the duty of the Commission to 
readjust such a discriminatory situation as is shown to exist in 
the different parts of the west. Nevertheless, we are not with- 
out sympathy for the contention of the Commission that “it is the 
right and duty of the carriers to take the steps necessary to cor- 
rect improper rate relations that may be found to exist and to sup- 
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In a letter dated July 1, 1926, to the bondholders an 
holders of the Chicago Great Western, the chairman of the Deal 
S. M. Felton, says, “an emergency increase of 5 per cent, as far 
as the northwestern roads are concerned, is not half what is 
necessary to comply with the terms of the transportation act” 
Testimony to this effect was given by other executives of oth 
northwestern roads in the western rate case, yet in spite of this 
fact no adequate application to adjust the handicap under which 
the northwestern roads are operating was filed by the executive 
of the northwestern roads. In view of the failure of the north. 
western carriers’ executives to make any special plea for their 


properties, the Commission has seen fi 
relief at this time. Con eee 


_Practically every hopeful intimation in the Commission 
decision is based upon testimony and argument placed in the we 
ord by the Northwestern Railroads Security Holders’ Committee, 
which was organized by Roosevelt and Son. * 


NEW ENGLAND ASKS SPEED 


The Trafic World Washington Bureay 
; Motions have been filed, in No. 15006, the so-called anthracite 
investigation, on behalf of the New England Governors’ Fuel 
Committee and the Public Utilities Commission of Connecticut 
asking that that part of the case pertaining to the re-establish- 
ment of rates from the more southern fields to New England 
via rail routes be closed, leaving the question of rates from cen- 
tral Pennsylvania and the more southern fields via the transship- 
ment routes to be dealt with without holding up the question 
of all-rail rates into New England. In effect the motions are 
motions to sever the case into two parts on the theory that New 
England is interested in knowing whether she is to have all-rail 
rates from the southern low volatile fields similar to the emer. 
gency rates it had last winter and spring. They expired by lim- 
itation in April. 

The Connecticut motion called attention to the fact that the 
central Pennsylvania interests did not make a direct attack upon 
the all-rail rates to New England at the hearing at Atlantic City, 
which came to an end on July 2, but confined their attack to the 
tidewater rates and that the examiner declared closed that part of 
the case created by the New England petitions for re-establish- 
ment of all -rail rates from the more distant fields akin to those 
which were put into effect for emergency reasons. 

In the argument in behalf of the motion made for the gov- 
ernors it was pointed out as being perfectly obvious that if the 
coal interests of Pennsylvania could delay action on the New 
England petitions until New England householders had purchased 
a large part of the fuel supply for next winter, then those inter- 
ests would have succeeded in inflicting a 60 cents per ton of 
“additional extortion upon our people,” 60 cents per ton being 
the estimated benefit of the rates put in on account of the 
emergency created by the anthracite strike. The governors’ 
committee said that that would be but one of the undesirable 
effects arising from the unnecessary delay of action upon its 
petition. 

The committee asked the Commission, pursuant to the pow- 
errs vested in it by section 17 of the interstate commerce act, 
promptly to close the taking of testimony in respect of the is- 
sues raised by its petition and set a time for the filing of briefs 
and for oral argument on those issues. 

The governors’ committee pointed out that it took but five 
days to present the testimony on the issues created by their 
petitions, which it said was presented by parties who had a bona 
fide interest in the case. 

In the interim between the presentation of the evidence on 
the issues raised by their petition, the governors said the Cen- 
tral Pennsylvania Coal Producers’ Association presented a mass 
of statistics and other information of a long continued contro- 
versy between operators in the northern fields and in the south- 
— in respect of the level of rates from their respective 

elds. 

“We do not know whether our case is to be set aside for 
months or for years by that presentation,” said the committee, 
hence the representations in behalf of a closing of the all-rail 
part of the case and its early disposition. 





SAFETY DEVICES ON NEW YORK CENTRAL 


A system of automatic train control, with new equipment 
on 1,500 locomotives operating on 3,000 miles of track, has been 
put in‘ operation by the New York Central on the main line 
and also on the Boston and Albany, Michigan Central, Cleve- 
land, Cincinnati, Chicago and St. Louis, and the Pittsburgh and 
Lake Erie. 

“This result,” said C. C. Paulding, assistant vice-president 
and counsel to the New York Central’s train control commit- 
tee, “is not only a full compliance with orders of the Commis- 
sion, but is the outcome of investigation and experiments made 
by the New York Central for more than twenty years, and 
marks what is hoped to be a long step forward in assuring the 


roe i of trains in operation under conditions as they exist 
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Current Topics 


in Washington 





You Pay but Commission Chooses.—In a Sligo Iron Stores 
rule situation you, the shipper, pay, but the Commission makes 
the choice whether the earrier keeps the money or you get it 
pack. That, it seems, is the vernacular summing up of the effect 
of the decision made by division 1 in Standard Oil Company 
(Indiana) vs. Atchison, Topeka and Santa Fe et al. Without 
undertaking to reverse the whole Commission in the Sligo Iron 
Stores rule case, the division, in this case, said it had to look 
to the revenues of the carriers. So looking it decided it would 
not give thousands of dollars to the Standard and the Roxana 
Petroleum Corporation. It frankly said that, under the Sligo 
decision (62 I. C. C. 642, and 73 I/ C. C. 551), the Litchfield 
and Madison, one of the small roads over which the shippers 
routed their stuff, would not only have to haul the traffic without 
pay, but must actually pay 10.5 cents for the privilege of hauling 
it. A court is not supposed to look over its glasses to determine 
the ability of those before it to pay or to stand losses. Ability 
to pay is a rule invoked only in behalf of nations whose con- 
tinued existence may have made it necessary to spend more 
for them than they promised to pay when they were in extremis. 
In the pious language of some of the fathers of the republic, 
God forbid that any one should even suspect that the Commis- 
sion looked at the Standard and the Roxana and came to the 
conclusion that they did not need the money they were claiming 
under the Sligo decision, while the railroads did, especially the 
Litchfield and Madison. The Standard (Indiana) is the big boy 
in the Standard family and the Roxana is the American cor- 
poration of the Anglo-Dutch combination known as Royal Dutch- 
Shell. They are probably the wealthiest corporations in the 
oil business. When one considers their family relationship there 
is no doubt about their preeminence. However, among those 
who believe in the soundness of the decision in the Sligo case, 
there is an inclination to question the competency of the Com- 
mission to set aside the rule laid down in that case because 
the result of its application would result disastrously to the 
revenue of some carrier or carriers, without first saying that 
the rule was not a good one and, therefore, not a part of the 
statute governing the matter. Competency, it is admitted, may 
be hard to test in the courts, because the Commission takes 
the place of the courts. When a shipper goes to the Commis- 
sion, he specifically gives up his right to appeal to the courts. 
Under the practice of the courts, now almost universal, if he 
does not go first to the Commission, the court will refuse to 
take up his grievance. But, in the broader sense, the inclination 
is as indicated. Even those who have thought the decision in 
the Sligo case was poor law are inclined to be pained by the 
implication in the Standard-Roxana decision that the Commis- 
sion has the power of an equity court to determine whether the 
rule, as laid down in that case, shall or shall not be applied, 
regardless of the grounds in this case. It is taken for granted 
that the oil companies will appeal to the whole Commission and, 
perhaps, induce it either to reverse the Sligo case or find some 
real difference between this oil case and the Sligo case. There 
may be the difference that, in the Sligo case, the shipper was 
really misled by one of the tariffs holding out a promise that 
there should be only one increase. The oil companies, it is 
inferred from the report, routed their traffic via the indirect 
routes they were able to figure out via the small carriers in the 
St. Louis district so as to cut what the carriers argued were 
the direct route rates. It might be said that they were misled, not 
by the tariffs, but by what the Commission said in the Sligo 
case—namely, that publication of a combination rule by one 
of the carriers in an “open” route was a holding out to the ship- 
per that there would be but one increase in the through rate 
and that, if he shipped that way, he would get a rate with only 
one increase in it. Whatever the fact about holding out or 
misleading may be, it is suggested, the case will cause great 
study. The first edition of the Commission’s report on it was 
exhausted in less than two days, so great was the interest in it. 





Trade Commission Slipping?—A little more than a year ago 
the Federal Trade Commission changed its ways to such an 
extent that its well wishers believed it had “got religion” and 
finally would become what Senator Newlands, its creator, in- 
tended it to be—that is, a help to business and not an irritant. 
However, in the last few weeks there has been some doubt about 
the permanence of its conversion. It has decided that the wood, 
grown in the Philippines, commercially known to many people 
as Philippine mahogany, is not entitled to be called mahogany. 
Botanically it is not a mahogany, nor any close relative to what 
ho one denies is both commercially and botanically mahogany. 
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Therefore, those who call it such in their trade representations 
will be prosecuted. In so deciding, the trade body upset the 
opinions of the Interstate Commerce Commission end the De- 
partment of Agriculture. Both have had to consider the ques- 
tion and come to a conclusion. The losers are the ones who 
raise the question whether the Trade Commission is not back- 
sliding. Commissioner Humphrey, whose coming to the com- 
mission made it possible for that body to “get religion,” dis- 
sented, with great vigor. He pointed out, among other things, 
that, if the trade body intended to upset trade names in that 
fashion because a wood was called, commercially, by a name 
that botanists would not approve, Douglas fir would have to be 
called a hemlock, a false hemlock at that, and much that 
was known as poplar would have to be called tulip wood. An- 
other evidence of backsliding is seen in a move to compel a 
soda fountain drink flavor manufacturer in Texas to give up 
the use of labels and advertising matter calling a bottled drink 
grape julep, or something of that sort, because the grape flavor 
was not made, directly, from grape juice. It came via grape 
wine and grape brandy—the only way, it is asserted, fruit fla- 
vors, except citrus, can be made, in a commercial sense, either 
for bottling ready for drinking or for dispensing at soda foun- 
tains. Substantially all flavors are synthetic—that is, brought 
together, perhaps, in different proportions from those in the 
fruit itself, after having been taken from the fruits in the course 
of processes for the making of products, other than flavors. The 
Texas concern, it is understood, is to be singled out and made 
to sign a consent decree, though its competitors will continue 
indefinitely to use their labels and advertising. The thing seems 
as ridiculous as the fight over what is whisky, a thing that 
agitated the Roosevelt and Taft administrations until Taft said 
that whisky was a grain distillate reduced to potable strength, 
thereby cutting out the essence of the false issue, which was 
as to the process used in getting the desired product. 





Marrying Masters Lose Perquisites.—The general counsel of 
the Shipping Board has started a fine discussion by ruling that 
the master of a Shipping Board ship has not the power to 
perform’ marriage ceremonies. That means that what promised 
to become a source of income for heroes among the skippers 
will be cut off. The general counsel stated the law accurately. 
There is no statute of the United States authorizing a skipper 
to perform the marriage ceremony. The statutes authorize him 
to do many things, but taking the place of the justice of the 
peace or the clergyman of the little church around the corner 
is not one of the grants of power. A person acting under the 
authority of the United*States can have no power unless he 
can show a Statute of the United States. About the only ex- 
ception to that is things done by United States judges in the 
exercise of the judicial power. The Constitution gives the “judi- 
cial power” to the Supreme Court of the United States and 
such inferior courts as Congress may establish. No statute 
defines “judicial power.” Therefore, it is generally assumed 
that the judges have the power that inhered in English judges 
at the time of the adoption of the Constitution. In addition, 
they have the power, some contend, usurped, if not outright 
stolen, power, in connection with questions of the constitution- 
ality of acts of Congress and of the various state legislatures. 
The general counsel for the Shipping Board did not, however, 
as might be inferred from some of the comment on his ruling, 
make an ass of himself by saying that marriages in which ship 
captains performed the ceremony were void or even voidable. 
It does not follow that, because the captains were not author- 
ized to perform marriage ceremonies, such contracts as they 
have witnessed are without force and effect, or that those who 
entered into such contracts are absolved from their obligations 
because the captains were not authorized to perform the cere- 
monies and report their acts for spreading on the records of 
some official. The navigation regulations of both the United 
States and the United Kingdom require ship captains to record 
all marriages that take place on their ships. A statute author- 
izing a designated person to perform the marriage ceremony 
is merely an act to provide for a form of having the contract 
witnessed. A contract of that sort, when competently proved, 
is as binding as one entered into in the presence of a person 
designated by the statute to perform ceremonies. 





Keeping the Pig in the Parlor.—The song about keeping the 
pig in the parlor may have been written by one of the earth’s 
great benefactors, though an unconscious one. The very word 
“parlor” carries with it the implication of a place of great neat- 
ness and cleanliness, especially to those born just at the close 
of the mid-Victorian era and now standing on the line between 
the rising and the setting sun. The Department of Agriculture, 
in a recent publication, has asserted that, by sanitation, diseases 
among swin have been reduced to such an extent that hog rais- 
ing, in many parts of the country, has been so improved that 
only two-thirds as many brood sows are needed as formerly. 
That, the department thinks, is equivalent to reducing pig losses 
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to one-third of what they were a short time ago. Keeping the 
pig in parlor surroundings reduces the chances of disease 
greatly. The sanitation methods have been directed chiefly 
against round worms, but the result is that all other diseases 
are reduced so that there are few deaths due to diseases. 
Runtiness, once the bane of the pig farmer, has almost disap- 
peared. Highly technical work has been done in respect to 
round worms. Hog cholera serum, developed from the serum 
obtained from blood taken from the pig’s tail, has controlled the 
most dreaded pig scourge. The man who found a way to make 
that serum, a short time ago, was working contentedly for the 
government at $4,000 or thereabouts a year. 





The Passing of Weeks.—Apparently it required the death 
of John W. Weeks, of Massachusetts, to make it possible for the 
country to know that he was a real man, judged by whatever 
standard one might desire to measure him. The most astonish- 
ing thing revealed by the newspaper comments is the fond 
recollection in which he is held by newspaper men who served 
publications, the first commandment in the decalogue of which 
is: “Thou shalt believe no successful man honest.” Seemingly, 
Weeks acquired and held the high esteem of men whose duty 
it was to think of misleading things to say about men in politics 
who had been successful in business and, therefore, were as- 
sumed to have bought their way to the front in politics, if they 
arrived at the front. One of the newspapers of that sort said 
that Weeks had said: “The easiest thing I ever did was to 
make money.” It said that those who knew him, however, 
said the easiest thing Weeks did was to make friends. Weeks 
failed in business early in life. He began over, made a fortune 
of millions, and then went into polities. Instead of then selling 
his business, he simply abandoned it to: his partners, content 
to live on the money he had laid away while in active business. 
It is asserted of him that he cut himself off from every interest 
so that, when he went into office, he had nothing that might 
sway his judgment or influence his vote. One of the strangest 
facts in his career was that he acquired a large number of 
delegates (Republican, of course) from the southern states, 
without a hint of scandal in their gathering. He was the only 
man, apparently, who had ever been able to do that, a large 
percentage of southern delegates being considered as merely 
80 much merchandise to be sold to the highest bidder and held 
by the bidder whose money was accepted just the minute before 


the voting was to be done. Weeks got them without a hint of 
such transactions.—A. E. H. 


SOUTHERN CLASS RATE CASE 


The Trafic World Washington Bureau 

The Mississippi Railroad Commission, objecting to the 
change proposed by the southern carriers, said the proposed 
modification of the rule for computing distances in no sense would 
simplify the matter of calculating and publishing rates, but, on 
the contrary, would complicate the calculation of distances by 
the addition of constructive mileage to the actual distance. 
Grant of the petition, it said, would bring about substantial in- 
creases in the joint-line rates over the scale found reasonable. 
It said the addition of constructive mileage would have no effect 
on the tse of present terminal facilities, nor any material effect 
upon the present routes and channels of traffic. It said the 
slight additional terminal expense in handling traffic through a 
junction point was the subject of very exhaustive testimony in 
the hearings in this case and, that the additional expense, if 
any, was duly reflected in the level of the joint-line scale found 
reasonable for application. 

“The proposal of the carriers,” the Mississippi body said, 
“would result in substantially increased rates for joint-line hauls 
without any compensating reduction in the single-line rates.” 

A rewriting of finding 14, with a view to removing any am- 
biguity that might exist was suggested by the Atlanta Freight 
Bureau. The finding, as proposed by the bureau, is as follows: 
“That in computing distances for the application of scales set 
forth in appendix A-1, and appendix L-1, herein, the shortest 
workable route shall be used. In applying this rule, the words 
‘the shortest workable routes’ shall be construed to mean the 
shortest routes that now exist (irrespective of existing traffic ar- 
rangements), where there are track connections for the inter- 
change of carload traffic.” 

The rewriting suggestion, however, was conditional. That 
is, it was made with an if in front of it. The Bureau said it 
was convinced there was no need for any change, but that if 
any were thought necessary it suggested the rewriting which 
would require the carriers to make their rates over the shortest 
routes physically possible without any inflations for the trans- 
fer. The Bureau said quoting Commissioner Prouty that the 
carriers could always find reason for not doing what they did 
not want to do but that if they desired to do a particular thing 
they could always do it. It said that in this case the carriers 


could comply with the finding without any such delay as they 
had indicated. 






Vol. XXXVIII, No, 4 


The International Paper Company and the West Virginj, 
Pulp and Paper Company opposed the petition of the carrier, 
and said it should be denied. As a substitute for the rule pro. 
posed by the carriers they suggested the following: 

That in computing distances for the application of the scales gq 
forth in Appendix K-1 and Appendix L-1 the shortest routes shall] hy, 


used except as hereinafter provided and except in those instances 


where other departures from this rule may be specifically authorizeg 
by the Commission. 

Connecting lines under common ownership shall be considereg 
as a single line, but disconnected portions of the same system, for 
the purposes of this finding, shall be counted as separate lines. 

In the application of this rule for joint hauls if it be found that 
distances between given points computed via routes not shown 
the carriers’ records to now be open or used routes, are not more 
than 20 miles shorter than the shortest single-line or joint open or 
used route, such shorter route, at the option of the carriers, may be 
disregarded in the computation of the distances. 

Nothing in this rule, however, shall be construed as permitting 
the use of greater than actual distance via routes that are shown by 
the carriers’ records to now be open or used routes. All instances 
where distances are computed via other than short line routes shall 
be made of record with the Commission. 


Nothing in this rule may be construed as requiring the computa. 
tion of distances via junctions at which there are no facilities for 
the interchange of cars. 

The paper companies said they were convinced that the 
suggested rule would not serve to lessen, in any way, the reve. 
nues of the carriers and that it would not, to any greater extent 
than at present, force traffic via routes that were not adapted 
to the movements, but, on the contrary, would result in the 
continuation of practically every route now in force. 

After setting forth a number of examples showing the in- 
creases that would be caused by the use of the 25-mile inflation 
rule, the paper companies said the conclusion seemed inescapa- 
ble that, under the guise of a plan for dealing with the joint- 
line rates, the carriers were seeking to obtain a wholesale in- 
crease in rates. The speciousness of the carriers’ arguments, 
the paper companies said, without doubt, had already com- 
manded the Commission’s attention and no doubt some had 
appealed to its sense of humor. 

The Kentucky Railroad Commission, in its answer to the 
petition of the southern carriers for a modification of finding 14 
in No. 13494, the southern class rate investigation, said the Com- 
mission should not make any modification. It pointed out that 
as it now stood the opinion in this case would materially in- 
crease the rate fabric in Kentucky, thereby increasing the dis- 
parity between.the scale in Kentucky and the C. F. A. scale im- 
mediately north of the Ohio river, but that a modification would 
absolutely eliminate the only compensating return Kentucky 
expected from the case. That compensating return, it said, was 
expected to come from the application of a uniform intra-terri- 
torial scale for both joint and single-line hauls. It said the pro- 
posed modification would be to the disadvantage of the small 
shipper located on a single line in competing with the shipper 
located at the junction or terminal points throughout the terri- 
tory. It would also increase the discrimination against border 
points and further favor river crossings on the inter-territorial 
adjustment. 

The Kentucky body said that while it understood the Com- 
mission had invited no comment on the scale and groupings 
proposed from Eastern Trunk Line, it suggested to the Com- 
mission and the carriers that there would be too great a contrast 
in the differential between border points and river crossings 
compared with the differential between such points as Memphis 
and border points. It said that while the hauls from trunk line 
to border points were the longest of any, disparity between cross- 
ings and border points on that movement was the greatest. It 
expressed the belief that the Commission could make a revision 
of key rates from trunk line territory to border groups that 
would more closely relate border to crossing adjustment and 
give this territory a set of differentials over crossings for the 
long hauls no greater than the average differentials from C. F. A. 
territory under Appendix Q. 


COAL TARIFFS NOT SUSPENDED 


The Commission July 21 voted not to suspend the schedules 
of the Southern, Carolina, Clinchfield and Ohio, Norfolk and 
Western, and others, reducing rates on coal from southwestern 
Virginia to Atlanta and other southeastern points. The refusal 
to suspend makes the rates from southwestern Virginia mines 
to Atlanta and many other points the same as those from mines 
in the Harlan county field on the Louisville and Nashville. The 
L. and N. tried to have the schedules suspended (see Traffic 
World, July 17, p. 124). 


PACKING-HOUSE CASES REOPENED 


The Commission has reopened No. 12068, Wilson and Com- 
pany, Inc., of Oklahoma, et al. vs. Director-General et al., and 
the dozen cases joined with it, except No. 15362 and I. and S. 
2533, in so far as they involve rates on fresh meats and packing- 
house products. The two exceptions are reopened in respect to 
the question of the amounts by which the rates on fresh meats 


and packing-house products shall exceed rates from Kansas City 
or St. Louis. 
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NO WESTERN INCREASE 


A broad characterization of the Commission’s decision in 
Ex Parte 87, revenues in western district, and No. 17000, the 
rate structure investigation, opinion No. 1140, 113 I. C. C. 3-44 
(see Traffic World, July 17, page 168), is that the carriers did 
not show there was such an emergent condition in their reve- 
nues as to warrant any relief now and that the earnings of the 
carriers in the western district, as a whole, had not been such 
as to warrant it on the record as it stood in making any gen- 
eral downward revision of rates on products of agriculture, or 
of other industries subject to depression. 

All requests for the creation of subdivisions in the south- 
west, the Mountain-Pacific, and the northwest were denied, the 
Commission saying the requests were made with a view to 
avoiding any part of the burden were it to find any increased 
rates were necessary. It held open the consolidated record in 
No. 15686, American Live Stock Association et al. vs. Santa Fe 
et al, joined with No. 17000 for further consideration of the 
issues in the live stock case. It, said Ex Parte 87, sub. 1, the 
western class rate case, would be heard and disposed of sep- 
arately. 

Answering contentions about section 15-a having been re- 
pealed or the rates in effect at the time of the Hoch-Smith 
resolution having been held static by that legislation, the Com- 
mission said it was not in accord with the contention about 
repeal and said there was no reason for holding that the reso- 
lution, by implication, repealed or suspended the provisions of 
section 15-a. It construed the Hoch-Smith resolution as not 
indicating that all products of agriculture might be affected by 
the depression to which it referred and called for a determina- 
tion by it as to what products were so affected. It said it was 
plain from the record that there had been substantial recovery 
from the post-war depression of agriculture, but that it found 
that the effects thereof were still in evidence, in the form of 
debts and deferred maintenance. 

The Commission said it was unable to determine the precise 
extent to which rates in Western Trunk Line territory, whether 
considered as a whole or as comprising only the area east of the 
Missouri, were lower than those in the southwest or in the 
remainder of the western district. It said, further, that it was 
clear that rate increases in that territory would tend both to pro- 
duce a more uniform level of rates throughout the west and 
to benefit directly many of the weakest carriers in the western 
district. It pointed out, however, that it was required under 
section 15-a only to adjust rates by rate groups to produce as 
nearly as might be a fair return for carriers as a whole in such 
rate groups. : 


It declined to pass on the valuation question, in view of the 
conclusion it reached, and put off, until required, all such ques- 
tions. 


In only one thing, other than the denial of the various re- 
quests, did the Commission give a positive direction. It told 
the carriers they should not propose advances on products of 


agriculture on that point and in bringing its decision to a close 
it said: 


The record, however, warrants us in concluding that, in pro- 
posing changes in existing rate structures, either for the purpose 
of improving earnings of carriers in Western Trunk Line territory, 
or for the purpose of rectifying inequalities in existing rate 
structures, carriers should propose no advances in the rates on 
products of agriculture, including live stock, except on.particular 
rates when such products may need adjustment to remove incoh- 
sistencies, or where it can be shown that the product in question 
is not affected by depression. The terms, “products of agricul- 
ture,” “live stock,” we understand to mean such products and 
animals as are customarily produced for profit by farmers and 
ranchmen individually or corporatively. The earnings of carriers 
in the western district, as a whole, have not been such as to 
warrant us on the record as it stands today in making any gen- 
eral downward revision of rates on products of agriculture or 
of other industries subject to depression. The record does, how- 
ever, present much information which bears directly on the task 
imposed upon us by the resolution, and it is our purpose to 
attempt what, if any, readjustments should be made as between 
commodities or in furtherance of the rectification of the rate 
structure as between particular points and districts. Our con- 
clusions are without prejudice to the determination of the issues 
in No. 17000 and No. 15686 upon the consolidated record. 


The Commission’s decision declining to increase rates on 
the application of the western carriers or to reduce them on 
the demands of those contending that the Hoch-Smith resolu- 
tion was a direction to give the farmer help.in the manner they 
suggested, was surprising in three things. 

It was unanimous. There was no concurring or dissenting 
expression of opinion, the first time in the last ten years at 
least that the rate body has been able to act as a unit in dis- 
Posing of a general rate case. 
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It came unexpectedly and in less than two months from 
the time it was submitted. It was argued and submitted May 
29, decided July 14 and given to the public two days later, with- 
out a hint of its coming or character having reached the public. 

It disagreed with a rather general impression that some 
relief would be granted carriers in Western Trunk Line ter- 
ritory. 

The report is not attributed to any one commissioner. Those 
familiar with the practices of the Commission, therefore, believe 
its preparation was committed largely to the hands of the ex- 
aminers who sat with the commissioners in the taking of the 
testimony and also listened to the arguments. 

The report discusses the matter under the heads of: Mo- 
tions to dismiss, in which part the significance of the Hoch- 
Smith resolution is treated; earnings of the carriers, in con- 
nection with which it discussed valuation theories, saying that 
when the time comes it may become necessary to test further 
the valuation used as a rate base in Ex Parte 74 and said that 
before it changed its finding as to a fair rate of return, it should 
give general announcement of its intention to consider that 
subject and give hearings on it; economy and efficiency of op- 
eration; the passenger traffic situation, in which it said it did 
not subscribe to the proposition that where-freight rates were 
producing, on the property devoted to freight service, the rate 
of return which had been fixed as fair, it could not, as a matter 
of law authorize no increases in such rates to correct deficiencies 
in aggregate earnings growing out of the inability of the pas- 
senger business to meet its full share of the revenue burden; 
divisions of rates as between the eastern and western carriers; 
creation of new groups; rates in Western Trunk Line territory; 
condition of agriculture; evidence regarding separate industries; 
evidence under No. 17000; and conclusions. 

With regard to the Hoch-Smith resolution, which was 
brought before the Commission on motions to dismiss presented 
by state commissions and farm interests, and the argument 
thereon to the effect that that resolution amounted to a repeal 
of section 15-a, the Commission said: 


With the contention that the resolution repeals section 1ba we are 
not in accord. The resolution has the force and effect of an act 
of Congress. In it there is no specific repeal of any provision of 
existing law, and there is no reason for holding that the resolution 
by implication repealed or suspended the provisions of section l5a. 

The resolution clearly points out that in making any change in 
accordance with its provisions, we shall give due regard ‘‘to the 
maintenance of an adequate system of transportation,” and that the 
fixation of the “‘lowest possible lawful rates on products of agriculture 
including livestock,’ shall be ‘“‘compatible with the maintenance of 
adequate transportation service.’”’ These are expressions somewhat 
similar to those used by the Supreme Court in decisions rendered 
prior to the adoption of the resolution, specifically referring to the 
provisions of section 15a wherein Congress indicated that in deter- 
mining what would be a fair return consideration should be given, 
among other things, to the transportation needs of the country and 
the necessity of enlarging such facilities in order to provide the 
people with adequate transportation. See Wisconsin R. R. Com- 
mission vs. C. B. & Q. R. R. Co., 257 U. S. 563, 585, decided February 
27, 1922; New England Division Case, supra, page 190, February 
19, 1923; Dayton-Goose Creek Ry. vs. U. S., 263 U. S. 456, 478, Janu- 
ary 7, 1924. Congress could not have intended to repeal or suspend 
by indirection so important a provision of law as section 15a. 

As before indicated, it is contended that the resolution constitutes 
a legislative finding that a depression exists in agriculture, which 
raises an indisputable presumption in all investigations held under 
its provisions or commenced subsequent thereto that such depres- 
sion in the agricultural industry does in fact exist, and that such 
presumption will remain until we report the results of our investi- 
gation held under the direction and authority of that resolution, or 
until Congress repeals it, thereby precluding any action under para- 
graph (2) of section 15a. The resolution in its first paragraph 
makes the basic declaration that in adjusting rates we shall con- 
sider the conditions which at any given time prevail in the several 
industries, to the end that commodities may freely move. This 
declaration is inconsistent with the construction that a depressed 
condition in agriculture must be conclusively presumed to continue 
until Congress again speaks. The last paragraph, “in view of the 
existing depression in agriculture,” directs that with the least prac- 
ticable delay we shall make rate changes which will promote the 
freedom of movement of products of agriculture affected by that 
depression, including livestock. The language quoted is in the nature 
of a preamble. The resolution indicates that not all products of 
agriculture, including livestock, may be affected by that depression, 
= — for a determination by us as to what products are so 
affected. 

If certain products of agriculture or certain kinds of livestock 
are not “affected by that depression’? they do not come within the 
direction of the last paragraph of the resolution. A primary pur- 
pose of the last paragraph was that because of the then existing de- 
pression in agriculture the products of agriculture affected by that 
depression should receive expedited consideration. It would not be 
a reasonable construction of the resolution to hold that it con- 
clusively presumes the existence of depression in all products of 
agriculture, including livestock, until we report the result of our 
investigation held under the direction and authority of said resolu- 
tion. The resolution itself directs that this investigation shall be 
thorough and shall cover the entire rate structure of common car- 
riers subject to the interstate commerce act. Such an investigation 
must inevitably consume a long period of time. To construe the reso- 
lution as requiring us conclusively to presume the existence of de- 
pression in connection with all products of agriculture, including all 
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kinds of livestock, and to accord to all such relief as is contemplated 
in the last paragraph would, to the extent that some of them are not 
affected by depression, constitute undue preference and cast undue 
burdens and give undue advantage as between the various classes 
and kinds of commodities in violation of the second paragraph of 
the resolution and section 3 of the interstate commerce act, and 
would compel us to ignore the first paragraph of the resolution. 

It is provided by the resolution that we shall prescribe on products 
of agriculture so affected by depression, including livestock, the low- 
est possible lawful rates. It is contended, therefore, that the present 
rates thereon may not be increased unless they are found to be con- 
fiscatory. While confiscatory rates are unlawful, it does not follow 
that all rates which escape confiscation are lawful. As we construe 
the resolution, it does not prevent increases of rates on all livestock 
= =< all products of agriculture which are above the point of con- 

scation. 


On the subject of valuation and the rate of return, the 
Commission, after stating various propositions, said: 


We have then before us three principal rate bases suggested for 
the class I carriers in thé western district as a whole: (1) The book 
value used by the carriers, which is $9,614,106,873 for December 31, 
1923, and $9,900,773,458 for December 31, 1924; (2) the Ex Parte 
74 value as brought down to December 31, 1923, by a representative 
of the state commissions at the hearing, amounting to $8,265,338,646; 
and (3) a value based on the available tentative or final reports 
prepared under section 19a, which, as revised by counsel for state 
commission, was $7,215,058,694 as of December 31, 1924. The car- 
riers contend that if we give any substantial consideration to the 
present price level, the highest of these three rates bases will be 
found conservative. It may be noted that the Ex Parte 74 value, 
as brought down to date by the witness who presented it, is sub- 
stantially above the rate base recommended by the state commis- 
sions. It should be stated that the carriers question the method 
used in bringing this value down to date. We shall not attempt in 
this case to enter into this matter, nor to substitute a new basis of 
value for that heretofore recognized, because it is not necessary to 
do so in view of our conclusions. The carriers point out that on 
the lowest of the three rates bases described above, which rests 
largely on pre-war unit costs, the net railway operating income 
failed to reach 5.75 per cent in 1924. In considering the rate ad- 
justments which the carriers have proposed and may propose for 
the western district it may become necessary to test further the rate 
base used in Ex Parte 74. When that time comes we shall be guided 
by the more complete facts and conclusions of law which may then 
be available. 

A representative of the western state commissions maintained that 
the earnings of 1925 taken as a while understated the present earn- 
ing power because considerable improvement had taken place in the 
second half of the year, even after allowing for the usual seasonal 
increase. It may be noted as tending to substantiate this view that 
the first quarter of 1926 shows some improvement over the same 
period in 1925. However, in view of the uncertainties of the business 
situation, we are inclined to accept the result- for the year 1925 as 
representing the net earning power of western roads for the purposes 
of this case. 


In Reduced Rates, 1922, supra, we took 5.75 per cent as a fair 
rate of return on aggregate value. The carriers contend that that 
rate of return is too low; the representatives of the state commis- 
sions and others contend that it is too high. The state commis- 
sions urge that we should reduce this percentage rate in this pro- 
ceeding. The act specifically provides that the rate of return deter- 
minded by us to be fair ‘“‘shall be uniform for all rate groups or ter- 
ritories which may be designated by the Commission.’’ Paragraph 
(3) of section 15a. Before we change our finding as to the fair rate 
of return, general announcement should be given of the intention to 
consider that subject at hearings.- 


As to efficiency of operation the Commission repeated the 
pertinent facts in the testimony and pointed out that mainte- 
nance expenditures in 1924 were less than in 1923 by 6.6 per 
cent and that in 1925 there was another substantial reduction. 
In regard to passenger service it said: 


We do not subscribe to the proposition that where freight rates 
are producing, on the property devoted to freight service, the rate 
of retyrn which has been fixed as fair, we can as a matter of law 
authorize no increases in such rates to correct deficiencies in aggre- 
gate earnings growing out of the inability of the passenger business 
to meet its full share of the revenue burden. The freight and the 
passenger services are both essential and both may be subjected to 
reasonable rates and charges to produce the fair aggregate return 
authorized by the law even though thereby a higher rate of return 
may be exacted from the one than from the other. The law and 
economic conditions have changed since the Five Per Cent Case, 
81 I. C. C. 392. Changes brought about by the transportation act, 
1920, are discussed in the Wisconsin and Dayton-Goose Creek cases. 
The growing use of the private automobile and the autobus and 
truck, which has come with the improvement of public highways, 
has injected a disturbing economic influence into the railroad situa- 
tion both as to freight and passenger business. Although this in- 
fluence has been relatively more adverse in the case of passenger 
traffic, the loss in passenger revenue growing out of this new com- 
petition, has to an extent at least, been offset by augmented freight 
revenues derived from the carriage of materials for and products of 
automobile manufactories, and in the carriage of fuel and lubricants 
used in the operation of the automobile. 


What has been said about should not be construed as indicating 
that the passenger business may be excused” from contributing the 
greatest possible earnings consonant with adequate service and rea- 
sonable charges. On the contrary, a public duty rests upon the 
managements of the carriers, individually and collectively, carefully 
to survey the passenger situation and to exert every legitimate effort 


~ nage this branch of their operations on a more compensatory 
asis. 


As to why suggetsions about divisions were not helpful, the 
report said: 


As indicated, no data were introduced with respect to divisions 
to and from portions of the western district other than the north- 
west, and all the data presented were on the first-class rate pro-rate 
basis. While in numerous cases we have recognized the rate pro-rate 
basis as an approximate means of dividing rates in accordance with 
the amount and cost of the service rendered, it is evident that compu- 
tations made solely on the basis of the respective first-class rates are 
not convincing. Different classifications apply in official and west- 
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ern territories. The rates on the lower classes bear considerabj 
different percentage relatinships to first class in the east from thos 
in the west. Much traffic between official and western territories 
moves on combinations of local or proportional factors to and from 
Chicago or Mississippi River gateways. Divisions between eastern 
and western roads affect traffic moving on combination rates | 


itt 
at all. While the witness for the state commission could not a 
cate the relative movement on class rates east and west of Chicago 


it is probable that a considerably greater percentage of traffic Moveg 
on class rates east of that gateway than west thereof. Many facts 
essential to the determination of divisions of joint rates betwee, 
eastern and western carriers are not in this record. Obviously 
conclusion that the divisions between the eastern and western ¢ar. 
riers were unfair to the latter should be made only upon a proper 
record, with all the parties actively before us, and upon a consider. 


tion of all the matters which the law requires to be taken into 
account, 


Concerning the efforts to have new rate groups created, the 
report said: 


Apparently the real object sought by the proponents of both 
groups is to avoid sharing in any increases that may be allowed be. 
cause of any deficiency in earnings on the part of the western carriers 
as a whole, and to bring about a relative adjustment under which 
rates within the proposed groups will be made lower relatively to the 
remainder of the western district than they now are. If the facts 
warrant such a shift in relative rate levels, there is nothing to pre. 
vent the change being made in a proper proceeding without the 
creation of separate rate groups under section 15a. If the carriers 
in certain portions of any rate group are in a more prosperous con- 
dition than those in the remainder, this fact may be considered in 


determining the relative levels in different portions of the same rate 
group. 


Respecting rates in Western Trunk Line territory, the Com. 
mission said: 


_On the record we are unable to determine the precise extent to 
which the rates in western trunk-line territory, whether considered 
as a whole or as comprising only the area east of the Missouri River, 
are lower than those in the southwest or in the remainder of the 
western district. It is clear that rate increases in that territory, 
particularly the portion east of the Missouri River, will tend both to 
produce a more uniform level of rates throughout the west and to 
benefit directly many of the weakest carriers in the western district, 
We are required under section 15a only to adjust rates by rate groups 
to produce as nearly as may be a fair return for carriers as a whole 
in such rate groups. But it is evident that the principal purpose of 
that section was to afford the public adequate transportation service. 
This end would clearly not be as adequately served by general in- 
creases throughout such a large rate group as the western district, 
applying alike to weak and strong lines, as by increases confined 
as far as possible to areas where the rates appear to be on the lowest 
level and where the weakest roads are located. 


As a conclusion for its discussion of the condition of agri. 
culture, the Commission said: 


As to the prospect for the immediate future, testimony of wit- 
nesses for the farm interests was to the effect that the improved 
agricultural condition in 1924-25 was in considerable part due to 
the unusual circumstances that a large wheat crop in this country 
was accompanied by a short world crop. It also appears that the 
prices of sheep and hogs are not far from the high points in their 
present cycles, although in the cattle price. cycle many think that 
the movement will be upward for some years. The net effect of the 
testimony by individual farmers and ranchmen is that a decided 
improvement has taken place in the profitableness of their under- 
takings, but that they can not yet be regarded as generally pros- 
perous if we consider unpaid debts and deferred maintenance of 
machinery and buildings. 

It is plain from the record that there has been substantial re- 
covery from the postwar depression, but we find that the effects 
thereof are still in evidence. 


The Commission said the present record was not sufficient 
to permit it to dispose of the requests in respect of separately 
treated commodities. It said that, pending further progress in 
the investigation under No. 17000, parties were not debarred 
from presenting their grievances by formal complaint or of seek- 
ing the reconsideration of former determinations by it which 
might control the situation. 


In its discussion of the evidence under No. 17000 and in 
its conclusion, the Commission said: 


Counsel for the farm interests asked that rates on agricultural 
products be reduced to substantially what they were on June 24, 
1918, but no definite plan was presented according to which this 
could be accomplished without threatening the solvency of some of 
the railroads. Others directed our attention to the high car-mile 
earnings on particular argicultural products such as wheat, but it 
has not yet been made clear, if reductions in grain rates are made, 
what other commodities can be found that will bear higher rates. 
Unless this be done the net earnings from the grain probably would 
be so diminished as to threaten the maintenance of adequate trans- 
portation service. As to these and other suggestions for rate read- 
justments under No. 17000 this record affords no adequate basis on 
which to make reductions or increases. The evidence submitted here 
= — be available in our further investigation of the rate 
structure. 


Conclusions 


As to Ex Parte 87, it is quite clear from the evidence that so far 
as the major portion of the western district is concerned no financial 
emergency exists. In this portion the carriers appear to be both 
financially and physically sound. In the northwestern region and 
in western trunk-line territory the revenues of certain of the im- 
portant carriers have not yielded 5.75 per cent upon any rate bases 
that can reasonably be adopted in advance of a final determination 
of present values for rate-making purposes. The least favorable 
conditions in the district, so far as carrier revenues are concerned, 
appear to exist in western trunk-line territory. It is, however, tO 
be noted that both in the northwestern region and in western trunk- 
line territory, as well as in the western district as a whole, condi- 
tions have recently shown an improving tendency. 

Carriers in the western district requested a 5 per cent horizontal 
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increase in freight rates, subject to certain exceptions. Security 
polders of northwestern carriers requested in addition a 15 per cent 
norizontal increase in freight rates in western trunk-line territory. 
Both requests were based upon the assumption of an existing finan- 
cial emergency. It is evident that no such emergency exists in the 
western district as a whole. Furthermore, having regard to what 
has been already said as to the terms of the resolution, concerning 
the inequalities and discriminations in existing freight rate struc- 
tures, we can not find on this record that such an emergency exists 
in western trunk-line territory as would warrant us in prescribing 
a general percentage increase in freight rates in that territory. As 
we have already stated, while we have power to prescribe such 
changes, We Can properly prescribe them only upon clear evidence 
of urgent necessity. No such evidence is at present before us. The 


petitions of the carriers in western district and of the security hold- 


ers with reference to western trunk-line territory will therefore be 
denied. - 

It is clear upon the record that there are many inequalities in the 
rate structures existing in portions of the western district which 
should be corrected. The provision in section 15a directing us to 
initiate, modify,-establish, or adjust rates so that carriers may earn 
a fair return, does not relieve the carrier from the primary duty of 
initiating rates. That function belongs to management and not to 
regulation. It is the right and the duty of the carriers to take the 
steps necessary to correct improper rate relations as they may be 
found to exist, and to supply revenue deficiencies by initiating suit- 
able changes in rates. The first definite proposal of the carriers in 
this proceeding was presented after the hearings began and was for 
a general 5 per cent increase on freight with certain exceptions. 
Later they submitted a proposal for an upward revision of class 
rates in western trunk-line territory, which has not yet been heard. 
Not only did the carriers fail to present evidence with respect to the 
need for changes in individual rates between particular points or on 
particular classes of traffic, but no state commission, shipper, secur- 
ity holder, or other representative of the public, or of particular in- 
terests who appeared, offered any feasible suggestions of this charac- 
ter. Even had we desired to assume the responsibility of prescribing 
individual rate changes with the object either of improving the earn- 
ings of carriers in the northwest, or of rectifying internal relations 
in the rate structures, the present record would not enable us to do 
so.to any considerable extent. 

Referring to No. 17000, as previously noted, our announcements 
issued prior to the hearings in these proceedings called upon the 
carriers and the public to furnish information with respect to what 
products of agriculture, including livestock, are affected by depres- 
sion; what if any reductions may lawfully be affected in the rates or 
charges on products of agriculture including livestock; and whether 
any rates, fares, or charges, either on particular classes and kinds of 
commodities or classes of traffic, in particular sections or between 
particular localities.in the western district, or otherwise, may law- 
fully be authorized or required to be increased, and if so to what 
extent in order to compensate for such rate reductions, if any, as 
may be found proper on products of agriculture or livestock. 

Notwithstanding the numerous hearings throughout the west, 
at which all parties interested were afforded full opportunity of pre- 
senting evidence which they considered pertinent either to the ques- 
tions asked or otherwise to the proceedings, very little was presented 
with respect to the rate structure affecting products of agriculture 
which would enable us to readjust the rates on these commodities 
or reach a determination as to what, in the light of the resolution 
would constiute reasonable and properly realted rates in the 
different sections of the western district. Full information as to 
what the rates now are, and what would constitute reasonable rates, 
is necessary before action may be taken prescribing reasonable and 
nonprejudicial rates, in view of the terms of the resolution requiring 
us so to readjust rates as to bring about fair relations between par- 
ticular sections, competing points, and traffic. The record, how- 
ever, warrants us in concluding that in proposing changes in exist- 
ing rate structures, either for the purpose of improving earnings of 
carriers in western trunk-line territory, or for the purpose of rectify- 
ing inequalities in existing rate structures, carriers should propose no 
advances in the rates on products of agriculture, including live- 
stock, except where particular rates on such products may need ad- 
justment to remove inconsistencies, or where it can be shown that 
the product in question is not affected by depression. The terms 
“products of agriculture’ and “livestock” we understand to mean 
such products and animals as are customarily produced for profit 
by farmers and ranchmen individually or cooperatively. The earn- 
ings of carriers in the western district, as a whole, have not been 
such as to warrant us on the record as it stands today in making 
any general downward revision of rates on products of agriculture, 
or of other industries subject to depression. The record does, how- 
ever, present much information which bears directly on the task 
imposed upon us by the resolution, and it is our purpose to attempt 
to obtain further information necessary to enable us to determine 
what, if any, readjustments should be made as between commodities 
or in furtherance of the rectification of the rate structure as between 
particular points and districts. Our conclusions are without preju- 
dice to the determination of the issues in No. 17000 and No. 15686 
upon the consolidated record. 


ORDERS SUGAR REVISION 


The Commission, by division 1, in No. 16341, Nebraska State 
Railway Commission vs. Alexandria & Western et al., mimeo- 
graphed, has condemned rates on sugar, carloads, from New 
Orleans to Superior, Fairbury, Hastings, Grand Island, Colum- 
bus, Kearney, Norfolk, North Platte, Scottsbluff, and Crawford, 
Neb., as unreasonable and unduly prejudicial. It has found rates 
on sugar from California, from Utah-Idaho territory, and from 
New Orleans to Rapid City, Deadwood and Lead, S. D., not un- 
reasonable in determined amounts, but unduly prejudicial. 

Revision of rates in accordance with the criteria laid down 
in the report, written by Commissioner Lewis, are to be estab- 
lished not later than September 27. The report also covers two 
sub-numbers of the title complaint, Superior Traffic Association 
et al. vs. Alabama Great Southern et al., and Chamber of Com- 
merce, Grand Island, Nebraska, et al. vs. Alabama Great South- 
ern et al., and No. 16517, Black Hills Wholesale Grocery Com- 
Pany vs. Chicago & North Western et al. In general the com- 
Dlaints raised the question of the reasonableness of the rates on 
sugar to interior Nebraska and South Dakota points in relation 
to the rates to Missouri River cities and points in South Dakota 
alleged to have a more favorable adjustment than the complain- 
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ing points. In summarizing the complaints and the essential 
facts as to the situations with which the report dealt, Commis- 
sioner Lewis said: 


Complainants are the Nebraska State Railway Commission; the 
Superior Traffic Association and Norfolk Jobbers’ Association, volun- 
tary associations of shippers at Superior and Norfolk, Nebr.; the 
chambers of commerce of Grand Island and Hastings, Nebr.; and the 
Black Hills Wholesale Grocery Company, a corporation, having its 
principal office at Rapid City, S. Dak. In No. 16341 and Sub-numbers 
it is alleged that the rates on sugar, in carloads, from New Orleans, 
La., and related territory to Superior, Fairbury, Grand Island, Hast- 
ings, Columbus, Kearney, and Norfolk, being points in Nebraska 
west of the Lincoln-Fremont-Beatrice differential territory, are un- 
reasonable and unduly prejudicial to those points and unduly prefer- 
ential of other points in Nebraska and points in Kansas, Missouri, 
Iowa, Minnesota, North Dakota, and South Dakota. In addition, the 
complaint in sub.-No. 1 alleges a violation of the long-and-short-haul 
provision of section 4, in that the rate to Superior exceeds the rates 
to Hastings and Grand Island, to which Superior is intermediate. 
The complaint in No. 16517 alleges that the rates on sugar, in car- 
loads, from New Orleans and related points and from California, 
Colorado, Utah, Idaho, Nebraska, and New Jersey to Rapid City, 
Deadwood, and Lead, S. Dak., are unreasonable and unduly prejudicial 
to those points, to the undue preference of points in Nebraska, Iowa, 
Colorado, and Wyoming. We are asked to prescribe reasonable and 
nonprejudicial rates for the future. Rates will be stated in amounts 
per 100 lbs. The Nebraska points in behalf of which these complaints 
are brought, as well as the points next hereinafter mentioned as 
included by petition in intervention, on the one hand, and the Missouri 
River cities, on the other, will be referred to as the complaining 
points and the river cities, respectively. 

The South Dakota Board of Railroad Commissioners intervened 
in support of the complaint in No. 16517; the Nash Shareholders’ 
Company, an organization of wholesale grocers doing business at 
Norfolk, Columbus, Hastings, Kearney, North Platte, Scottsbluff, and 
Crawford, Neb., intervened at the hearing in support of the com- 
plaints in No. 16341 and sub-numbers; and the New Orleans Joint 
Traffic Bureau intervened in support of a reduction in rates to the 
complaining points, but in opposition to any increase in the rates to 
the river cities. The Traffic Bureau of the Omaha Chamber of Com- 
merce intervened in opposition to the complaints, and the Kansas 
Public Utility Commission, the Lincoln Chamber of Commerce, and 
the Traffic Bureau of the Sioux City Chamber of Commerce inter- 
vened generally in support of the interests of their state and cities, 
respectively. The American Sugar Refining Company, a refiner of 
—, sugar at New Orleans, intervened, but did not appear at the 

earing. 

The intervening petition of the Nash Shareholders’ Company was 
offered at the hearing with the statement that it did not broaden the 
issues. In so far as it embraced rates to North Platte, Scottsbluff, 
and Crawford it did in fact broaden them. No objection, however, 
was interposed to the receipt of the petition upon the presiding 
examiner’s inquiry respecting it, and to the examiner’s subsequently 
proposed relief to Scottsbluff and Crawford no exception was taken 
by the defendants. The rates to the three additional points may 
therefore be deemed to be properly in issue. 

Roughly, the refineries of cane sugar are located on the Atlantic 
seaboard, at New Orleans, and on the Pacific Coast. Beet sugar is 
manufactured in California, Colorado, Utah, Wyoming, Idaho, and 
Nebraska. Regardless of the point of origin, however, sugar is sold 
to the jobbers throughout the destination territory in these cases at 
the prevailing New York, N. Y., market price, plus the freight rate 
from New Orleans to the jobbing point. Comparatively little sugar 
moves to this territory either from New Orleans or the Atlantic 
seaboard. About 85 per cent of its consumption is of beet sugar 
received from refineries in the states above named. The cane sugar 
consumed originates in California. Nevertheless, by reason of the 
manner in which the prices are fixed by the refiners a reduction in 
the freight rates from points other than New Orleans would not 
benefit complainants unless attended by a reduction in the rates from 
New Orleans. Complainant in No. 16517 attacks the rates from 
California, Colorado, Utah, Idaho, Nebraska, and New Jersey also. 
There was some testimony to the effect that lower rates would result 
in a movement from New Orleans. In any event, a complainant may 
rightfully assail, and we may properly condemn, unreasonable or 
otherwise unlawful rates regardless of their present use. 


Commissioner Lewis dealt first with No. 16341 and its sub- 
numbers. Suggestion was made that rates should be made in 
accordance with the scale in the Memphis-Southwestern Investi- 
gation, 77 I. C. C. 493, 595, insofar as they related to sugar. 
The Commissioner said that so far as traffic and transportation 
conditions differed as between Nebraska and the southwest in 
which the Memphis-Southwestern scale on sugar is used, the 
advantage was with Nebraska apart from any consideration that 
should be accorded the materially longer haul to the Nebraska 
points. He considered the case with an eye on Consolidated 
Southwestern Cases, No. 13535 and others, and said it was clear 
that the scale extended at its progressive rate of one cent for 
each 25 miles beyond 500 and with its uniform rates beyond that 
distance for single-line and joint-line hauls plus the appropriate 
bridge or ferry arbitraries, afforded a present measure of max- 
imum, reasonable rates to the complaining points. The formal 
findings are as follows: 


We are of opinion, and for present purposes find, subject to 
such findings as may be made in No. 13535 and associated cases, that 
the rates from New Orleans and points taking the same rates to the 
complaining points are, and for the future will be, unreasonable to 
the extent that they exceed, or may exceed, rats made on the scale 
above cited, extended as suggested and applied to the indicated 
short-line distances, plus arbitraries not exceeding 2 cents per 100 
pounds for the bridge crossing at Memphis or 2.5 cents for the ferry 
crossings at Mississippi River points south thereof, carload minimum 
weight not exceeding 60,000 pounds. In the circumstances no order 
in that behalf will be entered. 

We further find that in their relationship to the present adjust- 
ment the rates assailed are, and for the future will be unduly preju- 
dicial to the complaining points, to the undue preference of the river 
cities, to the extent that they exceed, or a exceed, per 100 pounds 
the present rates, subject to the carload minimum weight or weights, 
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from New Orleans to those cities, or to either of them as the through 
routes may run, by more than 8 cents to Superior or Fairbury, by more 
than 10 cents to Hastings, by more than 12 cents to Grand Island, by 
more than 13 cents to Columbus or Kearney, by more than 15 cents 
to Norfolk, by more than 17 cents to North Platte, by more than, 23 
cents to Scottsbluff, or by more than 27 cents to Crawford. 


In No. 16517, the South Dakota Case, the Commission said 
there was no evidence concerning the rates on sugar from New 
Jersey and that on brief, the complainants stated that if it could 
obtain a reasonblae adjustment from California and New Orleans 
it would not at this time insist upon a reduction from Nebraska 
and Colorado from which states and California it obtained sup- 
plies of sugar. The finding in respect of that case is as follows: 


While the rates assailed are disproportionately high, an ac- 
ceptable measure of a maximum reasonable rate is not established 
of record, but, giving due consideration to relative distances and 
operating conditions and to the adjustment of rates to the general 
territory, we are of opinion and find that rates on sugar, in carloads, 
from the points in California to Rapid City, Deadwood, or Lead are, 
and for the future will be, unduly prejudicial to complainant to the 
extent that they exceed, or may exceed, the contemporaneous rates, 
subject to the carload minimum weight or weights, from the Cali- 
fornia points to Omaha or Sioux City, or, as the rates to the river 
cities are now maintained, to the extent that they exceed 88.5 cents 
per 100 lbs., carload minimum weight 60,000 pounds, or 84 cents per 
100 pounds, carload minimum weight 80,000 pounds. 


As to the rates from Utah-Idaho territory, the Commission 
said: 


Considering the differences in distances and services, the rates 
from Utah-Idaho might well be less than from California, but, as 
stated, complainant will be satisfied with the basis which it seeks 
for application from the latter territory. We find that the rates on 
sugar, in carloads, from points in the so-called Utah-Idaho terri- 
tory to Rapid City, Deadwood, or Lead are, and for the future will 
be, unduly prejudicial to complainant, to the undue preference of 
jobbers at the competing points, to the extent that they exceed, or 
may exceed, the rates subject to the carload minimum weight or 
weights, contemporaneously applicable from California as prescribed 
in the next preceding subdivision of this report. 


With regard to the rates from New Orleans to Rapid City, 
Deadwood, and Lead, the Commission said: 


Upon the particular facts we find that the rates assailed are, 
and for the future will be, unduly prejudicial to complainant, to the 
undue preference of competitors at river cities and points in eastern 
South Dakota, to the extent that they exceed, or may exceed, per 
100 pounds, the rates, subject to the carload minimum weight or 
weights, at present applicable from New Orleans to Omaha and 
Sioux City, or to either of them, by more than 31 cents to Rapid 
City or by more than 33 cents to Deadwood or Lead. 


PETROLEUM INCREASES DENIED 


The Commission, by division 3, in I. and S. No. 2605, petro- 


leum from Ohio and Mississippi River crossings to Carrollton, © 


Ky. (mimeographed), has found proposed increased rates on 
petroleum and petroleum products, in carloads, from New Or- 
leans and Baton Rouge, La., and other Mississippi River cross- 
ings, and also from Ohio River crossings to Carrollton, Ky., 
not justified. The finding, however, was without prejudice to 
the filing of new schedules not in conflict with conclusions 
reached by the Commission. : 


The schedules were suspended on the protest of the Stand- 
ard Oil Company of Kentucky. That protestant did not contend 
that the rates should not be increased, but assailed the basis 
of the proposed increases and the level of the rates proposed. 
It took the position, the report said, that the rates under sus- 
pension were constructed on an arbitrary basis which was un- 
sound in principle, and urged that just and reasonable rates 
on petroleum should be prescribed for application from the 
points under consideration until such time as reasonable rates 
might be determined for general application in southern terri- 
tory. The present rates from Ohio River crossings to Carrollton 
range from 13.5 to 26.5 cents. The rates from Louisiana, Mis- 
sissippi and Illinois points range from 30.5 cents to 34 cents, 
the latter being the rate from Louisiana points. The proposal 
was to increase the rates from the Ohio crossings except Jef- 
fersonville, Ky., and New Albany, Ind., to 27 cents, the rate 
from Evansville, to 46.5 cents and 50 cents from the more dis- 
tant Illinois, Mississippi and Louisiana points. From Jefferson- 
ville and New Albany combinations were to apply. 


The protestant attacked the proposed 50-cent rate by show- 
ing lower rates for much longer hauls. The Commission said 
the respondents had not justified the proposed increases, but 
that the record indicated and it concluded that the present rates 
to Carrolton of 27.5 cents from Evansville, Ind., and 30.5 cents 
from the Illinois points under consideration were not out of 
line; that the rates from points grouped with Cincinnati and 
Louisville should not exceed 19.5 cents and that the rates 


grouped with Baton Rouge and New Orleans should not exceed 
43.5 cents. . 


Fourth section applications Nos. 601, 2045, 1952 and 2043 
were set for hearing in connection with this proceeding. No 
justification, the report said, was offered and therefore relief 


Vol. XX XVIII, No. 4 


was denied in fourth section order No. 9348, as of Novembe 
10, 1926. . 


OIL CASE DISMISSED 


An order of dismissal has been entered in No. 15877, stang. 
ard Oil Company (Indiana) vs. Atchison, Topeka & Santa Fe ¢& 
al., mimeographed, the Commission, by division 1 finding the 
rates charged on petroleum oils and gasoline, in tank carloads, 
frdm Wood River, Ill., Neodesha and Wichita, Kan., Sugar Creek 
Mo., Cushing, Okmulgee, Sapulpa and Tulsa, Okla., and Casper, 
Wyo., to destinations in Indiana, Illinois, Michigan, Missouri ang 
Ohio, legally applicable. The report also covers No. 15878, Same 
vs. Atchison, Topeka & Santa Fe et.al. 

The complaints, filed in 1924, alleged that the rates charged 
on more than 2,500 tank carloads shipped between November 27, 
1920, and November 1, 1923, were illegal in violation of the sixth 
section. The complaints were filed within the statutory period 
on the informal docket. Reparation alone was requested. The 
Roxana Petroleum Corporation intervened in the title complaint 
and asked similar relief as the complainant on ore moving from 
Roxana between April 1, 1921, and November 1, 1923. The rates, 
the Commission said, from Roxana were the same as from 
Wood River, the latter being the shipping point of the Standard 
(Indiana). 

The Midland Valley Railway filed a motion in the Roxana 
Case to make additional carriers and shippers parties to the pro- 
ceeding and in its answer to the complaint made a similar mo- 
tion and also asked that the Commission determine the proper 
rates and divisions to be applied as between the several de- 
fendants on each of the shipments involved. The motions were 
denied on the ground that they sought to broaden the issues and 
were opposed by the other defendants. j 

Both cases concerned unusually complicated and technical 
tariff situations, the report said. The title complaint, it said, 
dealt with the application, at intermediate points, on continuous 
routes of specific rates to more distant named points under open 
routing in the tariffs in connection with intermediate rules. The 
Roxana complaint, it said, had to do principally with the use of 
a so-called combination rule published in local tariffs of short 
line, intermediate carriers, in constructing combination rates on 
traffic specifically routed over indirect routes when the tariffs of 
the originating and delivering carriers specifically provided that 
the combination rule would not apply. 

Each shipment was specifically routed by the shipper more 
than 400 routings having been used, many of which, the Com- 
mission said, were covered by slightly different tariff provisions. 
The report said that only typical situations would be considered 
and for convenience each case was treated separately. : 

In the title complaint the Commission had to deal with the 
Illinois Terminal Tariff rule and the Big Four tariff rule. In 
closing its discussion of that case the Commission said the facts 
were similar to but not identical with those in Boldt Paper Mills 
vs. Director-General, 62 I. C. C. 471, and California Packing Cor- 
poration vs. Director-General, 78 I. C. C. 190. Insofar as those 
cases might be inconsistent with the conclusion here reached, 
if at all, the Commission said it was unwilling to follow them in 
any degree in the circumstances of this case. 


We rest our conclusion upon the foregoing grounds as wholly 
sufficient for the purpose but take occasion to add that we have 
fully considered all the contentions urged in support of the com- 
plaint and have rejected them as lacking adequate applicability 
to the situation presented by this record,” said the Commission. 

In the Roxana Case the Commission said that under its 
findings in the Sligo Iron Stores Case, 62 I. C. C. 643, and 73 
I. C. C. 551, the Litchfield & Madison, one of the short lines the 
combination rule of which the complainants sought to use for 
cutting the rates which the carriers contended were the proper 
ones, would have had to bear the entire deduction of 10.5 cents 
involved by the use of that combination rule in addition to haul- 
ing the traffic for nothing. 

“The practices here disclosed,” said the Commission, “throw 
grave doubt on the propriety of atcording shippers unlimited 
latitude in the designation of intermediate routings.” 

That observation was made because, as before set forth, the 
shippers routed each one of the tank cars with a view to taking 
advantage of tariff publications that seemed to afford them an 


opportunity to cut below what the carriers contended were the 
proper rates. 


RECONSIGNMENT CHARGE CASE 


Following its later views on the question of a reconsign- 
ment charge in addition to the to and from rates, the Commis- 
sion, in No. 17012, H. B. Wilgus et al. vs. Pennsylvania Railroad 
et al. (mimeographed), by division 3, has found charges for the 
transportation of a carload of lumber from Philadelphia to 
Broadway station, Paterson, N. J., based cn rates to and from 
reconsigning points not unreasonable but that the collection of 
a reconsigning charge in addition to the combination was un- 
reasonable. It awarded reparation and required discontinuance 
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of the imposition of such additional charge not later than Au- 

20. 

‘The complainants alleged the rates and charges on a carload 
of lumber were unjust and unreasonable and that the joint class 
rates of the Erie and the New York, Susquehanna and Western 
on all interstate traffic from the Erie station to the Susquehanna 
station, in Paterson, were unjust and unreasonable. Upon ar- 
rival of the lumber at the Erie station in Paterson the con- 
signee refused to accept the delivery and ordered the car re- 
shipped to its siding on the tracks of the Susquehanna at the 
Broadway station, where delivery was accepted. The complain- 
ant paid the combination of class rates plus a reconsignment 
charge of $6.30. The complainant contended that the 18.5-cent 
rate to the Erie station was applicable from Philadelphia to the 
Broadway station over the route taken by this shipment. The 
Commission came to an.opposite conclusion. 

The reconsignment charge was made under the rule ap- 
proved by the Commission in Reconsignment Case, 47 I. C. C. 
590, and Reconsignment and Diversion Rules, 58 I. C. C. 568. 
It called attention, however, to the fact that in the relatively 
recent Chesnutt Lumber Company case, 89 I. C. C. 236, it had 
reversed, to a certain extent, the former decision and especially 
in National Hay Association vs. Aberdeen & Rockfish R. R., 91 
1. ¢. C. 615. In disposing of the case the Commission said: 


The reconsignment rule under which the charge of $6.30 herein 
attacked was collected was approved by us in many of the older 
cases, including the Reconsignment Case, 47 I. C. C. 590, and Recon- 
signment and_Diversion Rules, 58 I. C. C. 568; but_in the recent case 
of Chestnutt Lumber Co. vs. Director General, 89 I. C. C. 236 we re- 
versed to a certain extent these former decisions and found that the 
assessment of a reconsigning charge in connection with shipments 
of lumber in addition to the rates to and from point of reconsignment 
was unreasonable, and in National Hay Assn. vs. A. & R. R. R. Co., 
91 I. C. C. 615, we made a somewhat similar finding of unreasonable- 
ness with respect to the reconsignment of carload shipments of hay 
and straw. The situation here presented is distinguishable in point 
of fact in that there was no delivery, actual or constructive of this 
shipment prior to the second movement whereas in the two cases 
last cited there was delivery. But in this case, as in those, the 
line-haul charges collected were the same as though there had been 
two separate and distinct shipments. The record shows no service 
in addition to that performed under the separate line-haul rates which 
would justify a charge for reconsignment any more than it would 
if the car had been actually or constructively delivered. Under the 
circumstances of this case it is our view that the collection of a charge 
in addition to those imposed by application of the rates to and from 
the point of reconsignment was, is, and for the future will be un- 
reasonable. 

The shipment here under consideration was made by Stroud & 
Wilgus, a partnership, to which complainant Horace B. Wilgus is 
successor in interest. 

We find that the rates assailed to and from the point of re- 
consignment in Paterson were not and are not unreasonable, but 
that the collection of a charge for reconsignment in addition to 
the line-haul rates was and for the future will be unreasonable. We 
further find that Stroud & Wilgus made the shipmet as described, 
paid and bore the charges thereon for reconsignment and were dam- 
aged thereby, and that Horace B. Wilgus, successor in interest of 


alg Wilgus, is entitled to reparation in the sum of $6.30, with 
interest. 


DOOR MANIPULATION CASE 


The Commission, by division 3, has dismissed No. 16314, 
Northern Potato Traffic Association vs. Baltimore & Ohio et 
al, -mimeographed, finding that the rules providing for car- 
riers’ refusal to receive instructions to manipulate box car doors 
in transit to meet changes in temperature, and for heater charge 
in connection with shipments of potatoes in refrigerator cars 
from points in Minnesota and other northwestern states to 
interstate destinations, held at intermediate points for recon- 
signments, are not unreasonable. 


; One of the rules under attack has to do with the manipula- 
tion of side doors of box cars and reads as follows: 

(F) When shipments are received from the shipper, loaded in 
box cars, side doors must be closed and sealed unless shipper has 
Securely cleated or boarded doors open, in which latter event 
aotion must be shown on bill of lading and way-bill “side doors 
cleated open by shipper.” No instructions for manipulation of 
side doors will be accepted. 

The last sentence of that rule constituted the object of the 
attack. The complainant alleged that it was in violation of sec- 
tion 20 as well as section 1 of Interstate Commerce Law. 

Attacks were also made on the rules providing heater 
charges at intermediate stop, hold or reconsigning points. The 
Commission considered the two phases of the case as if they 
were separate without connecting them with each other. In 


disposing of the door manipulation part of the case the Com- 
mission said: 


The record does not establish that the use of box cars before 
_ after the usual season for protection against cold, i. e., from 
ctober 15 to April 15, is any the less desirable from the stand- 
erat of both the carriers and shippers at the present time than 
4 was at the time of our decision in Northern Potato Traffic 
Hesociation vs. C. & N. W. Ry. Co., 53 I. C. C. 100. The sole ques- 
ion is whether the rule providing that instructions as to the 
Aenipulation of side doors will not be received is reasonable. The 
oaet thing to be noted in connection with the assailed rule is 
that it contains no disclaimer of liability as did those condemned 
y us on the two occasions referred to. In fact defendants have 
fehcaely disavowed any intention of limiting their common-law 
> ility. The next thing to be considered is the practicability 
°f compliance with a rule such as that proposed by complainant. 
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Defendants insist that it would not be feasible to attempt any 
manipulation of the doors at their yards because to do so would 
disrupt their schedules which are made as short as possible in 
order to expedite the movement of perishables. They point out 
also that it would be dangerous for yard men to perform this 
work at night because of poor lighting facilities and small clear- 
ance between tracks. They contend that train crews, in order to 
do this work, would have to be equipped with special tools and 
that trains would have to be stopped in order that the work 
might be performed. 

In answer to the latter contention complainant argues that 
the work could be done at division points or terminals and that 
it would be unnecessary for train crews to do the work save in 
rare instances. Complainant’s proposed rule is inflexible and 
changes in weather do not wait for division points. It is clear 
from the record that up to October 15, shipments of potatoes in 
box cars generally should and do leave points of origin with the 
doors open. Generally speaking the movement is to milder climes, 
Complainant concedes that there would be comparatively few cars 
on which there should be any actual service of changing the 
position of the doors. After October 15, the protective service 
against cold is inaugurated. In the final analysis the only point 
which could be could be reasonably urged in support of complain- 
ant’s proposed rule would be that greater protection to the lading 
— possibly result. But if the defendants prefer to run the 
risk, if any, entailed by refraining from manipulating the doors 
in transit and expressly disavow any attempt to evade their 
common-law liability in so doing, it is not seen how the present 
rule could result in ultimate damage. 

We find that the rule providing for the carrier’s refusal to 
accept instructions as to the manipulation of side doors of box 
cars, containing shipments of potatoes, in transit is not unrea- 
sonable - in violation of section 20 of the interstate cont- 
merce act. 


In respect of the heater charge at hold points the Commis- 
sion said: 


The situation is not free from difficulty. There is little doubt 
that so far as the situation at St. Paul is concerned the present 
charge more than compensates defendants for the actual addi- 
tional service and fuel used on reconsigned shipments, as com- 
pared with through-shipments. But there are other things to be 
considered. The charge applied over the entire territory where 
carriers’ protective service against cold is effective. For years 
it has been uniformly applied throughout that territory. It also 
applies on fruits and other vegetables. It provides, in addition 
to the labor and fuel used, for the insurance of the lading, an 
item which is of importance, The desirability of uniformity in 
the rule has never been questioned. In the Perishable Freight 
Investigation, 56 I. C. C. 449, we passed upon the charge and 
refused to condemn it as unreasonable. Shippers may avoid 
imposition of the charge either by placing reconsigning instruc- 
tions prior to the arrival of the cars at the hold points or by 
availing themselves of the shippers’ protective service. The evi- 
dence lacks that degree of conviction which should appear before 
we attempt to to disrupt a uniform and widespread practice 


Commissioner Campbell in a concurring expression of opin- 
ion, agreed that the rule saying that the carrier would refuse 
to receive instructions for the manipulation of box car doors 
while the car was in transit was not unreasonable. He did not 
agree, he said, however, that the charge of $2.00 for holding in 
transit at shippers’ request a shipment of potatoes under refrig- 
eration was not unreasonable. He said the majority agreed 
that at St. Paul the charge of $2.00 more than compensated 
the carriers for the additional service and fuel used on recon- 
signed shipments as compared with through shipments. He 
said that as a matter of fact there might well be some doubt 
whether any additional service was performed or fuel used on 
many of the “hold” shipments stopped at St. Paul. He thought 
that a reasonable charge should not exceed $1.50. 


RATES ON LEAD ALLOYS 


The Commission, by division 3, in No. 16419, Federated 
Metals Corporation vs. Central Railroad Company of New Jer- 
sey et al., mimeographed, has found rates on specified alloys of 
lead, in carloads, from Newark, N. J., to Buffalo, Pittsburgh, 
Chicago and other destinations in Illinois, Indiana, Ohio, Penn- 
sylvania, New York, Kentucky, and Tennessee unreasonable. 
The report also covers I. and S. No. 2416, Terne Metal from 
Eastern Points to Eastern and Central Territory. In respect of 
the suspension case the report said the proposed increased rates 
on terne metal, carloads, from Newark and Brills, N. J., to Buf- 
falo and Buffalo rate points and destinations in central territory 
had not been justified. It directed the cancellation of the sus- 
pended schedules, without prejudice to the filing of new ones in 
conformity with its findings. 

The formal docket complaint alleged that the rates on alloys 
of lead in pigs, bars and ingots were unreasonable, unjustly dis- 
criminatory and unduly prejudicial. By the schedules filed to 
become effective May 25, 1925, the carriers in the suspension 
docket case proposed to cancel commodity rates on terne metal 
from Newark and Brills to Buffalo and Buffalo rate points and 
destinations in central territory, allowing the higher fifth class 
rates to apply. Upon protest of the complainants in No. 16419, 
those schedules were suspended. The respondents in the sus- 
pension case, the Commission said, were substantially the same 
as the defendants in the formal docket case. 

The term alloys of lead as employed by the Commission in 
this report covered babbitt, solder, terne and type metal which 
have lead as a base in composition with tin, antimony or other 
metals in varying proportions. These articles, the report says, 
are rated fifth class, minimum 36,000 pounds, in Official Classifi- 
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cation territory and have moved on this basis generally except in 
the period subsequent to September 28, 1924, when lower com- 
modity rates, the same as those on tin, were established on 
terne metal from Newark and Brills to Buffalo and related 
points and to destinations throughout central and trunk-line ter- 
ritories approximating 17,300 in number. 

The railroads contended that the alloys should take fifth 
class and said that the proposal to cancel rates on terne metal 
considered in the suspension case would so result. The Com- 


mission said that unjust discrimination or undue preference had - 


not been shown nor had a substantial movement been shown of 
solder terne metal, babbitt, or type metal which would warrant 
the establishment of commodity rates on those articles, but that 
the present rates on them were clearly out of line as compared 
with the rates found reasonable on copper, brass and bronze and 
as compared with those on lead, antimonial lead and tin. It 
said the proposed schedule in I. and S. No. 2416 had not been 
justified in their entirety but that the sixth-class basis would be 
reasonable and had been justified for application on terne 
metal; that the rates from Newark assailed in No. 16419 were, 
are, and for the future would be, unreasonable to the extent 
they exceeded, exceed or might exceed the sixth class rate con- 
temporaneously maintained from Newark, N. J., and that the 
complainant was entitled to reparation. 

Commissioner Hall dissented, being of the opinion that the 
suspended schedules had been justified and that the formal case 
should be dismissed. He said it seemed to him that when the 
Commission considered the dearth of tonnage, actual or poten- 
tial in the commodities here considered, it committed a grave 
error if it required defendants to establish the sixth class -basis 
merely because that basis has been found reasonable for brass, 
bronze and copper. 





NEWSPRINT REPARATION 


The Commission, by division 3, in No. 15870, Great Northern 
Paper Company et al. vs. Bangor & Aroostook et al. (mimeo- 
graphed), has found the rate applicable on newsprint paper 
from Millinocket and East Millinocket, Me., to Providence, South 
Providence and Pawtucket, R. I., unreasonable. It has awarded 
reparation by authorizing waiver of outstanding undercharges. 
The finding was that the rates were unreasonable to the extent 
they exceeded 36.5 cents prior to July 1, 1922, and 33 cents 
thereafter. The report covers a sub-number, Great Northern 
Paper Co. et al. vs. Same. 


GRAIN CASE DISMISSED 


The Commission, by division 3, has dismissed No. 15451, 
sub-number 1, Indianapolis Board of Trade vs. Louisville & 
Nashville et al., mimeographed, finding rates on grain and grain 
products from stations on the Chicago & Eastern Illinois to 
Louisville, Ky., applying through Indianapolis, on traffic des- 
tined to southeastern points, and the transit arrangements in 
connection therewith at Indianapolis, not unreasonable or other- 
wise unlawful. The rates assailed are joint rates applying over 
the C. & E. I. as far as Terre Haute or junctions north thereof 
and thence over the Big Four or the Pennsylvania through In- 
dianapolis. They are the same on traffic going beyond Louis- 
ville as on traffic destined to Louisville proper. In other words, 
there are no proportionals over these routes lower than the lo- 
cals. ‘What the complainant sought, the Commission said, was 
lower rates coupled with the same transit arrangements. The 
Commission said there was no evidence that the arrangements 
were unreasonable, or otherwise unlawful as used in connection 
with the existing rates. 


SALT RATES CONDEMNED 


In No. 16489, Morton Salt Company vs. Butte, Anaconda & 
Pacific et al. (mimeographed), the Commission, by division 3, 
has found rates on salt from Burmester, Utah, to destinations 
in Montana and Washington unreasonable, and awarded repara- 
tion. Following the principles laid down in Inland Crystal Salt 
Company vs. B. A. & P., 78 I. C. C. 659, and Capell Salt Company 
vs. C. M. & St. P., 101 I. C. C. 34, the Commission found that 
the assailed rates from Burmester to destinations in Montana 
and Washington on the defendants’ main line were unreasonable 
to the extent they exceeded the rates set forth in the respective 
tables of the scale appearing at page 665 in the report in the 
Crystal case for the distances from Burmester; and that to 
destinations in Montana and Washington on their branch lines 
their rates were unreasonable to the extent they exceeded the 
reasonable rates to the main line destination by more than the 
amounts by which the rates from the north Pacific ports to the 


branch line destinations exceeded the rates to the main line 
destinations. 


PULP BOARD RELATIONSHIP 

The Commission, by division 3, in No. 17323, Sonoco Prod- 
ucts Company vs. Atantic Coast Line et al., mimeographed, has 
found rates on pulp board, not corrugated or indented, carloads, 
from Hartsville, S. C., and Canton, N. C., to eastern destinations, 
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unduly prejudicial against the complainant and unduly preferep. 
tial of manufacturers at Gordon, Ga., and Roanoke Rapids, N. ¢ 
The defendants, the report said, conceded that, under the present 
adjustment, complainant was at a disadvantage. They proposeg 
to remove the undue prejudice by publishing from Hartville the 
same rates as applied on wrapping paper from that point. The 
Commission said that, in view of the fact that the adjustment 
suggested by the defendants appeared to be satisfactory, it woulg 
issue no order, it being understood that the carriers would 
promptly publish rates in accordance with that suggestion. 


CASH BOX RATES 

A finding of unreasonableness and an award of reparation 
have been made in No. 16446, Horder’s, Incorporated, vs. Cana. 
dian Atlantic Transit Company of the U. S. et al., mimeographed 
as to the double first class rates on less than carload shipments 
of cash or document boxes from points in Connecticut ang 
Grand Rapids, Mich., to Chicago. The Commission, by division 
3, found the rates unreasonable to the extent they exceeded first 
class and awarded reparation on shipments between November 
3, 1922, and September 20, 1924. On the last-mentioned day the 
rates were reduced to first class. 


CREAM RATES PRESCRIBED 


The Commission, by division 3, in No. 15564, Hanford Prod. 
uce Company vs. American Railway Express Company et al., has 
found rates on cream from designated points on the Minneapolis 
& St. Louis west of Winthrop,, Minn., to Sioux City, Ia., via 
Hanley Falls, Minn., unreasonable and prescribed a scale to be 
used in making new rates not later than September 1. It has 
also prescribed reparation. The scale is as follows: 
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CEMENT RATES UNLAWFUL 


In No. 16619, Security Cement & Lime Company vs. Balti- 
more & Ohio et al., mimeographed, the Commission, by division 
3, has found rates charged on cement, in carloads from Security, 
Md., through the District of Columbia to Maryland destinations 
served by the Washington, Baltimore & Annapolis Railroad, an 
electric line, unlawful between January 1, 1922, and January 4, 
1923, inclusive. It found rates on cement from Security moving 
interstate to the same destinations between January 5, 1923, and 
May 15, 1925, not unreasonable. It made similar findings as to 
rates on cement to stations on the old Annapolis Short Line now 
controlled by the Washington, Baltimore & Annapolis prior to 
and on and after March 30, 1923. 

The complainant’s claim that the rates from January 1, 1922, 
to January 4, 1923, were unlawful and in excess of those named 
in the tariffs then in effect, was based upon the combination 
rule contained in the tariffs and upon the Commission’s report 
in Sligo Iron Store Company vs. Western Maryland, 62 I. C. C. 
643 and 73 I. C. C. 551, and other similar cases. The Commis- 
sion held that the Baltimore & Ohio Tariff, I. C. C. 16971, as 
amended and in effect between January 1, 1922, and January 4, 
1923, had to be read strictly and in accordance with the findings 
in the Sligo case and that so read, the lawful rates applicable 
from Security to Maryland destinations served by the Washing- 
ton, Baltimore & Annapolis, were $2.30 per ton from January 1, 
1922, to June 30, 1922, inclusive, and $2.10 from July 1, 1922, to 
January 4, 1923. 


ADA BASIS PRESCRIBED 


The Commission, by division 3, in No. 16327, Texas Portland 
Cement Company vs. Arkansas Western et al., mimeographed, 
has found the rates on cement from Harrys and Eagle Ford, Tex., 
moving interstate to destinations in Texas and to points in 
Oklahoma, unduly prejudicial as compared with rates from Ada 
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to destinations in Texas. The specific finding was that the 
adjustment was unduly prejudicial to the shippers from Harrys 
and Eagle Ford and unduly preferential of Ada and shippers 
therefrom in that the rates exceeded or might exceed the corre- 
sponding rates contemporaneously maintained for like distances 
from Ada to destinations in Texas. The order effective not later 
than September 20 requires the carriers to establish rates from 
Harrys and Eagle Ford to destinations in Okla. and to destina- 
tions in Texas on Spearman branch of the Panhandle and Santa 
Fe and the Wellington branch of the M. K. T. of Texas, reached 
over interstate routes, rates not in excess of the corresponding 
rates contemporameously maintained for like distances from Ada, 
Okla., to destinations in Texas. 


DULUTH BASIS PRESCRIBED 


A finding of unreasonableness, an order for the future, and 
an award of reparation have been made in No. 16687, Hansen- 
Peterson Company vs. Atchison, Topeka & Santa Fe et al, 
mimeographed, as to rates on peaches and grapes from produc- 
ing points in California to Hibbing, South Hibbing, Ely, Aurora, 
Virginia, Eveleth, Chisholm and Gilbert, Minn. The Commission 
found the rates unreasonable to the extent they exceeded or 
might exceed rates contemporaneously maintained on like traf- 
fic from the same points to Duluth. Rates on the indicated basis 
are to be made effective not later than September 1. 


CLAIMS WERE BARRED 


The Commission, by division No. 3, has dismissed No. 16598, 
Gulf Naval Stores Supply Company vs. Louisville & Nashville, 
mimeographed, on the ground that the complaint filed by reason 
of the assessment and demand of alleged inapplicable and illegal 
charges on one carload of batting dross from Lumberton, Miss., 
to New Orleans, La., and on a mixed carload of batting dross, 
strainer dross and cup skimmings from Ausmac, Ga., to New 
Orleans, was barred because not filed within the time allowed 
by section 16. The Commission said the complaint setting forth 
the claim was barred prior to June 7, 1924, when Congress 
amended section 16. The report covers a sub-number, Same vs. 
Same. : 


NEW RATE ON SAND 

In a report on No. 17038, Booth & Flinn, Ltd., vs. Pennsyl- 
vyania, mimeographed, the Commission, by division 3, has found 
the rate on sand from Sandusky, O., to Pittsburgh, Pa., not un- 
reasonable as applied to past shipments, but unreasonable. for 
the future. The report also covers a sub-number, City of Pitts- 
burgh vs. Baltimore & Ohio and Pennsylvania. The rate in the 
past on shipments, in May, 1925, was $2.05 per ton. The Com- 
mission discussed a number of. cases in which rates on sand in 
the general territory were involved and came to the conclusion 
that the rates on sand, other than blast, engine, foundry, glass 
molding or silica, for single-line hauls from Sandusky to Pitts- 
burgh over the lines of the defendants would be unreasonable 
for the future to the extent it might exceed $1.60 per net ton. 
That rate is to be established not later than September 1. 


WHISKY CASE REVERSED 


The Commissioon has reversed itself in No. 16203, Sunny 
Brook Distillery Company vs. Atchison, Topeka & Santa Fe et al. 
(mimeographed), the case in which was involved the applica- 
bility of storage charges on 1,000 cases of whisky shipped from 
Louisville, Ky., in the spring of 1920 and held at El Paso while 
the question was being determined whether it was a shipment 
entitled to export to Mexico and also the collateral question 
as to whether the storage was due to “delay by U. S. customs.” 
In the event that the delay was due to the action of the cus- 
toms authorities storage would not have accrued. In the first 
report, 107 I. C. C. 77, the Commission held with the complain- 
ant. In this report it held the charges assessed were applicable 
and not unreasonable. 

In the transcript of the court record for libel of the ship- 
ment at El Paso occurred the statement that exportation of the 
shipment was not permitted by the collector of customs, but 
that it was detained and was being held by him. The com- 
Plainant contended that the recitals were facts. The Commis- 
sion said there was nothing of record to sustain that contention; 
nor was there any showing that during the time the shipment 
was held prior to the attachment of the marshal the complain- 
ant or the drug store offered to submit proper documentary 
evidence necessary for the exportation of the shipment. 

The carload was consigned to a drug store at Juarez, Mexico, 
care of the collector of customes at El Paso. The drug store 
disclaimed having ordered the shipment, with the result that 
it remained in the actual possession of the carriers, although 
in the custody of the collector of customs in whose care it was 
Consigned. After attachment the goods were under the control 
of the court, the Commission said. It could not, therefore, be 
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consistently maintained, said the Commission, that the delay 
was due to U. S. customs. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, sub-number 18 
(mimeographed), after inspection and test, has found that the 
installation of the Union Switch & Signal Company on the 
Atchison, Topeka & Santa Fe meets the requirements of its 
specifications and orders except as indicated and approved the 
installation, conditionally. It prescribed requirements in respect 
of apparatus and operation with which the carrier is expected 
to comply. 


REPARATION ON CLAY 


A finding of unreasonableness as to rates in the past, ap- 
proval of rates. now in effect, and an award of reparation have 
been made in No. 16192, Abingdon Sanitary Manufacturing Com- 
‘pany et al. vs. Chicago & North Western et al., mimeographed, 
as to former rates on clay, from points in Tennessee and Ken- 
tucky to Abingdon, Lincoln, Macomb and Morton, Ill. The Com- 
mission found the former rates from points of origin in groups 
1 and 2 unreasonable to the extent they exceeded $3.54 per net 
ton, but that the present rates from those points and the rates 
assailed from points in group 3 were and are not unreasonable. 
The report also covers No. 16985, Illinois China Company et al. 
vs. Atchison, Topeka & Santa Fe Railway. 


FORMER FINDING REVERSED 

The Commission, by division 3, in No. 13289, Mark McFad- 
den vs. Director-General, mimeographed, has reversed a part of 
its former finding in 85 I. C. C. 365, and now finds that the com- 
plainants in sub-number 3, West Side Coal Company vs. Same, 
are not entitled to reparation. It found that the Grand Trunk, 
one of the parties in the transaction, was not named as a de- 
fendant. It further found that in the instant case the factor of 
the rate from Shamokin to Black Rock, for the transportation of 
anthracite coal, did not appear to have been unreasonable. The 
Grand Trunk was not a party in the case, although it had trans- 
ported the coal over part of the route. The Commission said, 
whether an order could be entered against the Grand Trunk in 
this case if it had been made a party defendant, it was not called 
upon to decide. In disposing of the case it pointed out that in 
Midland Coal Company vs. M.:V. R. R. Co., 91 I. C. C. 571, where 
a combination rate was found unreasonable and one of the 
parties participating in the transportation was not a party de- 
fendant, it determined the reasonableness of the factors 
separately and awarded reparation. That, it pointed out, was not 
possible in this case. : 


FLAX SEED CASE DISMISSED 
The Commission, by division 3, has dismissed No. 15872, 
Portland Linseed Oil Works, Inc., vs. Great Northern et al, 
mimeographed, finding that the rates on flaxseed from points in 
Montana and North Dakota to Portland, Ore., are not unreason- 
able. The complaint alleged the rates from points in the states 
mentioned and from Saskatchewan, Canada, were unreasonable. 


EGG RATES NOT UNREASONABLE 

An order of dismissal has been made in No. 16266, Sames, 
Moore & Company et al. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, the Commission, by division 3, finding the rates 
on eggs, in carloads, from points in Oklahoma, Kansas, Missouri, 
and Nebraska to Laredo, Tex., not unreasonable or otherwise 
unlawful. The complaint alleged the rates since August 30, 
1922, had been unjust, unreasonable, and as compared with con- 
temporaneous rates from the same points of origin, to Houston, 
San Antonio, Corpus Christi and other destinations in Texas 
common point territory, unjustly discriminatory and unduly 
prejudicial. 


RATES ON COTTON LINTERS 


The Commission has dismissed No. 15358, Burton-Dixie Cor- 
poration et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, finding rates on cotton linters from points in Texas, 
Louisiana west of the Mississippi River, Oklahoma and Arkansas 
to many destinations in the United States and Canada not un- 
reasonable or otherwise unlawful. The report also covers two 
sub-numbers, Edgar L. Pearson & Company et al. vs. Abilene & 
Southern et al. and Cotton By-Products Company vs. Abilene & 
Southern et al. 


BANANA REPARATION REDUCED 


The whole Commission, in a report on further considera- 
tion in No. 14312, Dawson Produce Company et al. vs. Alabama 
& Vicksburg et al., mimeographed, has affirmed the finding of 
division 3, in 101 I. C. C. 196, that the rates on bananas and 
cocoanuts, in straight and mixed carloads, from New Orleans 
and sub-ports taking the same rates, and Gulfport, Miss., to 
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various destinations in Oklahoma and to Arkansas City, Kan., 
and from New Orleans and sub-ports, to points in Texas com- 
mon-point territory, are unreasonable and that new rates should 
be established in accordance with a scale set forth in the re- 
port. It has, however, modified its reparation order by finding 
that the rates were not unreasonable prior to September 25, 
1922. That is the day on which the title case was filed. The 
report also covers No. 14436, Harrider-Keith-Cook Company et 
al. vs. Abilene & Southern et al. Having changed the finding 
as to the time when the rates became unreasonable the order 
of reparation is limited to shipments after that day. 

Further consideration was had upon the request of the car- 
riers. They contended that only by comparing the rates as- 
sailed with “certain depressed and subnormal rates in effect to 
a small part of the southwest that the least basis of support 
could be found for the decision in this case.” The Commission 
said that that statement was contrary to the facts. 

This is the case in which Commissioner Lewis dissented 
and pointed out that rates on bananas, in his estimation, were 
of a sort that could well be kept at a higher level, especially in 
view of the mandate in the Hoch-Smith resolution. He dis- 
sented in this report, as he did in the original report. Com- 


missioner Aitchison also dissented. In his dissent this time 
Commissioner Lewis said: 


Neither the producer nor the consumer attacks the rates here 
readjusted to lower levels on the complaint of a few middlemen who 
seemingly set out in quest of the flesh pots of reparation. Neither 
the foreign producer nor the domestic consumer will perceptibly, at 
least, be benefited by these changes. The record amply reveals that, 
quite contrary to being restricted in movement, the commodity has 
had a most phenomenally, increased distribution in this territory. The 
rates which the majority condemn are based on our decision in the 
Waco case. Considering port-terminal absorptions, and special atten- 
tion, equipment, and expedited service required, the condemned rates 
do not appear to me to extend beyond the boundaries of reasonable- 
ness. It, therefore, seems to me that the decision of the majority 
calls for a needless and unwarranted dissipation of carrier revenue, 
and that it is distinctly out of line with the direction of Congress 
that there be a revision of rates to the ultimate relief of essential 
domestic industry, particularly agriculture. I have set forth my views 
on this phase of the case in my non-concurrence in the original case, 
101 I. C. C. 196. I do not conceive that the ends sought and directed 
by the Hoch-Smith resolution are to be realized solely through general 
investigations, but rather and largely through the constant applica- 
tion by us of the principles and direction laid down in that resolution. 
I think they should be applied in this case. 


LINSEED RATES ORDERED 


In a report written by Commissioner McManamy, in No. 
16839, T. S. DeForrest Company vs. Atchison, Topeka & Santa 
Fe et al. (mimeographed), the Commission, by division 1, has 
found rates on linseed oil, in tank carloads, from Minneapolis 
Minn., to Dallas,‘Tex., unreasonable, to the extent they exceeded 
60 cents in the past and to the extent they may exceed for the 
future 67 cents, for 100 pounds. It awarded reparation and di- 
rected the establishment of the new rate not later than Septem- 
ber 27. 

Commissioner Woodlock, dissenting, said that 57 cent rate 
found reasonable for the future was the rate for 1,181 miles, 
the average distance from Minneapolis to Texas common point 
territory, under the distance scale prescribed in the Cottonseed 
Case, 98 I. C. C. 183, which the Commission cited in its report. 
Mr. Woodlock said that, in his opinion, the rates in that scale 
were too low, at least for the longer distances. He said that, 
aside from the findings in that case, he found nothing in this 
record which justified reductions to the extent required by the 
majority for either the past or the future. 


KANSAS CITY SOUTHERN RELIEVED 


The Kansas City Southern has been relieved from the duty 
of installing automatic train control devices in accordance with 
the order of June 13, 1922, as amended. In a report by division 
1 on No. 13413, the Automatic Train Control Case, the Com- 
mission found that the applicant’s road, the Kansas City South- 
ern, having applied for relief, was of such a character and its 
operating conditions and traffic density were such as not to re- 
quire, at the present time, the installation of automatic train 
stop or train control devices and that, therefore, the effective 
date of the Commission’s order of June 13, 1922, as amended, 
should be suspended in so far as it applies to the Kansas City 
Southern until the Commission’s further order. Commissioner 
Esch dissented but did not say why. 

Applications for suspension of the order, as summarized by 
the Commission, were that the Kansas City Southern had under 
way plans for the creation of a new system in connection with 
the Missouri-Kansas-Texas and the St. Louis Southwestern; 
that the acquisition of substantial interests in the capital stock 
of those companies had drawn upon the financial resources of 
the applicant to such an extent that if it were compelled to 
install an automatic train stop device the cost thereof would 
reduce its financial resources relied upon to carry out and 
complete the proper merger or combination; that the risk of 
accident upon its line was slight; that the road was primarily 
a freight-carrying line; that the passenger traffic was compara- 
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tively light; only four passenger trains per day, two in eag 
direction, were operated; traffic density was light; and that 
the daily average number of trains of all sorts which moveg 
over the district of heaviest traffic density was 13, namely, 4 
passenger and 9 freight. 

In addition it was pointed out that the road was single 
track and was not equipped with automatic block signals; tha 
there was imperative need for the applicant to make capita 
expenditures for additions, betterments, and new construction 
which would provide better and improved service. It was rep. 
resented that the cost of installing an automatic train stop or 
train control device was too great in view of applicant’s finap. 
cial condition. In disposing of the case, the Commissoin saiq: 


_. Applicant has installed upon 14 miles of track an automatic block 
signal system upon which it has superimposed an automatic trajp 
stop device of the intermittent induction type, and in connection 
therewith five locomotives have been equipped. This is the extent 
to which it has complied with our order of June 13, 1922. The totaj 
cost of this installation is stated to be $61,000. Based upon this the 
applicant estimates that the cost of the complete installation re. 
quired by our order will be as follows: Installing an automatic block 
signal system of a standard type which it considers necessary, $373,- 
053; automatic train stop installed upon 124 miles of road as required 
by our order $57,350 for wayside equipment and $30,965 for equipping 
23 locomotives, making a total cost of the installation $461,368. 


The record shows that the density of traffic upon the applicant's 
line as a whole is extremely light and the speed is relatively low. On 
the division covered by our order, which is between Kansas City, Mo,, 
and Pittsburg, Kan., a distance of 124 miles, there were operated dur- 
ing the busiest month an average of but 13 trains per day, four of 
which were passenger trains and nine freight trains. The average 
speed of the passenger trains on this division is 29.5 miles per hour, 
The freight handled is largely coal, lumber and other slow-moving 
commodities, and the average speed of freight trains is 13.2 miles per 
hour. During a period .of heaviest traffic density the average passen- 
ger train on this district would meet one passenger train, about two 
freight trains and would pass one freight train per trip, making a 


total of four meeting and passing points each trip, consuming about 
5 hours’ time. 


During the eleven years from 1915 to 1926 on. the division coy- 
ered by our order there were a total of only eight accidents which 
could possibly have been prevented by train stop or train control 
devices. The total damage including property damage and destroyed 
and claims for personal injuries paid was $40,735, or an average of 
$3,703 per year. 

Upon this record we reach the conclusion that applicant’s road 
is of such a character, and its operating conditions and traffic density 
are such as not to require at the present time the installation of 
automatic train stop or train control devices, and that therefore 
the effective date of our order of June 13, 1922, as amended, should 


be suspended, in so far as it applies to the applicant, until our 
further order. 


INDIANA RATES EXEMPTED 


The Commission, in a report on further hearing, written by 
Commissioner Meyer, in No. 11894, Indiana Rates, Fares and 
Charges (mimeographed), has modified its order of January 29, 
1921, 60 I. C. C. 337, so as to exempt from its provisions intra- 
state rates on sand and gravel from Ginger Hill, Ind., to Granger 
and Wyatt, Ind. The rates in question have been held in effect 
by the order of the Commission and of the United States court, 
so the Indiana commission has not been able to deal with them. 
The Commission, in this report on further hearing, finds the 
intrastate rates prior to January 29, 1921, did not cause any 
undue prejudice as between persons and localities in intrastate 
commerce, on the one hand,.and interstate commerce, on the 
other, or any undue, unreasonable or unjust discrimination 
against interstate commerce. The persons interested in the 
matter desired to have the Indiana commission deal with the 
rates from Ginger Hill to Granger between July 26 and August 
25, 1921, and between Ginger Hill and Wyatt between August 
24 and October 26, 1921. The railroads introduced no evidence. 
Counsel for the New York Central and Wabash admitted that 
the rates charged in the periods mentioned were unreasonable 
to the extent they exceeded 84 cents per ton, a subsequently 


established rate for like hauls, between points in central terri- 
tory. 


RATES ON SUGAR 


A complete revision of rates on sugar, based on a finding 
of unreasonableness, from Louisiana, Texas, Kansas, Colorado, 
Nebraska, Idaho, and Utah to Oklahoma has been ordered to be 
made not later than October 28 in No. 14781, Oklahoma Traffic 
Association et al. vs. Alabama Great Southern et al. (mimeo- 
graphed). Fourth section relief and reparation have been denied. 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, ordered the revision from Louisiana and 
Texas points of production to Oklahoma destinations made 02 
a mileage scale beginning with a single-line rate of 10 cents 
for five miles and under, 22 cents for 100 miles, 33 for 200, 
52 cents for 500, and 73 cents for 1,000 miles. Arbitraries of 
2 cents for joint-line hauls are allowed up to 250 miles, 1 cent 
up to 500 miles, and none for distances in excess of 500. Rates 
from the other states are to be 7.5 cents less than the present 


rates. A ferry toll of 2.5 cents is to be allowed for crossing 
the Mississippi. 
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CHICAGO COAL RATES 


Examiner Bronson Jewell has recommended the dismissal of 
No. 17256, Chicago Coal Merchants’ Association vs. New York 
Central et al., on a finding that rates charged on coal from points 
in southern Illinois, Indiana, and Kentucky to designated points 
within the Chicago switching district are applicable and not un- 
reasonable or otherwise unlawful. The report also covers No. 
17205, A. M. Blomgren, trading as The Blomgren Coal Company 
et al. vs. Chicago & North Western et al. In the title complaint 
it was alleged the rates and charges on shipments between 
March 1, 1920, and July 29, 1923, were unlawful, unreasonable, 
unduly prejudicial, in violation of the first, third and sixth sec- 
tions, and in disregard of the aggregate of intermediates part of 
the fourth section. The other complaint covers shipments be- 
tween March 15, 1920, and January 27, 1923. However, it al- 
leged only that the shipments were overcharged in violation of 
the sixth section. Reparation alone was sought. 

A complaint covering in respect to intrastate rates a situa- 
tion similar to.that in No. 17256 was filed by the complainant in 
that case with the Illinois Commerce Commission. The two in- 
terstate cases were consolidated and a joint hearing of the three 
complaints was held before the two commissions. 

The points of origin were mines on the Illinois Central, 
Burlington and the Big Four in southern Illinois, Indiana and 
Kentucky. The destinations were on the Chicago & North 
Western and the Chicago, Milwaukee and St. Paul within the 
Chicago switching district. Edgewater, Ill., on the latter road, 
was treated as a representative destination. The shipments were 
charged the local rates to Chicago plus an arbitrary provided in 
the so-called Lowrey tariffs. The amount of that arbitrary was 
not an issue, the examiner said, and varied somewhat in the 
period under consideration. For a part of the time it was 14 
cents per ton. The originating lines also published proportional 
rates from the points of origin to Chicago, ranging generally 
from 10 to 14 cents less than the locals. 

The complainants contended that under the tariffs of the 
Chicago & North Western there were no through rates to the 
destinations in question and that consequently the proportional 
rates to Chicago rather than the locals should have been used in 
connection with the arbitrary to determine the total rate. The 
Lowrey tariff, they argued, did not publish through rates at all 
but only a basis for constructing such rates by the addition of 
arbitraries to the Chicago rates. The complainants also took the 
position that even if the local rate plus the arbitraries should 
be considered as the through rate the restriction of the propor- 
tional rate to points “where no through rates are in effect” was 
void because it did not refer to tariffs where the through rate 
could be found. In support of that they cited Joseph Iron Com- 
pany vs. M. L. & T. R. R. & S. S. Co., 37 I. C. C. 591 and 40 I. C. 
C. 525; Ash Grove Lime & Portland Cement Company vs. M. P. 
R. R. Co., 92 I. C. C. 51; and Williams Company vs. Pennsylvania 
Company, 50 I. C. C. 581. The examiner said, however, that in 
the first two cases such attempted restrictions of proportional 
rates were condemned as the item in which they were carried 
made no reference to any tariff in which through rates might be 
found. In the Williams case, he said, the restriction of the pro- 
portional rate to points “to which no through rates are published 
herein or in I. C. C. No. 291,” was found to be a definite reference 
to the joint rates and a legal limitation to the application:of the 
proportional, although the joint rates were found unreasonable 
on the record to the extent they exceeded the lower combina- 
tions. In the instant case, Jewell said, the rules carrying the 
application of the proportionals made definite reference to the 
Lowrey tariff wherein was provided the basis for constructing 
joint rates to Edgewater and the other destinations. Following 
the principle of the Williams case, he said, it would appear that, 
although the restriction was not published in the most precise 
and definite manner, complainants’ objection could not be sus- 
tained in so far as it challenged the manner in which the appli- 
cation of the proportionals was limited. On the question of 
whether the rates were unreasonable he said the Commission 
Should find they were not unreasonable or otherwise unlawful. 


TANK MATERIAL RATES 


A finding of unreasonableness, an award of reparation and 
the prescription of rates for the future have been recommended 
by Examiner William J. Harris, in No. 17129, Sinclair Crude Oil 
Purchasing Company vs. Atchison, Topeka & Santa Fe et al., as 
to rates on iron and steel tank material, carloads, from points in 
Texas to destinations in Oklahoma. The complaint alleged the 
rates and charges on 13 carloads shipped between March 10 and 
May 2, 1922, from Holden and Burkburnett, Tex., to Healdton, 
Shidler, and Cushing, Okla., were unreasonable. The complain- 
ant asked for reparation to the basis of the scale prescribed on 
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iron and steel articles, merchant, which includes iron and steel 
tank material, in Memphis Southwestern Investigation, 77 I. C. C. 
473, known as the 9702 scale, and asked for a rate based on that 
scale for the future. The examiner said the Commission should 
find that on and after July 1, 1922, the assailed rates were and 
would be unreasonable to the extent they exceeded, exceed or 
might exceed rates for like distances computed under the scale 
mentioned, and that prior to July 1, 1922, they were unreason- 
able to the extent they exceeded rates for like distances to which 
that scale would bear the relation of 90 per cent and award 
reparation to that basis. 


SOUTHERN SAND SCALE 


In a proposed report on No. 17517, rates on chert, clay, 
sand, and gravel within the state of Georgia, and the cases 
joined with it, Examiner E. H. Waters has proposed the mak- 
ing of state and interstate rates according to scale in a large 
part of the southeast, one of the results of which will be the 
destruction of rates ordered by the Georgia Commission, the 
grant of arbitraries over the uniform scale for the benefit of 
short and weak lines, the special treatment of the Florida 
peninsular and higher rates on slag, from Copperhill, Tenn., 
to points in Georgia, but not so high as those proposed by the 
carriers. The report also covers No. 17699, Roquemore Gravel 
Company et al. vs. Atlanta, Birmingham & Atlantic et al.; No. 
17699 (Sub. No. 1) Same vs. Same; No. 17689, Same vs. Atlanta, 
Birmingham & Atlantic et al; No. 17763, Roquemore Gravel 
Company et al. vs. Atlanta, Birmingham & Atlantic et al.; No. 
17764, Dixie Sand & Gravel Company vs. A. B. & A. et al. a 
Sub. No. thereunder, Same vs. A. B. & A. et al.; and I. and S. 
2470, Sand, Gravel and Slag from Alabama and Tennessee to 
points in Georgia. 

The title complaint was instituted by the Commission upon 
a petition filed on behalf of the Atlantic Coast Line and eight 
short line carriers operating in Georgia to determine whether 
the present rates on chert, clay, sand and gravel and other 
allied commodities required by the Georgia Public Service 
Commission by its order of February 25, 1925, to be maintained 
for intrastate movements between points in Georgia resulted in 
any undue or unreasonable advantage, preference or prejudice 
as between persons or localities in intrastate commerce, on 
the one hand and interstate or foreign commerce on the other, 
or any undue, unreasonable, or unjust discrimination against 
interstate or foreign commerce; and if so, what rates or what 
maximum and minimum, or maximum and minimum should 
be prescribed to cure the situation. The investigation and 
suspension docket was created by schedules filed with the 
view to relieving the situation. When these cases were heard 
the only issues remaining for determination in the suspension 
case, the examiner said, involved the propriety of schedules 
proposing increases on slag from Copperhill to points in Georgia. 

The examiner said the record shows keen competition in the 
sale and production of the commodities considered and called 
for a consideration of the rates throughout a substantial part 
of southern territory. The action of the Georgia Commission 
caused the filing of the formal complaints embraced within this 
docket. The Georgia scales were all subject to a minimum 
of 60,000 pounds but those on stone, granite (crushed), flagging, 
rubble or stone screenings, and on washed gravel, and slag 
were made 10 cents per ton higher than on chert, clay, un- 
washed gravel, sand and shale. 

In his recommendation, Examiner Waters said no distinc- 
tion should be made between the various materials. Four 
scales were submitted, each lower for the initial five miles than 
the 50 cent per ton initial rate carried by the Georgia scale. 
Rates of progression, however, brought about variations as 
high as 21 cents per ton at the 150 mile distance. At that 
distance the carriers’ scale made a rate of 131 cents. The 
Georgia scale for that distance is 120 cents. The complainant’s 
proposed rate at that distance was 110 cents and the scale 
known as the Brooker scale produced 115 cents. 

In summnig up, the examiner said the evidence in these 
proceedings justified the conclusion that there were no such 
differences in transportation conditions over standard lines 
between the points in the territory here considered as to war- 
rant differences in the rate level with the single exception of 
the Florida Peninsula and that the Commission could so find. 
He recommended making rates for the Florida peninsula by 
the method approved in the Southern Class Rate Investigation, 
100 I. C. C. 513, and 109 I. C. C. 300, that is, by the fixing of 
arbitraries to be added to the basic scale for that part of the 
haul within Florida south of the Seaboard Air Line from Jack- 
















































































190 


sonville to River Junction, Fla. He said that in the class rate 
ease mentioned the Commission condemned the method of 
making rates to and from the Florida peninsula on the Jack- 
sonville combination. He recommended that that method also 
be disapproved in these proceedings. 

The American Short Line Railroad Association presented a 
list of short lines for which a special basis of rates was sought. 
No objection, the examiner said, was made to according to the 
short lines special treatment. He said that the special treat- 
ment for short lines should, however, not be limited to the list 
submitted by the association but should be extended to any that 

.might show that they were entitled to such consideration. The 


examiner’s recommendations in regard to the formal docket 
cases are as follows: 


The Commission should find that the rates maintained by 
defendants on sand (washed or unwashed), gravel (washed or un- 
washed) and clay gravel, in straight or mixed carloads, from 
Montgomery and Chattanooga to points in the destination terri- 
tory involved in the complaints, and that the rates maintained 
by respondents in No. 17517, for the interstate transportation of 
the commodities therein involved, in straight or mixed carloads, 
between points in the State of Georgia, and between points in 
the State of Georgia and points in other states in southern terri- 
tory are, and for the future will be, unreasonable to the extent 
that they exceed rates set forth in the following tables, subject 
to a minimum weight of 90 per cent of the marked capacity of 
the car, except when car is loaded to full visible capacity actual 
weight shall govern: 

TABLE A 


Distance scales for interstate application over standard or 
trunk lines except to and from points in Florida peninsula south 
of the Seaboard Air Line from Jacksonville to River Junction, 


. es in cents per net ton. 

a P Single- Joint- 
line line 
rates rates 

Distance Cents Cents 
10 miles and under..... cc rcccccccccsecesevscece 50 65 
20 miles and over 10.... cc ccrecccccccccescrccns 55 70 
80 miles and OVETr 20... cccccccccccvccccveccsece 60 75 
40 miles and Over 30... .vcceecevececvceveccces 70 85 
60 miles and over 40......cccccccccccccccevvess 80 95 
80 miles and OVer 60... cccccccccccccccccccecce 90 105 

100 miles and over  80.....cccccccrccccveccsvvcves 100 115 

125 miles and over 100......cccccccccccccsccccves 110 125 

150 miles and over 125... .ccccccccccccccccccccvece 120 135 

175 miles and over 150.......ccccsesccvcccceccens 130 146 

SOS - TAIOS BMG: OVER L1G eke ec bh de cvecesecvnsecices 135 145 

SOG -MAlISS BME OVEP. BOG. cicicvcecceusccosccvivscees 140 150 

260 miles and OVer 380... ci cccccccccesosccccccces 150 160 

200 wiles Ghd CvEr BO... iv ccrcccccccsnecescwssee 160 170 

SEO MilSS GNA OVEF FOO viciccccvcsrceccsecsccosccoas 165 175 

B60 miles and OVEEr SOO... cnc cccccccccccccvcssecee 175 180 

See -WettOw MMU OVER BOG. 6 oct c ccedec cece eecesewese 185 190 

TE I COON GOs ns s 0.65 6 ow Saws ced che se uneen 195 200 

Se ee A WON CEOs ie wks cctcvtoseccsasee endo 205 210 

Be PtNOe. SMG OVOP GOO. 6. ccccccccctces ec oececceas 215 215 

560 miles and over 520......... iialeid s camdad wad 225 225 

ee en NE SOE NN ra oo 6's Vins v Sie sible 4.0 6 ee wena 235 235 

Gee DSO GME GVSE GOS. oc veces ccccowescsceeuveses 245 245 

Tee Ce ONO BES s occ. k.c wc. c beep ecw cteuee ses 255 255 

ee SS SR reas pre er rr 265 265 

ee a Sn A TOs 6 Fc Sibi c¥Kss cocee wens enes 275 275 


TABLE B 


Interstate rates for either single or joint-line transportation 
over standard or trunk lines to and from destinations in Florida 
south of the Seaboard Air Line from Jacksonville to River Junc- 
tion, Fla., to be determined by adding to the rates under the basic 
distance scales set forth in table A the following arbitraries for 
distances south of said line. Arbitraries are in cents per net ton. 


Arbi- 

trary 
30 unites i MN odis« Suck c eS 6anie e+ es ne bn eee ee ane aay ae 
Se ee Un GEE: | BOs 6d. 08 cen Vide casecceecdsenethcosctent 20 
St See ee Oe «GI sa a siele nav 60s ereie’s Ons Ch aweetebeakegee 25 
ee ee ee N,N ns 4. 5 6.6:0'6.0's Keid 6 5.00 0% t veined 46o eee eee 30 
ee ees: See OI RES bunk oo 9 0 6 6 3.000 W606 05 Chit de 00 6 b0b Seat 35 
Oe SE Re CGE OG oc bk arb aes 0k oc ct ec ween eee 6 eo bee se ten 40 
Se Oe SURE NEY © SURO cinle: 60 .cc0 Siew (wee bi bee £0068 63 ote eh e OS 45 
ee ee EEE Ws as oh 6s ob bb CM Ades 00060 6-0 0:60 600 0s 004s 50 
ee SUE OE OU aac tb oc eek. Ob bo5 +b bee vee ws eebuceees 55 


TABLE C 


When either of the so-called short lines shown in Appendix B 
peevccate in the movement, rates are to be determined as 
ollows: 

Apply the rates applicable under appropriate scale or scales 


above set forth, plus the following arbitrary which is to accrue 
solely to the short line: 


Arbitrary, 25 cents per net ton. 


The Commission should further find that the rates maintained 
by defendants in Nos. 17699, 17699 (Sub. No. 1), 17764 and 17764 
(Sub. No. 1), on sand (washed or unwashed) gravel (washed or 
unwashed), and clay gravel, in straight or mixed carloads, from 
Montgomery and Chattanooga to destinations in Georgia, Florida 
and Mississippi are, and for the future will be, unduly prejudi- 
cial to complainants at Montgomery and Chattanooga, and unduly 
preferential of shippers of slag, in carloads, from Birmingham, 
Gadsden, Anniston and other slag producing points in northern 
Alabama, and from Copperhill, Tenn., to the extent that they 
exceed, distance considered, the rates contemporaneously main- 
tained by said defendants on slag, in carloads, from the points 
last mentioned to the same destinations, subject to the appli- 
—_— of the rates under the scales above set forth as maximum 
rates. 

The Commission should further find that the rate of 79 
cents maintained by the Atlanta, Birmingham & Atlantic and the 
Central of Georgia on sand from points in the Junction City, 
Ga., district, enumerated in No. 17689, to Birmingham, Ala., will 
be unreasonably low for the future and that reasonable rates for 
the future will be those computed under the basic distance scales 
set forth above in Table A. 


In applying the rates herein proposed to the longer hauls 
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the carriers should be permitted for purposes of tariff simp}. 
fication, subject to the Commission’s approval, to use eroy 
of modern extent, and measure the rates by distances to 
from fairly representative points in such groups. In determin; 
whether hauls are single-line or joint-line, carriers under com. 
mon control or management, shall be regarded as one line. 

of the defendants and respondents should be classed as Standany 
lines for the purposes of these findings, except those short lines 
for which special rate treatment is herein recommended. 

In the supplemental report in Southern Class Rate Invest. 
gation, 109 I. C. C. 300, 312, the Commission sanctioned a Certain 
rule for computing distances in southern territory for the applica. 
tion of the distance class scales approved in that proceeding *s; 
It is recommended that the same rule for computing distaney 
be used in connection with the scales herein prescribed ag jy 
finally determined in connection with the class rates aPProved 
in the Southern Class Rate Investigation, supra. 

It is recommended that the following fourth-section relies 
be granted and to continue for a period of 90 days from the 
establishment of. the rates found reasonable in this report fo 
application between the points. here involved, provided that wher. 
specific applications for permission to continue any of the sajg 
rates for a longer period than 90 days shall have been filed 
within the period of 60 days from the establishment of saijq 
rates found reasonable, such rates may be continued until the 
said applications shall have been determined: 


(1) Carriers herein having circuitous routes from and to 
competitive points be authorized to establish and maintain 
the lowest rates prescribed for the transportation of the above 
described commodities, as maximum rates over any line or route 
between said points, and to maintain higher rates from, to, and 
between intermediate points, provided that the rates from, to 
and between said intermediate points shall not exceed the scale 
of rates prescribed in the report as maximum rates for applica- 


tion at such intermediate points, and shall in ho cas 
the lowest available combination. oa 


(2) That_the short-line defendants, named in Appendix B, 
be authorized to establish and maintain rates for the transpor- 
tation of the said commodities between junction points on their 
lines and points in the territory here considered the same as the 
rates eontemporaneously maintained on like traffic between the 
same points by their standard-line competitors, and to maintain 
higher rates from and to intermediate points on the said short 
lines; provided that rates at the said intermediate points shall 
in no case exceed the rates prescribed in the report plus a differ- 


ential of 25 cents per net ton, and shall in no case exceed the 
lowest available combination. 


As to the proposed slag rates the examiner said the Com- 
mission should find that they had not been justified and should 
order their cancellation without prejudice to the right of the 
Louisville & Nashville to establish rates on slag from Copper- 
hill on the basis of the standard single-line basic scale of rates 
proposed in the formal complaint cases. 

_As to the Georgia rates the examiner said the Commission 
should find that the maintenance of intrastate rates in Georgia 
lower than the corresponding rates proposed by him would 
result in unjust discrimination against interstate commerce and 


in undue préjudice to persons and localities in interstate com- 
merce. 


Waters said no order should be entered in the title com- 
plaint at this time. He said it was felt that the Georgia Com- 
mission would cooperate in authorizing such revisions as might 
be necessary to bring Georgia rates into harmony with the 
interstate adjustment. 

Formal docket No. 17763 alleged, among other things, that 
the rates maintained by the railroads therein named on sand 
and gravel from Montgomery and Chattanooga to destinations 
in Mississippi were unreasonable and unduly prejudicial in 
favor of intrastate shippers of the like commodities between 
points in the Mississippi. Waters said the reasonableness of 
the interstate rates to Mississippi points, in so far as involved, 
had been considered. He said the evidence in this formal 
docket case showed that complainants did not ship sand and 
gravel into Mississippi and also that it failed to show that the 
intrastate rates in Mississippi had prevented such movement. 
He said the record warranted the conclusion and the Commis- 
sion should so find that the intrastate rates on sand and gravel 
within Mississippi had not been shown to have been or to be 
unduly prejudicial to the complainants. 


B. & M. READJUSTMENT 


Readjustment of the Boston & Maine’s financial structure, 
authorized by the Commission’s report in finance docket No. 
5504, Boston & Maine Readjustment, mimeographed (See Traffic 
World, July 17), is to bring with it an overhauling of the facil- 
ities of that property in which shippers have a large interest. 
The financial readjustment is in accordance with a plan adopted 
by a readjustment committee of 16 members, consisting of own- 
ers of Boston & Maine securities and representatives of owners 
and of representatives of the corporation. The members were 
supposed to be individuals in touch with public sentiment toward 
the Boston & Maine in northern New England. Banks, insur- 
ance companies and banking houses were represented on the 
committee, the view being to put the road on such a financial 
foundation as to enable it to obtain money at a reasonable rate. 
At the time of the committee’s organization, Boston & Maine 
bonds were selling on the market at rates yielding 8 and 9 per 
cent to the buyers. The condition was such that the road was 
believed unable to market additional securities enabling it to 
make the additions and improvements necessary to enable it to 
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carry the volume of traffic which increased materially in 1924 
d 1925. 
. Applicant proposes, says the report, to expend in the next 


three years, for additions and betterments, approximately, $16,- 


130,960, chargeable to capital account. A list of the principal 
items of the proposed expenditures is filed with the application 
and includes such projects as improved and enlarged terminal 
yards at Boston, additional trackage, including double tracking, 
enlarging the clearances of the Hoosac Tunnel, strengthening 
pridges, ballasting track, constructing a general office building, 
jmproving the coal discharge and storage plan at Mystic Wharf, 
Mass., improvements to and purchase of locomotives and equip- 
ment, and purchase of gasoline rail cars. The applicant states 
that these additions and betterments will enable it to operate 
more economically and efficiently. The proceeds from sale of 
the prior-preference stock will provide part of the funds for 
these projects. 

The essential features of the readjustment provide for the 
issuance of $13,000,000 of prior-preference 7 per cent stock, to be 
sold at not less than par, to present holders of stock who sacri- 
fice part cf the accrued dividends without condition and sur- 
render the remainder on conditions looking to the payment of 
the dividends so surrendered in the event the earnings enable 
the company to pay them; and the exchange of outstanding low- 
rated bonds, now selling at prices yielding a high rate of return 
to holders, for $43,522,000 of 5 per cent mortgage bonds, at not 
less than par and accrued interest. 

The legality of some of the things proposed was questioned 
before the Commission but that body came to the conclusion 
that it should permit the execution of the plan. It said that 
while the issue of the proposed bonds would not increase the 
amount outstanding, it would, after 1932, increase the annual 
interest charge by $268,590. It was testified that the proposed 
additions and betterments would result in economies and sav- 
ings considerably in excess of the amounts required for the 
additional interest and dividends, the dividend on the prior- pref- 
erence stock amounting to $910,000 per annum. 


The increased earnings in 1924 and 1925 were cited to show 
the ability of the road to carry the burden. The Commission 
said that “giving the gratifying and encouraging earnings in 
1924 and 1925 their full effect, they do not constitute assurance 
that with the applicant’s present financial structure its credit is 
restored upon a basis of permanent prosperity.” 


TEXAS CONSTRUCTION AUTHORIZED 


The Commission, in a report written by Commissioner Esch, 
on finance docket 4823, construction of line by San Antonio and 
Aransas Pass Railway Company, and No. 5005, construction of 
line, by the same company (mimeographed), has reversed the 
proposed report written by Commissioner Woodlock and issued 
a certificate authorizing the San Antonio and Aransas Pass to 
construct lines in Brooks, Hidalgo and Cameron counties, Texas. 
Grant of the certificate allows the Southern Pacific to come 
to the rich agricultural and trucking tonnage area of the Rio 
Grande Valley. Its entry was opposed by the Missouri Pacific, 
which was allowed to acquire the Guif Coast Lines with a view 
to strengthening its system. Commissioner Taylor concurred, 
but Commissioner Woodlock dissented. He said the grant of 
the certificate tended to undo what had been done when the 
Missouri Pacific was allowed to acquire the Gulf Coast Lines. 
Commissioners Meyer and Hall joined in that dissent. 

The fight between the Santa Fe, Burlington, Frisco, and 
the Texas, Panhandle and Gulf, for certificates of public con- 
venience and necessity authorizing them to build lines in what 
is known as the “south plains” part of Texas, was argued at 
the Commission July 19 by Luther M. Walter for the Texas, 
Panhandle & Gulf, a new company formed to build a line from 
Fort Worth to Tucumcari, N. M.; Elmer Westlake, for the Pecos 
& Northern Texas, a Santa Fe subsidiary; J. H. Barwise, for the 
Fort Worth & Denver South Plains, a Burlington subsidiary; 
Ben C. Cain, for the Gulf, Texas & Western, a short line which 
the report of the examiner said should be taken over by the 
one to which the right to build might be given; C. H. Smith, for 
the Quanah, Acme & Pacific, a Frisco subsidiary; A. B. Martin, 
representing the South Plains Railroad Committee; and T. G. 
Matthews, the East Plains Railroad Committee. 

There was no dispute about the necessity. for a railroad or 
several lines in the territory. The question was which company 
should be authorized to construct the additional facilities. The 
examiner recommended grant of a certificate to the Texas, Pan- 
handle & Gulf conditioned upon its being acquired by some 
strong company, other than the Santa Fe or the Burlington, and 
further, that the Gulf, Texas & Western be taken into the pro- 
Posed Panhandle plan on account of its prior effort, made in 
the last twenty-five years, to build into the south plains section. 

Mr. Walter, broadly speaking, favored the examiner’s plan, 
but suggested modifications, one of which was that there should 
not be a six months’ time limit within which it was to connect 
itself, in a financial way, with a strong company, as suggested 
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by the examiner. He said the Panhandle should be permitted 
to build if it were unable to obtain control of the Gulf, Texas 
& Western, the new construction to be such as would be neces- 
sary to give it entrance into Fort Worth by trackage over an- 
other line. Failing in that, he said, the Panhandle should be 
permitted to build all the way into Fort Worth. He said the 
Burlington and Santa Fe should not be forbidden to acquire the 
Panhandle. Six months, he said, would be a very short time 
in which to make terms with a parent road. When reasonable 
terms were offered he said the company would sell, but he said’ 
that naming a time limit put the company at a disadvantage 
in such negotiations. He said the company should not be ham- 
pered by any time limit, before it shoveled any dirt, to sell to a 
major road. 

Mr. Westlake said the examiner’s report was so replete with 
“ifs” and “buts” that there was no probability of the recom- 
mendations coming to any fruition. As he viewed the matter 
the south plains area had been adequately served by the Santa 
Fe and that, if permitted to construct from Floydada, from 
Lider to Silverton and from Plainview to Dimmick it would, 
for several years more, give adequate service to the territory 
in which it had much mileage now. His estimate was that thé 
Burlington’s subsidiary line would cost from $17,000,000 to $23,- 
000,000, while the Santa Fe, for $3,000,000, would be able to 
give more adequate service. A strong, satisfied, adequately 
functioning railroad earning a fairly adequate return, he said, 
would be better for a community than two or three railroads 
furnishing no better service and earning an inadequate aggregate 
return. The Santa Fe, he said,-was prepared, should the time 
come, when a direct line was needed from the south plains area 
to Wichita Falls, Fort Worth and Dallas, to build such a line. 

Mr. Barwise said the section was crying for some reliable 
and dependable railroad that might give strong and honest serv- 
ice in competition with the Santa Fe. He argued in support of 
the Burlington’s proposal to build from Estilline to Plainview 
and Dimmick and from Lubbock to Silverton. He characterized 
the Panhandle proposal as “pure, unadulterated promotion and 
paper survey,” adding that no engineer could find within $4,000,- 
000 of what it would cost. The Santa Fe’s nature, he said, was 
not to allow a pound of freight to move by any route other than 
the Santa Fe, if it were in that road’s power to prevent. 

Mr. Cain argued for the protection of the interests of short 
lines in Texas and asked the Commission to protect them in 
whatever decision it might make in the matter. The Gulf, 
Texas & Western, he said, was organized 25 years ago to go 
into the south plains district and should be given priority con- 
sideration. 

In support of the Fort Worth & Denver South Plains ap- 
plication, Mr. Martin said that for the Commission to approve 
the recommendations of the examiner would be for it to sign 
the economic death warrant for Plainview, his home town. He 
denied that the territory was drougth stricken and added that 
there were 1,000,000 bushels of wheat in the area, rotting on 
the ground. One of the commissioners asked him where that 
wheat was and he said it was all over the south plains district 
and that he himself had 5,000 bushels. 

Mr. Smith pleaded for prompt consideration and disposition 
of the matter and argued in favor of the plan of the Quanah 
for new construction. Attacking the suggestion that the Quanah 
be acquired by the Panhandle, he said the latter had not said 
it wanted the Quanah and that Quanah did not want to go out 
of the railroad business. He agreed that a new railroad would 
not make money, but added that the Frisco, as a system, would 
be greatly benefited if permitted to construct the lines planned. 


CONSTRUCTION APPLICATION 


The Missouri Pacific has asked for authority to construct 
an extension of a branch line from a point near Nashville, Ark., 
7.5 miles in a northerly direction. 


APPLICATION TO CONSTRUCT 


The New Orleans Great Northern has applied to the Com- 
mission for a certificate of public convenience and necessity to 
enable it to extend its line from a point called Nogan into and 
through the city of Jackson, Miss., to the west bank of the 
Pearl River, a distance of about 6.65 miles, to a connection with 
the Jackson & Eastern, the latter controlled by the Gulf, Mo- 
bile & Northern. The applicant said that extension into Jack- 
son was part of its original plan, but that unforeseen financial 
difficulties required it to make its entrance into that city over 
the rails of the Illinois Central. It said it did not propose to 
issue securities. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 16957, the Procter and Gamble Com- 
pany vs. Alabama & Vicksburg et al., has asked the Commission 
to reopen and reconsider the proceeding by the entire Commis- 
sion. 


The carriers, respondents in No. 9702, Memphis-Southwest- 
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ern Investigation, and related cases and who were parties to 
fourth section application 12543, filed by F. A. Leland, respect- 
fully request that fourth section order No. 9313, entered on April 
30, 1926, in said application 12543, be modified so that it shall 
become effective contemporaneously with the effective date of 
the orders which shall be entered in dockets Nos. 13535 et al., 
Consolidated Southwestern Cases. 

The defendants in No. 15938, Oklahoma Portland Cement 
Company vs. Santa Fe et al., have asked the Commission to 
dissociate so much of the proposed report as relates to Docket 
No. 15151, Oklahoma Portland Cement Company et al. vs. Den- 
ver & Rio Grande Western et al., from the remainder thereof, 
and thereupon to hold it in abeyance pending the Commission’s 
consideration and disposition of complaint of Oklahoma Portland 
Cement Company in Docket No. 16988, Oklahoma Portland Ce- 
ment Company vs. Alabama & Vicksburg et al. 

The complainant in No. 15761, Fifth and Ninth Districts 
Coal Traffic Bureau vs. Chicago, Rock Island and Pacific Rail- 
way et al., has asked the Commission to reopen this proceeding 
for further hearing, to set aside report and order entered by 
division 3 therein, under date of April 20, 1926, and to permit 
cemplainant to amend its complaint. 

The complainant in No. 15293, Bimel Spoke & Auto Wheel 
Company vs. Lake Erie & Western Railway et al., has asked 
the Commission to grant a rehearing. 

The American Railway Express Company has asked the 
Commission to grant a rehearing and reargument in No. 15356, 
Kentwood Ice Manufacturing and Bottling Works, Limited, vs. 
American Railway Express Company, on the grounds that the 
Commission erred in the particulars, and that consequences 
have resulted which justify and require such rehearing and re- 
argument. 

The complainant in No. 15819, Garrett & Company, Inc., vs. 
New York Central et al., has asked the Commission to reopen 
and assign this case for further hearing of new evidence and 
to clarify the record as originally made on pertinent matters 
of such importance which in the opinion of the complainant 
carries sufficient weight as entirely to change the Commission’s 
decision in the original report. 

The complainant in No. 16888, the Chattanooga Wheelboro 
Company vs. Nashville, Chattanooga & St. Louis Railway et al., 
has asked the Commission to grant a rehearing. 

The defendant, Denver & Rio Grande Western Railroad, 
in No. 16544, White Eagle Oil and Refining Company vs. Den- 
ver & Rio Grande Western Railroad et al., has asked the Com- 
mission for rehearing and reargument and for modification and 
vacation of order dated June 2, 1926. 


COMMISSION ORDERS 


The Commission has dismissed No. 16198 (and Sub. Nos. 
1 to 17), W. D. Juday vs. Chicago, Milwaukee and St. Paul Rail- 
way et al., and No. 16727, the Canton Drop Forging & Manu- 
facturing Company et al. vs. Baltimore and Ohio Railroad et al., 
upon complainant’s request. 

The Commission has dismissed No. 14974, Spokane Mer- 
chants’ Association vs. American Railway Express Company, 
the same having been satisfied. 

The,Commission has reopened for further consideration 
upon the present record, No. 15286, Traffic Bureau vs. Louisville 
& Nashville Railroad et al. 

The Commission has granted the petition of the Chamber 
of Commerce of Shenandoah, Ia.; has denied the petition of the 
Merchants’ Exchange of St. Louis and others; in No. 15511, 
Board of Trade of the City of Chicago vs. Santa Fe et al., and 
reopened the proceeding for rehearing as to the rates from 
southwestern Iowa and other points taking the same rates. 

The Commission has denied the petition of complainant in 
No. 15628, Kansas Gas Belt Manufacturers’ Association vs. 
Abilene & Southern et al. 

The Commission has denied the petition of complainant, the 
Indian Creek Coal & Coke Company, and intervener, the Mel- 
croft Coal Company, for rehearing, reargument, or modification 
of the order in No. 15742, Indiana Creek Coal & Coke Company 
vs. Atlantic City Railroad et al. 

The Commission has dismissed No 15683, Kansas, Oklahoma 
and Gulf Railway et al. vs. Missouri Pacific et al.; No. 16318, the 
Palmer Lime & Cement Company vs. Atlantic City Railroad et 
al.; No. 17074, Swan-Finch Oil Corporation vs. Central Railroad 
of New Jersey et al; No 17110, George Adam Schneider vs Chi- 
cago, Burlington & Quincy Railroad et al.; No. 17141 (and Sub. 
No. 1), De Kalb White Marble Company vs. New York Central 
Railroad; No. 17393, H. G. Craing & Company et al. vs. Rutland 
Railroad et al.; No. 17572, Eagle-Ottawa Leather Company vs. 
Chicago & North Western et al.; No. 17620, Brown Company 
vs. Adirondack & St. Lawrence Railroad et al.; No. 17786, P. S. 
Collins & Company vs. Norfolk Southern et al.; No. 18030, 
National Pole Company vs. Minneapolis, Red Lake & Manitoba 
Railway et al.; No. 18124, E. E. Holmes Lumber Company vs. 
Chicago & Erie et al.; No. 18141, Mason City Brick & Tile 
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Company et al. vs. Big Fork & International Falls Railway » 
al.; No. 18152 (and Sub. No. 1), F. H. Littrell & Company, Ine, 
vs. Atlantic Coast Line et al.; No. 18167, Meyer Burstein ¢ 
Sons vs. Ann Arbor Railroad et al.; No. 18179, Westvaco Chip. 
rine Products, Incorporated, vs. Santa Fe et al.; and No. 1830], 
Winter Haven Chamber of Commerce vs. Atlantic Coast Line 
Railroad et al., upon request of complainants. 

The complaint in No. 15729, Standard Lumber Company yg, 
Chicago, Milwaukee & St. Paul Railway; No. 17134, Lee y. 
Hunter vs. Chicago, Burlington & Quincy et al.; and No. 17715, 
J. M. Sealts Company vs. Chicago & North Western Railway 
et al., having been satisfied, has been dismissed. 

The Replogle Steel Company has been permitted to inter. 
vene in No. 18387, Hudson Valley Coke and Products Corporation 
vs. Boston & Maine Railroad et al. 

Swift & Company has been permitted to intervene in No, 
18449, Kenneth-Murray Live Stock Buying Organization et a], 
vs. Aberdeen & Rockfish et al. 

The Reading Company, successor to Philadelphia and Read. 
ing Company, has been permitted to install an automatic traip. 
stop or train-control device upon that portion of its line be. 
tween Bethlehem, Pa., and Jenkintown, Pa., in lieu of the in. 
stallation required by the said order in No. 13413, in the matter 
of automatic train-control devices, of January 14, 1924, and that 
the effective date for fulfillment thereof shall be December 31, 
1926. 

The order entered in No. 13413, in the matter of automatic 
train-control devices, on January 14, 1924, as amended by order 
entered April 3, 1924, is modified so as to provide that the effec. 
tive date for fulfillment thereof shall be January 1, 1927, with 
respect to the Delaware and Hudson Company. 

The orders of June 13, 1922, and January 14, 1924, in No. 
13418, in the matter of automatic train-control devices, are 
modified so as to provide that the effective date for fulfillment 
thereof shall be January 1, 1927, with respect to the Long Island 
Railroad. 

The Commission has reopened, for further hearing, at such 
time and place as may hereafter be designated by it, fourth 
section applications Nos. 12628, 1896, 1895 and 1854. 

The Commission has dismissed No. 12582, Bradford-Kennedy 
Company vs. Director-General, as agent, Northern Pacific et al, 
upon complainant’s request. 

The order entered in No. 17196, Green Bay Lumber Com- 
pany vs. Chicago, Burlington & Quincy Railroad; and Wabash 
Railway on June 2, 1926, is amended to read as follows: 


This case being at issue upon complaint and answers on file, and 
having been duly heard and submitted by the parties, and full in- 
vestigation of the matters and things involved having been had, and 
said division having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof; 

It is ordered, That the above-named defendants be, and they 
are hereby, authorized and directed to pay unto complainant, Green 
Bay Lumber Company, on or before August 20, 1926, the sum of 
$86.39, with interest thereon at the rate of 6 per cent per annum from 
Aug. 1, 1924, as reparation on account of an unreasonable rate ex- 
acted for the transportation of 2 carloads of coal.shipped from Chris- 
topher, Ill., to Malvern, Iowa. 


The order entered in finance No 2172, construction of line 
by Wenatchee Southern Railway, on June 14, 1926, reopening 


said proceeding and assigning it for further hearing has been 
vacated and set aside. 


The Schoenhofen Company has been permitted to intervene 
in No. 18207, Cliquot Club Company et al. vs. Atlantic Coast 
Line Railroad et al. 


The Evansville Chamber of Commerce has been permitted 


to intervene in No. 18394, Louisville Board of Trade vs. Balti-_ 


more and Ohio Chicago Terminal et al. 


The Seaboard By-Products Coke Company has been per- 
mitted to intervene in No. 18386, Hudson Valley Coke & Prod- 
ucts Corporation vs. New York, New Haven and Hartford et al. 

The Planters’ Package Company has been permitted to in- 
tervene in No. 18306, Crystal Springs Manufacturing Company 
vs. Illinois Central Railroad et al. 


The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 835, Pittsburgh and West Virginia 
Railway. 

The order entered in No 14260 (and Sub. Nos. 1 and 2), 
Charles L. Bird vs. Director-General, as agent, on June 14, 1926, 
is amended nunc pro trunc, by striking out the amount of 
$3,566.23, and inserting in lieu thereof the amount of $3,430.22. 

The Atchison Board of Trade, the Atchison Chamber of 
Commerce and St. Joseph Grain Exchange have been permitted 
to intervene in No. 17159 (Sub. No. 2), Southern Kansas Grain 
and Grain Products Association vs. Missouri Pacific et al. 

The Lehigh Portland Cement Company has been permitted 
to intervene in No. 17854 (and Sub. No. 1), Iola Cement Mills 
Traffic Association et al. vs. Santa Fe et al., and No. 18299, 
Kansas Portland Cement Company vs. Santa Fe et al. 

The St. Joseph Grain Exchange has been permitted to inter- 
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yene in No. 17992 (Sub. No. 1), the Salina Chamber of Commerce 
et al. vs. Abilene and Southern Railway et al. 

.The order entered in No. 13413, in the matter of automatic 
train-control devices, on January 14, 1924, has been modified 
so as to provide that the effective date for fulfillment thereof 
shall be January 1, 1927, with respect to the Central Railroad 
Company of New Jersey. 

The Commission has denied the petition of defendants in 
No. 17453, Fisher Supply Company vs. Alabama & Vicksburg 
et al., for reopening of proceeding for further evidence. 

The Commission has reopened for reconsideration on the 
records as made, No. 16054, Texas Company vs. Kansas City 
Southern et al., No. 14850, E. J. Deas Company vs. Kansas City 
Southern et al., and No. 15158, Standard Paving Company vs. 
Santa Fe et al. 

The order entered in No. 16937, the Tennessee Electric 
Power Company vs. Louisville and Nashville et al., on June 1, 
1926, which was by its terms made effective July 20, has been 
modified so that it will- become effective on August 20, 1926, 
instead of on July 20, 1926. 

The order entered in No. 12670, Wortham-Carter Publishing 
Company et al. vs. Director-General, as agent, Ahnapee & West- 
ern Railway et al., and No. 12651, Same vs. Director-General, as 
agent, Santa Fe et al., on May 10, has been amended nunc pro 
tune by striking out the following: ‘‘Morgan—Morgan’s Lou- 
isiana & Texas Railroad & Steamship Company, and inserting 
in lieu thereof the following: Morgan—Southern Pacific Com- 
pany-Atlantic Steamship Lines.” 

The orders heretofore entered in No. 15225, the Board of 
Railroad Commissioners of the State of Iowa vs. Central Rail- 
road Company of New Jersey et'al., have been vacated and set 
aside and the proceeding reopened for reargument, such reargu- 
ment to include the question of the manner in which the order 
shall be complied with in the event the prior decision is affirmed. 

The order entered in 16544, White Eagle Oil & Refining 
Company vs. Denver & Rio Grande Western et al., on June 2, 
which was by its terms made effective July 26, 1926, has been 
modified so that it will become effective on August 26, 1926, in- 
stead of on July 26, 1926. 

The New York, Chicago and St. Louis Railroad is relieved 
from compliance with the order in No. 13413, in the matter of 
automatic train-control devices, until further order of the Com- 
mission in consideration of the petitioner diligently proceeding 
to install block signals between Conneaut, O., and Arcadia, O., 
a distance of 169.8 miles. 

The order of June 13, 1922, in No. 13413, in the matter of 
automatic train-control devices, is modified so as to provide that 
the effective date for fulfillment thereof shall be November 15, 
1926, with respect to the Chesapeake and Ohio Railway. 

The Commission, by second supplemental order in the un- 
humbered case known as In The Matter of Rules and Instruc- 
tions for the Inspection and Testing of Locomotives Propelled 
by Other than Steam Power, etc., has added the name of the 
Pacific Northwest Traction Co. to the list of carriers, carried 
in its order of June 14,.1926, to which the rules and instruc- 
tions are applicable. 

The effective date of order entered in No. 11203, Standard 
Paint Company et al. vs. Director-General, Alabama & Vicks- 
burg et al., and related cases, on June 2, 1926, has been post- 
poned from August 20, 1926, to November 20, 1926, the rates to 
become effective on statutory notice. 

The Commission has reopened for further hearing, at a 
time and place to be hereafter designated, No. 15072, Maricopa 


County Farm Bureau et al. vs. Abilene & Southern Railway 
et al. 


The effective date of order entered in No. 13413, In the 
Matter of Automatic Train Control Devices, on January 14, has 
been suspended until further order of the Commission in so far 
only as the said order affects the Chicago and Alton Railroad. 


TENTATIVE VALUATION REPORTS 


Saint Paul Union Depot Company, final value of property 
owned and used for common carrier purposes, $5,944,000; cost of 
reproduction of structures, new, $884,188, and less depreciation, 
$606,458, as of June 30, 1918. 

The Commission has completed its tentative valuation of the 
property both owned and used and leased lines of the Galveston, 
Harrisburg & San Antonio, as of June 30, 1918. The properties con- 
Stitute the Southern Pacific in Texas. The final figure, which in- 
cludes the leased lines, was placed at $54,517,450. The final value, 
for rate-making purposes of the common carrier property owned and 
used by the Galveston, Harrisburg & San Antonio was placed at 
Sth eee tts The final value of the property owned was stated at 

The outstanding capitalization as of valuation date was $76,861,- 

783 and the investment in road and equipment, as stated in the com- 
pany’s books, was $75,966,630, but the report.says that readjustments 
required by the Commission account examination would reduce this 
to $72,394,260. 
_ The cost of reproduction new, exclusive of land, was placed at 
$54,745,456 for the psed property and at $49,221,563 for that owned, 
while the cost of reproduction less depreciation was placed at $42,595,- 
815 for the property used and $38,053,004 for that owned. The com- 
Pany also owns 26,446 acres of land which are given a “present 
value” as of valuation date, of $7,729,691. 
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e 
El Paso Union Passenger Depot Company, final value of property 
owned and used $648,300, owned but not used $2,800 as of June 30, 1917. 
The Lake Superior Terminal and Transfer Railway Company of 
cians et oe Wisconsin; owned $710,000, total used $717,330, as of 
une 30, S 


FINAL VALUATION REPORTS 


Valuation docket No. 611, Pittsburgh & Susquehanna Railroad 
Co., opinion No. B-325, 110 I. C. C. 787-804, final value, for rate-making 
purposes, of property owned and used for common carrier purposes, 
$321,717 and of property used but not owned $257, as of June 30, 1917. 

Valuation docket No. 553, Philadelphia and Camden Ferry Co., 
opinion No. B-326, 110 I. C. C. 805-27, final value, for rate-making 
purposes, of property owned and used for common carrier purposes, 
ee and of property used but not owned, $83,084, as of June 30, 

16. 

Valuation docket No. 555, DeKalb & Western Railroad Co., opinion 
No. B-321, 110 I. C. C. 724-41, final value, for rate-making purposes, 
of property owned and used for common carrier purposes, $192,000; 
property used but not owned, $38,000, as of June 30, 1917. 

Valuation docket No. 492, Virginia-Carolina Railway Company, 
Opinion B-324, 110 I. C. C. 767-86, final value for rate-making pur- 
poses of property owned and used for common carrier purposes 
a and of property owned but not used $14,400, as of June 30, 

Valuation docket No. 473, Big Sandy and Cumberland Railroad 
Company et al., opinion No. B-327, 110 I. C. C. 828-48, final value for 
rate-making purposes of property owned and used for common carrier 
purposes $63,785 and of property used but not owned $255,310 as of 
June 30, 1917. 

Valuation docket No. 494, Augusta Railroad Company, opinion No. 
B-323, 110 I. C. C. 756-66, final value, for rate-making purposes, of 
property owned and used for common carrier purposes, $31,436, as 
of June 30, 1918. 


RATE AND TAX VALUES CASE 


In a bulletin to members of the National Association of 
Railroad and Utilities Commissioners, John E. Benton, general 
solicitor for that organization, expresses the opinion that those 
public service corporation lawyers who maintain that value 
for rate-making purposes is identical with value for all other 
purposes have met a serious loss. He said the case they loved 
to quote, Havre de Grace Bridge Company vs. Public Service 
Commission, 132 Maryland, 36, decided by the court of appeals 
of Maryland, in 1918, had been done to death, in Miles vs. Public 
Service Commission, decided by the same court, June 8, 1926. 


In the bridge case the court pointed out that the “fair 
value” was the only one the Maryland commission was author- 
ized to make. It suggested that the words “value for rate- 
making purposes” were used inadvertently. The Miles case 
came to the same court because the Maryland commission, in 
fixing the value of the United Railways & Electric Company of 
Baltimore used the tax value of the easements the utility had 
in Baltimore streets as the value for rate-making purposes. The 
circuit court of Baltimore City sustained the commission but 
the court of appeals remanded the case to the commission for 
revaluation, upon the ground that value for taxation was largely 
dependent upon earnings, but that the easements, for purposes 
of rate-making, could be valued only as real estate, with nothing 
added thereto on account of the earnings which might be real- 
ized from the use of the easements under the company’s fran- 
chise. In the opinion on the Miles case, the court referred to 
the opinion in the bridge case and interpreted it. In the course 
of its opinion quoted by Mr. Benton, the court said: 


It is evident that the most important purpose in ascertain- 
ing the fair value of a public service corporation’s property is to 
enable the Commission to determine the rate to be allowed, in 
order that the public may receive adequate and safe service 
at a reasonable price, and at the same time, that the rate be 
not fixed so low as to constitute a confiscation of its property 
under the provisions of the Fourteenth Amendment to the Federal 
Constitution, but will produce a reasonable and proper return 
upon the capital invested. 


The present case presents the single question of whether the 
Public Service Commission, in ascertaining the fair value of the 
property of the Railways Company for rate-making purposes, 
should include as property of the Railways Company, easements 
in the streets and highways of Baltimore City, at their fair 
and just value. The appellant contends that the value and the 
earnings being dependent upon the rate fixed by the Commission 
that therefore it is illegal and unreasonable to include the value 
of these easements in the sum upon which the corporation is entitled 
to a fair and reasonable return. 


The case of Consolidated Gas Co. vs. Baltimore City, 101 Md. 
541, definitely settles that the easement which a public service 
corporation, such as the Consolidated Gas Company or the United 
Railways & Electric Company, has in the streets of Baltimore 
City, is property, that it is an interest or estate in land; but it 
does not determine that the value of this easement or interest in 
land, for taxation purposes, is to be determined by its value 
as land, but must be determined by its use in conjunction with 
the franchise of the corporation, that is to say, the corporation’s 
right to conduct the business in which it is engaged. * * * 

While it is true that the authorities just cited determine 
that the right of the appellee here in the streets of Baltimore 
City is an easement subject to taxation, and that the use to which 
a franchise permits an easement to be put is an essential ele- 
ment to be considered in placing a valuation on that easement 
for the purpose of taxation, it does not determine that these 
easements should be valued in the same manner for the purpose 
of fixing a rate base upon which the public service corporation 
is entitled to a fair and reasonable return. Neither is it true 
that because this character of property is designated as an ease- 
ment or interest in land, and as such is entitled to be accorded 
some value, it should be given the same value for fixing a rate 
base as that given it for taxation purposes. On the contrary, 
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there is a controlling reason why the two valuations should not 
be identical. In the valuation for rate making purposes, property 
of the public service corporation the value of which depends upon 
the earnings of the corporation should not be included, for the 
reason that the earnings upon which the value of the property 
depends are largely controlled and determined by the rate which 
is allowed to be charged for the service rendered. Under the 
statute it is incumbent upon the Commission to ascertain the 
value of the property in order that such a rate may be fixed as 
will result in a reasonable return upon the property of the utility 
corporation used for the convenience of the public. If such value 
as results from earnings be allowed in the rate base, it is im- 
possible to escape the following reasoning: 

The value of the property, as ascertained by the Commission, 
would determine the rate which the Commission authorized the 
corporation to charge for its service. The rate authorized controls 
the amount of earnings. The earnings in turn determine and 
fix the value of the property. Therefore the rate determines the 
value, and we have a conclusion that the value determines the 
rate, and the rate determines the value; and if the value of the 
property depends upon the rate, which in turn depends upon the 
value of the property, the rate would depend upon itself, re- 
sulting in an apparent absurdity. It is therefore clear that such 
value as is attributable to the property of a public service cor- 

oration by reason of its earnings should not be included in form- 
ng a base upon which a reasonable and fair return should be 
secured. * * * 

The Commission did not value these easements upon an in- 
terest in land basis, but adopted the valuation of the assessment 
for tax purposes. This valuation for tax purposes, in compliance 
with the plain mandate of this court, must take into consideration in 
valuing the easement the use to which the franchise permtis the 
easement to be put; and the value of this use, and therefore the 
easement itself, must necessarily depend upon the earnings of 
the company as a whole. 

We are of the opinion that it is logically unsound to in- 
clude in the rate base a factor ‘the value of which varies or 
changes with the rate. * * * mas 

The very purpose of authorizing the Commission to ascer- 
tain the value of the property_of the various public service corporations 
is to enable it to fix the rates which the corporation is per- 
mitted to charge the public for the service rendered. * * * 

We are of the opinion, therefore, that the duty of the Com- 
mission imposed by the statute is to fix the fair value of the 
property of the corporation used for the convenience of the 
public, and that in fixing the value of the easements for the 
purpose of a rate base they are confined to such sum as fairly 
represents their value as an interest in land, and cannot add 
to that any value which might be affected by the rate which 
the corporation may be allowed to charge, or such value as is 
dependent upon the use which the franchise of the corporation 
permits the easement to be put. It is contended by the appellees 
that the language employed by this Court in Havre de Grace 
Bridge Co. vs. Public Service Commission, 132 Md. at page 26, 
is in confifiict with the view just expressed, but we do not so 
interpret that decision. By the language employed the _ court 
meant that it would be absurd to hold that the Public Service 
Commission had authority to fix a different valuation for different 
purposes; but that when the Commission ascertained the fair 
value of the property of the corporation, that ascertainment 
was conclusive for every purpose for which the Commission could 
make a valuation. It could not be properly interpreted to mean 
that if the Commission ascertained the value for rate making 
purposes, this valuation was conclusive and binding upon all 
other public officials of the state whose duty it might be to 
make a valuation for a totally different purpose. 

It is undoubtedly true that the sale or exchange value of the 
easement and the franchise is almost invariably determined by 
the union of both, or by both in combination. Value, for such 
a purpose, is usually based upon the capitalized earnings realized 
from the exercise or use of the easement and franchise in com- 
bination. The easement is an interest in land, but it is only 
when. this interest in land is used in combination with all of 
the other elements which go to make up an operated street rail- 
way system that the easements have anything more than a real 
estate value. It is apparent that the unused easement may have 
a large potential value, but until put into use in combination 
with other rights or property, it can have no other different or 
additional value than it possesses as real estate or an interest 
therein. It is the use to which the easement, in combination 
with the franchise, is put, that gives it value for exchange or 
sale purposes, in condemnation proceedings, and for the purpose 
of taxation. But it is clear that this potential value, which 
must in large measure depend upon the earnings as determined 
by the rate, should not be included in the rate base. * * * 


The Commission having based their valuation upon the assessment 
made for tax purposes, and tax assessment necessarily including 
value resulting from earnings, the method by which the Com- 
mission arrived at the valuation of $7,000,000 was not in accord- 
ance with law. But because the record does not enable us to 
determine whether that valuation would be unreasonable if made 
according to the lawful method, the case will be remanded, with- 
out affirmance or reversal, in order that the valuation may be 
made in conformity with the method expressed by this opinion. 





UNCONTESTED FINANCE CASES 


The Commission has authorized the Galveston Wharf Co. to issue 
$1,250,000 of refunding mortgage 5.5 per cent bonds to be sold at not 
less than 95. 

The Corona & Santa Fe has been authorized to construct a line 
of railroad, in Riverside county, California, and to issue $50,000 of 
capital stock in aid of that construction. The Atchison, Topeka & 
Santa Fe has also been authorized to acquire control of the Corona 
& Santa Fe by purchase of its stock and lease of its property. 

The Commission has authorized the Chicago,Burlington & Quincy 
om, Seenmon its line from Guernsey to Ironton, Wyo., a distance of 

. es. 

The Commission has authorized the receiver of the Minneapolis 
& St. Louis to issue a certificate or certificates in an aggregate amount 
of $200,000 bearing interest at not exceeding 7 per cent, the proceeds 
to be used in refunding a certificate of a like amount, bearing interest 
at the rate of 5 per cent. 

The Seaboard Air Line has been authorized (1) to reissue refund- 
ing mortgage bonds in an amount which, when taken at their fair 
market value at the time of pledge, will not exceed $1,878,095, said 
bonds to be pledged under the applicant’s first. and consolidated 
mortgage; and (2), to issue not exceeding $2,114,500 of first and con- 
solidated mortgage gold bonds, series A; the bonds to be pledged and 
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repledged from time to time as collateral security for short term 
notes under terms and conditions prescribed in the authorization, 

The Commission has authorized the Brookesyille & Invern 
Railway to issue $650,000 of first mortgage 6 per cent bonds, Series 
A, which bonds are to be delivered to the Seaboard Air Line at the 
principal amount thereof and accrued interest, in repayment of ad. 
vances. 

The Seaboard Air Line has been authorized to procure the ay. 
thentication and delivery of $652,500, of first and consolidated mor. 
gage gold bonds, series A, which bonds are to be pledged and rr. 
pledged from time to time for short term notes under the terms anj 
conditions prescribed in the authorization. 


FINANCE APPLICATIONS 


The Twin Branch Railroad Co. has asked for authority to acquire 
a seven mile line, in St. Joseph county, Indiana, from the Indiana ¢ 
Michigan Electric Co. 

The Hutchinson & Northern Railway has applied to the Com. 
mission for authority to issue $110,000 of common stock to be divides 
equally among the five stockholders of the company in exchange for 
a like amount of stock issued under authority of the Public Utilities 
Commission of Kansas, but without the authority of the federal com. 
mission. ‘The earlier stock issue will be cancelled. 

The Seaboard Air Line has asked the Commission for authority 
to sell $8,000,000 of first and consolidated- mortgage 6 per cent bonds 
due in 1945 to a banking syndicate formed or to be formed by Dillon, 
Read & Co., and Ladenburg, Thalmann & Co. at not less than 93 
The company says its addition and betterment program for 19% 
amounts to approximately $5,500,000; that equipment obligations, 
maturing in 1926 amount to $2,014,000, ‘and that the cash payment 
that will be required in connection with a proposed .equipment trust 
amounts to approximately $1,000,000. It also requires the substan- 
tial working funds, it says, in connection with the working construc- 
tion of new lines in Florida, hence, the desire to sell bonds. The 
proposed bonds are to be sold with the provision that should the 
syndicate offer them at a price above 95% the Seaboard shall be 


oo to receive from the syndicate all amounts in excess of that 
gure. 





The New Orleans, Texas & Mexico has applied for authority to 
issue and sell $4,600,000 of first mortgage 5 per cent bonds. The 
proceeds are to reimburse its treasury for expenditures on capital 
accounts. It is proposed to sell the bonds at 97% to Kuhn, Loeb & (Co. 

The Gettysburg & Harrisburg has asked for authority to extend 
the time for the payment of $565,000, of first-consolidated 5 per cent 
mortgage bonds maturing October 1, until October 1, 1956, with in- 
terest at 4% per cent. 


The Middle Creek Railroad has asked the Commission for ap- 
proval and authorization of the acquisition by it, by means of a lease, 
of the railroads owned by the Hartland Colliery Company between 
Hartland and Bickmore, W. Va., 4.2 miles long. 

The Southern Bell Telephone and Telegraph Company has asked 
the Commission to approve the proposed purchast of the properties 
of Sikes Telephone Company of Flagler County, Florida. 


PETROLEUM RATE INQUIRY 


The Commission, on account of the large number of formal 
complaints filed with it on petroleum and its products, in formal 
docket No. 18458, has instituted a general inquiry into petroleum 
rates within the territory on and east of the Mississippi and 
south of the Ohio and east of the Indiana-Illinois line, and from 
points without to points within that territory, with a view to 
determining whether the rates are unreasonable or are unduly 
prejudicial to or unduly preferential of particular localities or 
persons. No time has been set for hearings in the case. 

The Commission’s inquiry grows out of the fact that 
twenty-five or thirty formal docket complaints have been filed 
within the last six months bringing into issue nearly every rate 
within the limits of the area indicated, namely “within the ter- 
ritory on and east of the Mississippi River and south of the Ohio 
River and east of the Indiana-Illinois state line, and from points 
without to points within said territory.” 

Primarily the rates from the southwest to the southeast 
were the ones that caused most complaint. However, after com- 
plaints about them were filed other complaints bringing into 
issue the quality of the rates within the southeast and from 
ports in the southeast into the interior were made. The question 
of rates from the refinery center on the Mississippi to points 
east, north and south thereof has been a long standing one. The 
Commission’s order in the matter is as follows: 


It appearing, That formal complaints have been filed with this 
commission bringing into issue the rates on petroleum and petroleum 
products from producing fields and reshipping points into southern 
and official territories and between points in each of those territories; 
that these complaints do not bring into issue all points of origin or 
destination in those territories, or all related points of origin in the 
producing fields: 

It is ordered, That an investigation be, and it is hereby, insti- 
tuted by this commission on its own motion into and concerning 
the interstate rates on petroleum and petroleum products within the 
territory on and east of the Mississippi River, and south of the Ohio 
River, and east of the Indiana-Illinois state line, and from points 
without to points within said territory, with a view to determining 
whether said rates are unreasonable or are unduly prejudicial to or 
unduly preferential of particular localities or persons and to making 
such order or orders as may be proper in the premises. 

It is further ordered, That all common carriers subject to the 
interstate commerce act be, and they are hereby, made respondents 
to this proceeding, and that this order be served upon each re- 
spondent. 

And it is further ordered, That this proceeding be assigned for 


peerths at such times and places as the’ commission may hereafter 


PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for May, 
1926, shows 18,715 cars held overtime—a percentage of 07.06— 
as against 17,859 cars—a percentage of 07.53—for May, 1925. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts | 
(Digests taken from R: of National Reporter | 


System, published by West Pu%lishing Co., St. Paul, Minna. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Supreme Court, Appellate Division, Third Department.) 
Bill of lading signed by parties constitutes contract between 
them—Davis, Director-General of Railroads, etc., vs. Cayuga 
Operating Co., Inc., 216 N. Y. Sup. 186. 

Rulings of Interstate Commerce Commission as to routing 
of shipments, adopted to carry out interstate commerce act, 
sec. 7 (U. S. Comp. St., sec. 8563), providing for collection of 
full tariff rates by carrier and prohibiting refunds, have effect 
of law in regulation of shipments in interstate commerce.-—Ibid. 

Under interstate commerce act, sec. 7 (U. S. Comp. St., 
sec. 8563), public service commissions’ law, sec. 33, subd. 1, 
and Conference Rulings 214 (c), 474 (c), adopted by Interstate 
Commerce Commission, where bill of lading did not designate 
any route, but contained recital, “Freight $1.80 ton,” and there 
were three available routes, two of which had $1.80 rate, while 
third had $1.30 rate, held, that bill of lading contemplated ship- 
ment by either of the two routes having $1.80 rate, and shipper 
was liable for such rate.—Ibid. 

Conference Ruling 474 (c), adopted by Interstate Commerce 
Commission to enforce interstate commerce act, sec. 7 (U. S. 
Comp. St., sec. 8563), requiring carrier, when rate and route 
inserted in bill of lading by shipper do not coincide, to ascertain 
from shipper which shall control, necessarily implies that, if 
only one is given, it shall control, if sufficiently specific.—Ibid. 

(District Court, S. D., Texas, at Houston.) Though instances 
of individual hardship will not change policy that legal tariff 
applicable between points of delivery is only legal rate, and 
neither estoppel nor agreement can change rule, courts will not 
literally enforce rates, where individual circumstances make it 
certain that invocation of principle is an absurdity.—St. Louis- 
_ Francisco Ry. Co. vs. Republic Box Co., 12 Fed. Rep. (2d) 
441, 

Shipper at time of shipping may protect himself against 
ote by providing that consignee or owner pay the freight.— 

id. 

In any case warranting court in finding that railroad has 
looked to consignee, and not shipper, for payment of freight it 
is competent for court to hold either that shipper is not liable 
at all, or is liable only secondarily and in event of adequate 
proof that proper steps have been taken against consignee in 
vain.—Ibid. 

Where bill of lading provided that owner or consignee should 
pay freight, and railroad company had on delivery collected 
freight for consignee shipper is not liable to railroad company 
for difference between rate charged and higher legal rate.—Ibid. 

Under Interstate Commerce Commission ruling No. 474, car- 
rier may not recover undercharge, where shipper had designated 
route and rate, and shipment had been made over route charging 
higher rate than that designated.—Ibid. 


i 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from R and Digests of National 
System, published ba West Publ Co., St. Paul, 
Copyright by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Shipper, who 
gave no notice of damage until 70 days after receipt of ship- 
ment, held not in position to urge that provision in bill of lading 
Tequiring claim for damage to be made within 10 days, after 
delivery was not “just and reasonable,’ as required by shipping 
act, sec. 18 (Comp. St., secs. 8146a-8146r), in view of Congress’ 
conception of reasonableness as evidenced by interstate com- 
merce act, sec. 20, amended by transportation act 1920, sec. 438 
(Comp. St. Ann. Supp. 1923, sec. 8604a), requiring notice of 
damage within 90 days.—W. R. Grace & Co. vs. Panama R. Co., 
12 Fed. Rep. (2d) 338. 

Objection that claim for damage to goods was not made 
Within proper time held not waived by shipowner’s rejection of 
Claim on another ground.—Ibid. 

Unseaworthiness of vessel held not to preclude owner from 
invoking clause in bill of lading limiting time within which 
claims for damage to cargo could be made, the only mention of 
liability for unseaworthiness in bill of lading being by way of 
exception in case due diligence was used.—Ibid. 
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(District Court, S. D., New York.) Where libel in suit in 
personam for damages to shipment was filed within time limit 
required in bill of lading, suit may be maintained, although 
service of process was_not had until after expiration of period, 
filing libel in personam having same effect as filing of libel in 
rem.—Leveille vs. Eastern S. S. Lines, Inc., 12 Fed. Rep. (2d) 486. 





Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


ests taken from Reporters and Digests of National Reporter | 
' ystem, published by West Publishing Co., St. Paul, Minn. 










Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Meaning and Intention of Parties to Written Contract Are to Be 
Gathered from the Contract, Nature of Its Subject-Matter, 
Situation of Parties, and Their Conduct in Relation to 
Contract: 

(Supreme Court of Oklahoma.) The meaning and intentton 
of the parties, as expressed by a written contract, are to be 
gathered from the contract, the nature of the subject-matter 
contracted about, the situation of the parties, and conduct of 
the parties in relation to the contract.—Chicago, R. I. & P. Ry. 
Co. vs. Basey, 246 Pac. Rep. 626. 

Where Bill of Lading Designating Plaintiff as Consignor and 
Consignee Contained Notation to Stop at Point En Route to 
Complete Loading by Plaintiff's Associate, and Car Was 
Delivered to Person Intended by Plaintiff for Loading, Rail- 
road Company Was Not Liable for Loss of Plaintiff’s Prop- 
erty During Delay to ‘Finish Loading: 

Record examined; held, to be insufficient to support judg- 
ment for the plaintiff.—Ibid. 

(Supreme Coourt of North Carolina.) In action against car- 
rier for damages to shipment of pork, express receipt or bill of 
lading is evidence of fact that merchandise was delivered to car- 
rier in good condition, in absence of notation or entry thereon 
to the contrary.—Brown vs. Southeastern Express Co., 133 S. E. 
Rep. 414. 

BILLS OF LADING 


(Supreme Court of Errors of Connecticut.) Questions of 
construction and effect of bill of lading in interstate shipment 
are controlled by act Cong. Aug. 29 1916 (U. S. Comp. St. secs. 
8604aaa-8604w), so far as applicable in view of section 1.—Kas- 
den et al. vs. New York, N. H. & H. R. Co., 133 Atl. Rep. 573. 

Indorsement of straight bill of lading (act Cong. Aug. 29, 
1916, sec. 2 (U. S. Comp. St., sec. 8604aaaa)), though regarded 
as attempt to convert it into an order bill, being alteration after 
issue without authority from carrier, is void under section 13 
(section 8604g), as well as futile under section 29 (section 
36040), so that it continues to be non-negotiable, and both as 
to originals and subsequent transferees is subject to such limi- 
tations as are imposed by law on such bills.—lIbid. 

As between seller and the original buyer of goods who 
is transferee of straight bill of lading, rights and remedies of 
unpaid seller, including right of stoppage in transitu, in case of 
buyer’s insolvency, obtains.—Ibid. 

Straight bill of lading issued to seller as consignor and con- 
signee, and by him transferred to buyer, not being a negotiable 
document of title, resale of the goods while in transit and 
further transfer of the bill to new buyer did not, under Gen. 
St. 1918, sec. 4728, and act Cong. Aug. 29, 1916, sec. 29 (U. S. 
Comp., sec. 86040), deprive unpaid seller of right of stoppage 
in transitu against new buyer for insolvency of original buyer. 
—Ibid. 

Limited and conditional character of title cOntemplated by 
act Cong. Aug. 29, 1916 (U. S. Comp. St., secs. 8604aaa-8604w), 

as passing by transfer of straight bill of lading, held manifested 
by section 32, as to rights of creditors of, or subsequent pur- 
chasers from, the transferor, prior to notification to carrier, of 
the transfer.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Alabama.) In suit for damages for fail- 
ure to deliver telegram promptly, special plea of failure to pre- 
sent written claim within time stated on back of message, held 
defective, under Code 1923, sec. 8048, in not alleging that matter 
of plaintiff’s claim was peculiarly within his knowledge (John- 
son v. Western Union Telegraph Co., 108 So. Rep. 578). De- 
murrer to special plea, not alleging that matter of claim for 
damages for failure to seasonably deliver telegram was pecu- 
liarly within his knowledge, was properly overruled, where no 
apt ground of demurrer pointed out such defect.—Ibid. 

Whether plaintiff presented written claim for damages for 
failure to deliver telegram promptly within time provided on 
back of message held for jury, where plaintiff testified as to 
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writing letter to defendant, which was substantial compliance 
with such duty, within such time.—lIbid. 


In action for damages for failure to deliver telegram . 


promptly, charge that if plaintiff resided, on date of message, 
over mile from defendant’s office in city where it was received, 
and could not have been found by defendant within such limits 
by reasonable diligence, verdict should be for defendant, held 
erroneous, as ignoring issue under replication asserting that 
defendant, after discovering that plaintiff lived without free 
delivery limits, undertook to make delivery for reward, which 
it received, and was negligent therein.—Ibid. 

In action for damages for failure to deliver telegram 
promptly, evidence that defendant, after discovering that plain- 
tiff lived without free delivery limits, undertook to make delivery 
for reward, which it received, would warrant finding that it 
waived provision on back of message, for free delivery only 
within such limits, and was negligent in not effecting delivery 
on day telegram was received, in which case verdict for plaintiff 
would be proper.—Ibid. 

In action for damages for failure to deliver telegram to 
plaintiff promptly, where jury found for plaintiff, as evidenced 
by verdict for small sum, on issue of defendant’s negligence in 
not effecting delivery on day telegram was received, though 
plaintiff resided outside free delivery limits, instruction to find 
for defendant, if plaintiff resided over mile from defendant’s 
office and could not have been found within such limits by rea- 
sonable diligence was not prejudicial.—Ibid. 

In action for damages for failure to deliver telegram 
promptly, charge that burden was on plaintiff to prove time 
and trains by which he might have reached his brother’s bed- 
side in time to see him before his death,,in order to recover 
damages on theory that delay in receipt of message prevented 
him from so doing, held reversible error, as eliminating from 
consideration availability of travel by automobile, contrary, to 
plaintiff’s evidence, and probably eliminating recovery of sub- 
stantial damages.—lIbid. 


ANDERSON AWARD INVALID 


The Railroad Administration has been advised that the 
United States Circuit Court of Appeals for the ninth circuit, 
in No. 4978, Andrew W. Mellon, plaintiff in error, vs. Arthur Erb 
et al., in error from the federal court for the northern district 
of California has reversed the judgment of the lower court. 
The opinion of the court, written by Circuit Judge Rudkin, held 
the award of reparation upon which the action for recovery 
of reparation was based from the Director-General was invalid. 

Suits were brought by the complainants in Anderson & Co. 
vs. Director-General, 61 I. C. C. 64. The Commission awarded 
reparation to them for the difference between the export and 
the domestic rates on iron and steel exported through San 
Francisco and Seattle, in 1918, although the conditions in the 
tariffs, such as the through consignment from point of origin 
to a specific destination beyond the port of exit, showing of the 
destination beyond the port of exit, exchange of the domestic 
for a foreign bill of lading prior to the arrival of the freight 
at the port of exit, and the payment or guaranteeing of the 
rail, port and ocean charges had not been complied with. The 
Commission did not condemn either the domestic rates or the 
rules governing the handling of such freight, but held that, 
under the conditions present in this case, the export rates should 
have been applied. 

Alexander M. Bull, in his arguing of the case, contended 
that inasmuch as the rules were part of the tariff there could 
be no departures from them, either by the Commission, the 
Director-General or the court unless the Commission found 
either the rates or the rules and regulations unlawful. Mr. Bull 
pointed out that the Commission had condemned neither. After 
the lower court gave judgment, the Commission, in Dill-Crosset 
vs. Director-General, 104 I. C. C. 48, practically reversed the 
Anderson case because the Supreme Court of the United States, 
in Davis vs. Henderson, 266 U. S. 92, said the rules in a tariff 
were part of the tariff and could not be waived. In part, Judge 
Rudkin, in this case, said: 


An award of reparation is authorized whenever rates, fares, 
charges, classifications, regulations or practices are found to be un- 
just, unreasonable, unjustly discriminatory, unduly or unreasonably 
prejudicial, or otherwise in violation of the Interstate Commerce Com- 
mission act, section 206 (c) transportation act, supra, and, if the Com- 
mission has found that the rates in question were unjust, unreason- 
able, unjustly discriminatory, unduly or unreasonably prejudicial, or 
otherwise in violation of the Interstate Commerce Commission act, 
and the finding is supported by competent testimony, the inquiry of 
the courts is at an end. If, on the other hand, no such finding was 
made, or if the finding is not supported by any competent testimony, 
or if the award of reparation was based on an erroneous view of the 
law, the judgment should be reversed. There was no complaint be- 
ford the Commission concerning the domestic rate or the export rate, 
as such. The complaint was directed solely against the regulation 
providing that the export rate through San Francisco applied only to 
freight originally consigned through with rail, port and ocean charges 
fully prepaid or guaranteed from the point of origin to a specific des- 
tination beyond the port of exit, such destination being shown in the 
bill of lading issued at the time of shipment, and for which a through 
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bill of lading was issued before the arrival of the freight at the Dort 
of exit; and in the case of shipments through Seattle, that the eXport 
rate applied only to freight for which a through export bill of ladi 
was issued in exchange for the original shipping receipt or domest 
bill of lading within 15 days from the date thereof. ' 

The object of the regulations in question was to prevent Conges. 
tion of freight at ports during the war period and there was no findin, 
that such regulations were unreasonable. On the contrary the Beneng 
necessity for and propriety of the regulations was conceded, but the 
Commission was of opinion that the application of the published tay. 
iffs to these particular shipments was unreasonable, in view of th 
fact that they did not contribute to congestion at the port of exit any 
more than they would have done if handled in strict conformity with 
the regulations. In other words, the Commission assumed jurisdic. 
tion to award reparation in the face of reasonable regulations whep. 
ever in the opinion of the Commission the application of the regula. 
tions to a particular shipment would work an injustice. That this 
was the view of the Commission is made plain by the decision jp 
Dill-Crosset vs. Director General, 104 I. C. C. 48, where the decision 
in Anderson & Co. vs. Director General, supra, was disapproved. The 
Commission there said: 

“Since our decision in Anderson & Co. vs. Director General, supra, 
the Supreme Court has said that a rule relating to the performance of 
a transportation servire under published tariffs was part of the tariff 
and could not be waived. Davis vs. Henderson, 266 U. S. 92. We 
followed that decision in Campbell Construction Co. vs. L. C. &§ 
E. Ry. Co., 95 I. C. C. 603. There demurrage charges assessed on cer- 
tain carload shipments of various commodities were found inapplica- 
ble because of lack of written notice to complainant of ar. 
rival of the cars, although oral notice was given and no objec- 
tion was offered to this method of notification. In the instant cage 
the complainant seeks to have the charges assessed under the domes- 
tic rate declared unreasonable to the extent that they exceed those 
applicable under the export rate which would have applied if com- 
plainant had complied with all the provisions in the tariff. Complain- 
ant does not assail the reasonableness of the domestic rate and the 
record does not warrant that the rule relating to export shipments 
was unreasonable. The finding sought would be equivalent to a waiy- 
ing of the tariff rule and contrary to the doctrine of Davis vs. Hen- 
derson, supra.” 

We think the latter decision was clearly right. While the case of 
Davis vs. Henderson did not involve the power of the Interstate Com- 
merce Commission, it was there held that the published tariff was 
binding on the shipper, the carrier and the courts, and the published 
tariff is equally binding upon the Commission unless found to be un- 
reasonable. In view of the fact that there was no finding that the 
regulations were unreasonable, we deem it unnecessary to determine 
whether there was any testimony to support such a finding, if made, 
but we are inclined to agree with the conclusion of the Commission in 
Dill-Crossett vs. Director General, where it was held that such a find- 
ing was unwarranted. : 

For these reasons we are of opinion that the award upon which 
the action was brought is invalid, and the judgment of the court 
below is therefore reversed. 


CHANGES IN DOCKET 


Hearing in I. and S. 2687, matches from Duluth, Minn., and 
Oshkosh, Wis., to southwestern points, assigned for July 20, at 
Philadelphia, Pa., before Examiner Cheseldine, was canceled. 

Hearing in No. 18285, Swift & Co. vs. St. L.-S. F. Ry., et al, 
assigned for July 21, at Chicago, Ill., before Examiner Fleming, 
was postponed to a date to be hereafter fixed. 

Hearing in Finance No. 5410, in the matter of the applica- 
tion of the C. R. I. & P. Ry. and the St. Paul & Kansas City 
Short Line R. R. Co. under paragraph (18) of Section 1 of the 
interstate commerce act for a certificate of public convenience 
and necessity for the construction and operation of an existing 
line of railroad, assigned for July 21, at Jefferson City, Mo., be- 
fore Public Service Commission of Missouri, was canceled. 

Hearing in No. 17651, Yerger Oil & Fuel Co. vs. M. K. & T. 
Ry. et al., assigned for July 23, at Jackson, Miss., before Exam- 
iner McChord, was canceled. 


Hearing in No. 18239, C. W. Garner vs. Ill. Cent. R. R. et al, 
assigned for July 23, at Jackson, Miss., before Examiner Mc- 
Chord, was canceled. 

Docket No. 16064, Crown Willamette Paper Co. vs. Western 


Transp. Co. et al., was last week shown by mistake set at 
Los Angeles, July 23. 





ABANDONMENT AUTHORIZED 


The Commission, by division 4, has authorized the Boston & 
Maine to abandon a branch line extending from Kennebunk 
station to Kennebunkport, a distance of about 4.5 miles, all in 
York county, Maine. A hearing was held by the Public Utilities 
Commission of Maine. Kennebunk and Kennebunkport opposed 
abandonment but the York Utilities Company favored it. The 
Commission’s report said no representations were made by hotel 
or summer resort Owners or summer residents for whose accom- 
modation the branch was built. Considering the large number 
of summer residents affected, the failure to present a protest on 
their part, the report said, was significant. The line of the util- 
ities company, the report said, furnished transportation in addi- 
tion to that furnished by automobiles. There are no industries 
on the line. 


NORTHWEST BOARD TO MEET 


The sixteenth formal meeting of the Northwest Shippers’ 
Advisory Board will be held at the Hotel Duluth, Duluth, Min2., 
July 27. Mayor S. F. Snively will deliver an address of welcome 
and D. F. Lyons, general counsel of the Northern Pacific, will 
speak on railroad taxes. 
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July 24, 1926 . 


FOURTH SECTION HEARINGS 


The Commission has issued the following notice of hearing 
to be had August 17 at the Hotel Jefferson, St. Louis, before 
Examiner Boat, on fourth section applications: 


The following fourth section application in so far as same have 
not previously been disposed of by permanent orders of the Com- 
mission, by which carriers parties thereto ask for authority to con- 
tinue and establish rates as hereinafter described without observing 
the provisions of the fourth section of the interstate commerce act, 
are assigned for hearing or further hearing as the case may be on 
August 17, 1926, ten o’clock A. M., standard time at Hotel Jefferson, 
St, Louis, Mo., before Examiner Boat. 


FOURTH SECTION APPLICATION NO. 12769 
(Filed by Agent F. A. Leland) 


For and on behalf of carriers parties thereto, for authority to 
establish and maintain rates on fertilizer and fertilizer compounds, 
as described in Notes 1, 2 and 3 of tariff I. Cc. C. No. 1617 (Leland) 
providing for the routing applicable on the said commodities moving 
from points in Texas to points in Louisiana as more fully described 
in the said application, without observing the long-and-short-haul 
provision of the fourth section of the interstate commerce act. 


FOURTH SECTION APPLICATION NO. 12795 
(Filed by Agent F. A. Leland) 


For authority among other things to continue and establish rates 
for the transportation of commodities (not including fresh meats and 
packing house products), from St. Louis, Kansas City, Mo., and 
Memphis, Tenn., to points in Arkansas, Kansas, Louisiana, Missouri, 
Oklahoma, and lower Mississippi River crossings, also from New 
Orleans to points in Louisiana and Texas, as more fully described 
in the said application without observing the long-and-short-haul 
provision of the fourth section of the interestate commerce act. 


FOURTH SECTION APPLICATION NO. 12803 
(Filed by Agent F. A. Leland) 


For authority to revise Note 3, providing for the application of 
certain joint line arbitraries, shown in his tariff I. C. C. No. 1560 
in connection with the application of class rates between points in 
Oklahoma, on the one hand, and points in Kansas, on the other, as 
more fully described in the said application, without observing the 
long-and-short-haul provision of the fourth section of the interstate 
commerce act. 


FOURTH SECTION APPLICATION NO. 12879 
(Filed by Agent F. A. Leland) 

For and on behalf of carriers parties thereto, for authority to 
establish and maintain mileage rates on petroleum oil and its prod- 
ucts from producing points in Arkansas in the Eldorado-Smackover 
district to points in Louisiana, as more fully described in the said 
application, without observing the long-and-short-haul provision of 
the fourth section of the interstate commerce act. 

As named in 


Applica- ; tariff 
tion Filed by Agent F. A. Leland z C.-C. 
No. for authority to continue departures in rates on: No. 
626 Crude Cottonseed Oil, refined at Kansas City, Mo., 780 


and Armourdale, Kans., from points in Arkansas, 
Louisiana, Missouri, Oklahoma and Texas, to points in 
Colorado, Illinois, Iowa, Kansas, Kentucky, Minnesota, 
Missouri, Nebraska, Ohio, South Dakota, Texas, Utah 
and Wisconsin. 
641 Cottonseed, cottonseed cake, meal, oil, tank bot- 747 
toms, soap stock, hull shavings, and inedible tallow 
from points in Arkansas, Louisiana, Mississippi, Mis- 
souri and Oklahoma to Memphis, Tenn., St. Louis, 
Kansas City, Mo., New Orleans, La., and Texas; also 
points in Arkansas, Colorado, Mississippi, Nebraska, 
New Mexico, Oklahoma, Utah, Wyoming and points in 
eastern states and Canada. 
676 Cottonseed, cottonseed hulls, cake, meal, oil, soap 725 
stock, tank bottom, and hull shavings, also inedible 
tallow between points in Texas and defined territories 
also from Texas to Arkansas, C. F. A. Trunk Line and 
New England territories, also export rates from Texas- 
to Gulf ports. 
a * * * 
Filed by Agent E. Wyatt 
4018 Cottonseed products from points in Texas to same q 
destinations as next above. 
+ s a a 


Filed by Baltimore & Ohio Southwestern R. R. Co. 


772 Commodities, from stations on its line in Mli- 3653, 
nois to points in Minnesota, Wisconsin, Iowa, Mis- 4608, 
As named in 
Applica- tariff 
tion Filed by Agent F. A. Leland Ke; 6. 
No. for authority to continue departures in rates on: No. 
souri, Michigan, Kentucky, Kansas, Nebraska and 6418, 
South Dakota. 6449, 
6508, 
6537. 
2 m a + 
Filed by the Chicago & Alton Railroad Company 
884 Class and commodities, between Kansas City, Mo., A-220 
and stations in Missouri on its line, and the St. Louis 
& Hannibal Ry. 
7 ~ s ” 
Filed by Chicago, Milwaukee & St. Paul Railway Co. 
2880 Class and commodity rates between Kansas City, B-1132 


Mo., and points on its line in North and South Dakota. 


2921 Commodities, between points in Western Trunk B-1963 
Line territory. 
x * 7” * 
a Filed by Chicago, Rock Island & Pacific Railway 
1675 Classes and commodities, between Missouri River C-8790 
common points, Beatrice, Neb., Lansing, Lawrence, 


Kans., Lincoln, Neb., Topeka, Kans., on the one hand, 
and points in Colorado, Kansas and Nebraska. 
* * = a 
Filed by Chicago Rock Island & Pacific Railway 
1700 Classes and commodities, between Chicago. Peoria 
Rock Island, Tll., St. Paul, Minneapolis, inn., an 
common points, on the one hand and Sedalia, War- 


C-8721 
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renburg, Holden, Higginsville, Marshall, Lexington, 
Boonville, Moberly, Mo., and Cedar Rapids, Iowa, on 
the other. 

Classes and commodities, between points in Iowa C-7474 
and Minnesota on its line, on the one hand, and points 
in Missouri on the Chicago & Alton Railway. 


1706 « 


Filed by Chi., St. Paul, Minneapolis & Omaha Ry. Co. 
Classes, between St. Paul, Minneapolis and Winona, 
Minn., on the one hand, and La Crosse, Wis., and re- 
lated points, on the other. . = 
Filed by Morgan Louisiana & Texas R. R. & S.S. Co. 
369 Cottonseed products, from points in Arkansas and 2581-B 
Louisiana to New Orleans, La., etec., for export. 
Filed by St. Louis & San Francisco Railroad Company 
7 Classes and commodities, between St. Louis, Mo., 
Chicago, Peodria, Cairo, Ill., Memphis, Tenn., and Mil- 
waukee, Wis., on the one hand, and points in Ark- 
ansas. 

Apples, from points on its line and connections 
to St. Louis, Mo., Chicago, Ill., St. Paul, Minn., and 
and Memphis, Tenn. 

Classes and commodities, between Sioux City, Ia., 
and Memphis, Tenn. 


2472 2169 


2489 3158 


* + * 
Filed by Texas & Pacific Railway Company 


Cottonseed and products, between points in Louisi- 
ana. 


1037 1055 


* ” * . 
Filed by Union Pacific Railroad Company 
Hay and straw, from points in Colorado and Kan- 
sas to St. Paul, Minn., and group. 
Hay and straw, from points in Colorado, Kansas 
and Nebraska to Memphis, Tenn., and points taking 
rates or arbitraries higher. 


3024 
3025 


2274 
2308 


+ ~ 
Filed by the Wabash Railroad Company 

Classes and commodities, between Louisiana, Mo., 
and points in Iowa and Missouri. 

Classes and commodities, between Quincy, IIll., and 
points in Missouri. 

Classes, from points in Illinois to points west of 
the Mississippi River. 

Commodities, between points in Illinois, Wisconsin 
and Missouri, on the one hand, and Hannibal, Mo., 
Quincy, Ill., and Keokuk, Ta. 


3093 
3113 
4352 
4433 


1824 
1888 
1446 
4433 


* 

Other applications protecting fourth section departures involved 
in the adjustments of rates covered by the above-numbered applica- 
tions will also be considered by the Commission in this proceeding. 
Therefore, carriers will be expected to present testimony in support 
of any such departures which they may desire to continue and to 
furnish reference by number to the applications filed with the Com- 
mission to protect the said departures. 

The applicants should be prepared to furnish information as 
outlined in the Commission’s Fourth Section Order No. 8900 of 

March 4, 1924. 


MOVEMENT OF WHEAT 


The following statement with respect to the movement of 
wheat from the southwest was issued July 21 by the Western 
Railways’ Committee on Public Relations 


The railways and Regional Shippers’ Advisory Boards are just 
beginning to emerge successfully from a struggle to handle the wheat 
crop of the southwest, which has been one of the most dramatic and 
striking episodes in the recent history of transportation. 

An unexpectedly large crop in parts of the territory, and a new 
method of harvesting and threshing it, which resulted in its being 
delivered to the railways with entirely unprecedented rapidity, sub- 
jected the transportation machine in the southwest to the severest 
test to which it has been put in years. 


The crisis has now been passed without producing any serious 
results, but except for recent improvements in railway equipment and 
operating methods and the co-operation that has been developed 
within recent -years with shippers through the Regional Shippers’ 
Boards, there would have been a disastrous car shortage in the 
southwest. Even yet the wheat movement is so large that great 
efforts on the part of the railways and shippers are’ still necessary 
satisfactorily to handle it. 

Reports of crop conditions had indicated that the wheat crop of 
the southwest would be much larger than in 1925 and in parts of 
the territory would exceed the big crop of 1924. There was another 
factor in the situation, the importance of which it was impossible to 
estimate in advance. There has come into extensive use in the 
southwest, very recently, the “combine” machine for harvesting 
wheat. Formerly wheat was first headed and stacked, and later 
threshed and moved to elevators and freight cars. With the com- 
bine, it is simultaneously. headed and threshed and immediately 
hauled to local stations. Developments within recent weeks have 
shown that with this method the grain comes to the railways earlier 
and in much larger volume during the harvesting season than when 
old methods of harvesting and threshing were used. ‘ 

In anticipation of a large and early wheat movement the rail- 
ways serving the southwest had assembled and stored in that ter- 
ritory before the beginning of harvest about 40,000 box cars in good 
condition. This was almost twice as many as at the same time in 
1924 in anticipation of the big harvest of that year, when the roads 
had no considerable difficulty in handling the crop. Recognizing the 
necessity for the co-operation of all interests concerned to accomplish 
the best results, the Trans-Missouri-Kansas Shippers’ Advisory Board 
had established joint terminal grain committees at Kansas City, 
Wichita, Hutchinson, Atchison, St. Joseph and Salina, and the 
Southwest Shippers’ Advisory Board had established similar com- 
mittees at Ft. Worth and Galveston. These committees are com- 
posed of representatives of the organized grain industry, and officers 
of the railways serve jointly with them in determining the distri- 
bution of cars, expediting their loading and unloading, etc. 

The way the crop was rushed to the railways is well illustrated 
by the experience of the Atchison, Topeka & Santa Fe, the largest 
earrier of wheat from that territory. Before the wheat movement 
started, the Santa Fe had 12,500 cars stored throughout the south- 
western wheat growing territory. On June 21, and some days pre- 
viously, its grain car loadings were about 200 cars daily. On June 24 
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this had increased to 772 cars; on June 30, to 1,390 cars, and on July 
1, to 1,569 cars. This movement was entirely unprecedented, the 
largest number of cars the Santa Fe had ever loaded with grain in 
a single day before having been 962 on July 26, 1924. Its grain load- 
ings in the last ten days of June and the first 19 days of July, 1924, 
had been 13,188 cars, while in the correesponding period of 1926 they 
were 28,153. 

It was found impossible for the Santa Fe to meet the demand 
for cars with those available on its own lines, and it asked the Car 
Service Division of the American Railway Association and other 
individual lines for help. Both eastern lines and western lines out- 
side of the southwestern wheat belt came to its assistance and be- 
tween July 5 and July 20 they sent it about 5,800 cars. Of these, 
about 4,700 were delivered to it at Chicago and other Illinois junction 
points. Many of them came from western railways that had nothing 
to gain by giving up cars, because the wheat traffic would not move 
over their lines. , 

The Santa Fe’s problem was greatly complicated by the fact 
that it recently has opened two new lines, one running from south- 
western Kansas into Oklahoma, and another in the northern part of 
Texas. On these lines no large elevators has been constructed 
and in consequence the elevator capacity for reciving the grain and 
loading it into cars was utterly inadequate. It was on these lines, 
and owing to lack of elevator capacity, that a large amount of wheat 
and to be piled on the ground. The Santa Fe has now become able 
to furnish practically all the cars being ordered by the shippers. 

The experience of the Chicago, Rock Island & Pacific was 
similar to that of the Santa Fe, except that it was not troubled with 
new lines lacking elevator capacity. Before the harvest began it had 
6,100 box cars stored in the southwestern wheat belt. Between 
June 8 and July 17 its grain loadings amounted to 14,239 cars, as 
compared with 6,238 in the same period of 1924. Its grain loadings 
reached a maximum of 1,090 in a single day, as compared with a 
high record in previous years of 700 cars. The cars it had stored 
before harvest commenced rapidly melted away and it immediately 
began, like the Santa Fe, to collect cars from other railroads and rush 
them to places where the conditions were growing acute. Up to July 
20 it had moved 8,000 additional cars for grain loading into the wheat 
territory and had got into such a favorable position that it had about 
2,000 cars stored in that territory. 

Among the other large carriers of wheat in the southwest are the 
Missouri Pacific, the Missouri-Kansas-Texas and the St. Louis-San 
Francisco. These roads also had serious difficulties to overcome 
owing to the rush with which wheat was delivered, but the peak of 
the movement from the southwest is now passed and the danger 
of a very serious car shortage, which would have caused immense 
losses to the farmers, has been averted, by the strenuous efforts of the 
ae supported by the co-operation of the Shippers’ Regional 
Boards. 

The effect upon the grain loadings of the railways, as a whole, 
of the rapid movement from the Southwest is easily shown. In 
the week ended July 4, 1925, total loadings of grain and grain prod- 
ucts in the country, as a whole, were 33,831, while in the correspond- 
ing week of this year they were 51,989, an increase of 53 per cent. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended on July 10 
totaled 900,977 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. Due to the observance of independence day, this was a 
decrease of 171,647 cars under the preceding week. 

The total for the week of July 10 was also a decrease of 
85,916 cars under the corresponding week last year and a 
decrease of 9,006 cars under the corresponding week in 1924. 
In making comparisons, however, with the corresponding weeks 
in 1924 and 1925, consideration must be given to the fact that 


those weeks did not contain a holiday while the week of July 
10 this year did. . 


Revenue freight loading by districts the week ended July 
10 was reported as follows: 


Eastern district: Grain and grain products, 6,773 and 6,908: 
live stock, 2,225 and 2,508; coal, 37,557 and 42,668; coke, 2,389 and 
2,251; forest products, 4,554 and 5,611; ore, 6,484 and 5,089; mer- 
chandise L. C. L., 62,320 and 71,019; miscellaneous, $6,877 and 
97,170; total, 1926, 209,179; 1925, 233,224; 1924, 212,967. 

Allegheney district: Grain and grain products, 2,228 and 
2,873; live stock, 1,990 and 2,180; coal, 36,245 and 40,114; coke, 
5,186 and 4,239; forest products, 2,965 and 2,980; ore, 13,191 and 
14,075; merchandise L. . L., 48,455 and 561,472; miscellaneous, 
.71,233 and 81,946; total 1926, 181,493; 1925, 199,929; 1924, 184,301. 

Pocahontas district: Grain and grain products, 161 and 172; 
live stock, 194 and 182; coal, 35,889 and 36,946; coke, 513 and 388; 
forest products, 1,269 and 1,428; ore, 68 and 118; merchandise 
L. C. L., 6,393 and 7,172; miscellaneous, 4,418 and 4,942; total 1926, 
48,903; 1925, 51,348; 1924, 42,429. 

Southern district: Grain and grain products, 3,193 and 3,434; 
live stock, 2,150 and 1,807; coal, 20,552 and 21,109; coke, 765 and 
909; forest products, 18,716 and 21,001; ore, 1,193 and 1,373; mer- 
chandise L. C. L., 34,857 and 39,284; miscellaneous, 49,311 and 
47,296; total 1926, 130,737; 1925, 136,213; 1924, 128,546. 

Northwestern district: Grain and grain products, 5,662 and 
7,726; live stock, 7,592 and 7,161; coal, 4,348 and 6,104; coke, 1,637 
and 1,096; forest products, 8,524 and 12,252; ore, 40,887 and 41,933; 
merchandise L. C, L., 29,086 and 33,869; miscellaneous, 37,028 and 
40,291; total 1926, 135,164; 1925, 150,432; 1924, 187,766. 

Central Western district: Grain and grain. products, 18,028 
and 11,282; live stock, 8,708 and 10,287; coal, 9,438 and 11,227; 
coke, 278 and 269; forest products, 7,029 and 5,735; ore, 3,038 and 
3,225; merchandise L. C. L., 30,197 and 34,719; miscellaneous, 50,316 
and 59,064; total 1926, 127,052; 1925, 188,806; 1924, 141,100. 

Southwestern district: Grain and grain products, 7,683 and 
5,889; live stock, 2,968 and 3,570; coal, 3,751 and 3,912; coke, 147 
and 182; forest products, 8,272 and 9,231; ore, 484 and 379; mer- 
chandise L. C. L., 15,059 and 16,657; miscellaneous, 30,083 and 
$7,121; total 1926, 68,447; 1925, 76,941; 1924, 62,874. 

Total all roadss Grain and grain products, 43,728 and 38,284; 
live stock, 25,827 and 27,693; coal, 147,788 and 162,089; coke, 10,915 
and 9,384; forest products, 61,729 and 61,238; ore, 65,363 and 
66,192; merchandise L. C. L., 226,367 and 254,192; miscellaneous, 
329,266 and 267,830; total 1926, 900,977; 1925, 986,983; 1924, 909,983. 
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Loading of revenue freight this year compared With thy 
two previous years follows: 


1926 1925 1924 

Five weeks in January........ 4,432,010 4,456,949 4,294 97 
Four weeks in February...... 3,676,449 3,623,047 3,631,819 
Four weeks in March......... 3,877,139 3,702,413 3,661,999 | 
Four weeks in April.......... 3,795,837 3,726,830 3,498.93) 
Five weeks in May............ 5,142,879 4,853,379 4,473,799 
Four weeks in June.......... 4,112,150 3,965,872 3,625,189 
Week ended July 3rd......... 1,072,624 866,199 757,904 
Week ended’ July 10th........ 900,977 986,893 909, 983 
Odd 

OGRE © oii.0 sei 650s Nb eee 27,010,065 26,181,582 24,853,039 


MAY OPERATING RESULTS 


The commission’s official statistics on operating revenug 
and operating expenses of Class I roads for May and the fiyg 
months ended with May, 1926 and 1925, for the country ag, 
whole, follow: 












1926 1925 
Average number of miles operated....... 237,037.96 236,839.91 
Revenues: : 
PUNE die BAA Cais Cee etne eh Sess cous viwete $385,073,143 $359,366,787 
Passenger ....... *82,782,636 782,042,733 
OU 60 064 0 awl Wedgie ode deeUd tee Dose 7,974,959 8,042,795 
ee are 12,487,731 12,028,317 
All other transportation.............. 17,598,276 16,594,030 
SE eee és 10,820,832 10,286,174 
Joint facility—Cr. ............. ai 1,042,374 809,975 
POEMS, TRIPs 6 aioe ck ocececnecie 357,360 208,740 
Railway operating revenues...... 517,422,591 488,962,071 
Expenses: 
Maintenance of way and structures... 76,955,161 72,514,854 
Maintenance of equipment............ 106,845,800 103,447,684 
ee PE AE, NE Ny ee 9,588,421 8,915,951 
Transportation ............ 176,741,789 173,436,739 
Miscellaneous operations pS 4,534,569 285,022 
SEE FE aS papa a 15,337,108 14,511,042 
Transportation for investment—Cr.... 1,239,578 1,111,864 
Railway operating expenses....... 388,763,270 375,999,428 
Net revenue from railway operations..... 128,659,321 112,962,643 
SURO TAX. GOCRUEIN. 0 ccdecvisvecccsecied 31,604,432 28,546,587 
Uncollectible railway revenues........... 152,476 172,802 
Railway operating income............ 96,902,413 84,243,254 
Equipment rents—Dr. balance............ 6,868,496 6,071,736 
Joint facility rent—Dr. balance........... 1,928,441 2,017,251 
Net railway operating income....;:.... 88,105,476 76,154,267 
Ratio of expenses to revenues (per cent) 75.13 76.90 
FIVE MONTHS 
1926 1925 
Average number of miles operated........ 237,055.35 236,822.64 
Revenues: 
SNL av. setae: oluibio"ese-wlelaare ctie baie 6 ccm oats $1,844,146,741 $1,755,023,523 
Se acces $412,299,322 §406,368,703 
RELY :d.citre Sands owed een om ceeniine ee eae 39,680,116 40,216,779 
SE) xin goth Darou bat tevet dec careees 57,527,110 57,605,744 
All other transportation............... 82,101,880 79,472,831 
DE ee ee ee eae 49,525,372 47,608,326 
BBR ce a re Fone 5,304,964 4,290,367 
SA TOUTES Siw Sdwidivicedbin wee vee 1,889,282 1,060,321 
Railway operating revenues...... 2,488,696,223 2,389,525,952 
Expenses: 
Maintenance of way and structures... 333,197,124 313,687,254 
Maintenance of equipment............ 534,681,408 527,067,566 
IO eR Sbs deste ha Seder ease eeee Ces ed 46,026,247 42,603,060 
UPON UNGIONE 0h. 06'sarc.c sine ein cbse ee 902,060,094 891,879,243 
Miscellaneous operations ............. 22,438,164 20,961,342 
COOMNONNE 3S hase. s ais 3 Core vidi cadet aes ses 76,715,357 72,107,283 
Transportation for investment—Cr.... 5,457,458 4,480,397 
Railway operating expenses...... 1,909,660,936 1,863,825,351 
Net revenue from railway operations..... 579,035,287 525,700,601 
SRILA CAS, MOOPURIN «5 i's oe o's boos 80 8806 cc 149,507,826 139,026,334 
Uncollectible railway revenues:........... 715,889 714,863 
Railway operating income............. 428,811,572 385,959,404 
Equipment rents—Dr. balance ............ 31,821,738 29,799,726 
Joint facility rent—Dr. balance........... 9,458,223 8,909,834 
Net railway operating income......... 387,531,611 347,249,844 
Ratio of expenses to revenues (per cent) 76.73 78.00 


*Includes $3,152,287 sleeping and parlor car surcharge. 
tIncludes $3,016,855 sleeping and parlor car surcharge. 
tIncludes $16,255,567 sleeping and parlor car surcharge. 
§Includes $14,832,098 sleeping and parlor car surcharge. 


CONDITION OF LOCOMOTIVES 


The railroads of this country had fewer locomotives in need 
of repair on July 1 this year than at any time since the com- 
pilation of these records began in 1920, ‘according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. 

The total number of locomotives in need of repair on July 
1 was 9,228, or 14.7 per cent of the number on line. This was 
a reduction of 38 locomotives under the best previous record 
established on June 1, 1926, at which time there were 9,266, or 
14.7 per cent. 

Locomotives in need of repair gn July 1 this year also 
showed a reduction of 541 compared with the number on June 
15, at which time there were 9,769, or 15.6 per cent. It also was 
a decrease of 1,689 locomotives compared with July 1 last year. 

_ Of the total number of locomotives in need of repair on 
July 1 this year, 4,964, or 7.9 per cent, were in need of classified 
repairs, a decrease of 427 compared with June 15, while 4,264, or 
6.8 per cent, were in need of running repairs, a decrease of 114 
compared with the same previous period. 

Class I railroads on July 1 had 5,909 serviceable locomotives 


= storage, a decrease of 69 compared with the number on June 
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Sixteenth of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Shipping Department—Part II|—Marking Freight for 
Shipment 


The proper marking of railroad, steamship, express and 
motor freight shipments is an important part of the work of the 
industrial shipping department. All less than carload lots of 
freight offered to transportation companies for movement must , 
be plainly marked. The rules of the Consolidated Freight Clas- 
sification, No. 4, provide that shipments over the lines parties to 
the classification must be in any one of the following ways: 
Brush mark; stencil; marking crayon, but not with chalk; rub- 
per type; metal type; securely pasted label; tags; other devices 
equally as durable and legible as the above. 

Marks may show only one consignee, station, city or town, 
and state of destination. 


Importance of Proper Marking 


The proper marking of freight is insisted on by the carriers 
because of the large number of shipments lost every year be- 
cause of absence of marks to identify the shipper or consignee. 
Marks become obliterated and the carriers cannot identify the 
goods. Literally thousands of shipments are on hand unclaimed 
at freight stations without marks to identify them. Meanwhile, 
the consignees do not receive shipments and claims are filed for 
loss of the goods. Hundreds of thousands of dollars are wasted 
annually on account of marks becoming obliterated and tags 
lost or mutilated. 

Carriers’ and shippers’ organizations throughout the coun- 
try are striving to teach shippers the importance of better 
marking practices in order to cut down this loss. One of the 
most constructive suggestions is that a tag be placed inside the 
package so that, if outside marks are lost, the package may be 
opened by the carrier and the shipment identified so that it can 
be forwarded to destination. This was suggested in connection 
with the preceding article, Number 15 of this series, in connec- 
tion with proper packing. 


Official Marking Rules 


The carriers have specified the method of marking ship- 
ments by rules of the Consolidated Freight Classification. Rule 
6, section 1, provides that freight, when delivered to carriers to 
be transported at less than carload or any quantity ratings, 
must be marked in accordance with certain requirements and 
specifications, except as provided in section 2 (b) of the rule or 
otherwise provided in specific items in the classification or in 
the Interstate Commerce Commission’s regulations for the trans- 
portation of dangerous articles other than explosives, by freight. 
If these requirements and specifications are not complied with, 
freight will not be accepted for transportation. 

Section 2, referred to, provides that each package, bundle, 
or loose piece of freight must be plainly, legibly, and durably 
marked by brush, stencil, marking crayon (not chalk), rubber 
type, metal type, pasted label (See Note 1), tags (See Note 2), 
or other method which provides marks equally plain, legible, and 
durable, showing the name of only one consignee, and of only 
one station, town, or city, and state to which destined. 

When the freight is consigned to a place where there are 
two or more of the same name in the same state, the name of 
the county must also be shown. It is suggested that the street 
address of the consignee be shown in order to expedite delivery 
of the goods at destination. When the shipment is consigned to 
a place not located on the line of a carrier, it must also be 
marked with the name of the station at which consignee will 
accept delivery. ‘ 3 

When consigned “to order” it must be so marked, and 
further marked with an identifying symbol or number, which 
must be shown on shipping order and bill of lading. If for 
export, the packages must be marked with the name and address 
of the broker or agent at the point of export. Packages con- 
taining fragile articles or articles in glass or earthenware must 
be marked “Fragile—Handle with Care,” or with similar precau- 
tionary marks. 

Note 1, referred to above, provides that labels must be se- 
curely attached with equally good adhesive. 

Note 2 provides that tags must be made of metal, leather, 
cloth, or tagboard. Tagboard tags must be of rope, jute, or sul- 
Dlute fibre stocks, separate or combined, not less than .014 of 
an inch in thickness, leaving a resistance of not less than 100 
pounds to the square inch, Mullen test, with paper patch re- 
inforcement. 

Tags used to mark wooden pieces or wooden containers 
must be fastened at all corners and center inch large-headed 


tacks or tag fasteners, or tied to wooden pieces when the freight 
would be injured by the use of tacks or tag fasteners. 


Tags attached to bags, bales, bundles, or pieces, must be 


securely fastened with strong cord, wire, or blunt or dull.pointed 
wire tag fasteners, except “that, when attached to bundles or 
pieces of metal they must be securely fastened with annealed ~ 
wire No. 23 gauge or larger, or with two ply rope or twine hay- 
ing a breaking strength of not less than 150 pounds through a 
paper patch reinforced with a metal eyelet.’ ? 


A shipment that fully occupies the visible capacity of a car, 


or that weighs 24,000 pounds or more, when shipped from one 
station, in or on one car, in one day, by one shipper for delivery 
to one consignee at one destination, need not be marked. 


The marks on bundles, packages, or pieces, must be com- 
pared with the shipping order or bill of lading by representative 


before receipt is signed. 


Old consignment marks must be removed or effaced. 
Freight in excess of full cars must be marked as required 
for less than carload freight, except where such excess is 20,000 


pounds more. 


Section 8 of Rule 24, of the Consolidated Freight Classifica- 
tion, provides that freight in excess of full carload must be 
marked as required for less than carload freight. 


Marking Loose Freight 


Freight accepted for transportation without being packed in 
containers should be carefully marked. Castings, pipe, bar iron, 
steel plates, and other articles shipped loose, should have marks 
stencilled whenever there is space large enough for a proper 
mark. If not marked in this way, durable tags, such as provided 
for in the classification rules, should be used. Many large ship- 
pers of freight of this sort not only tag the individual pieces but 
stripe the articles with paint marks of a distinctive color to 
identify them if the tags or lost or mutilated. 

Shipments of this sort should be tagged, as below: 


From: Consignee: Texas Construction Company 

THE JONES Address: 100 Brown Street 

STEEL COMPANY, |City and State: SanAntonio, Texas 

Conshohocken, Marks: Green Stripe 

Pennsylvania Pieces: 
Route: 


On 100 pieces 
P.R. R., 8.8. Co., 1. G. N. 





In case several of the tags were lost or mutilated beyond 
recognition, the identifying stripe would enable the agents of 
the carriers at junction points, transfer houses, and at destina- 
tion to separate that particular shipment from other shipments 
of the same character in the car or on the ship, if moved by 
water or rail-and-water routes. 


Stencils and Machine Marks 


Stencils of the names and addresses of the regular custom- 
ers are largely used by concerns shipping with reasonable regu- 
larity to the same consignees. These stencils are kept in alpha- 
betically arranged bins or drawers so that they can be readily 
located when needed. However, stencils are not practicable 
when repeat shipments are not made regularly. In such cases, 
brush or other marking devices are used, or, in large establish- 
ments, marking machines are used. These machines mark 
packages rapidly and legibly and have proved highly satisfac- 
tory to many shippers. 


Special Marks 


In addition to the marking required by the rules of the car- 
riers, many shippers of freight have developed systems of mark- 
ing to meet their peculiar needs. Shippers of fragile articles, 
for example, supplement the marks, Fragile—Handle with Care,” 
with more detailed instructions as to the way in which the 
goods should be handled. An outline sketch of an electric light 
bulb is shown on several sides of the case with the warning, 
“Glass—Handle Carefully,” or some similar precaution. The use 
of an outline drawing or symbol has the effect of bringing the 
fragile nature of the contents more prominently before the at- 
tention of the freight handlers and is especially valuable in case 
the handlers cannot read the warning words. Manufacturers 
of articles that are widely advertised frequently use marks on 
the cases containing their shipments of a supplementary adver- 





a rie or eter Freight Classification No. 4, Rule 6, and Notes 1 
and 2. 
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tising nature. The trade name of the articles is stencilled or 
branded on the container. y 

Special marks are sometimes used for supplementary identi- 
fication purposes. A consignee may request a mark and case 
number stencilled on the packages so as to reduce the risk of 
loss. Destructive marks or symbols are often ordered to be 
used on all cases shipped to certain consignees. Hollow circles, 
squares or triangles are used as well as the initials of the com- 
pany. One large receiver uses a hollow rectangle with the com- 
pany initials, destination and case number on all shipments. 
Orders- requiring this method of marking are given to all ship- 
pers. 

In addition to the mark indicated, the case number is often 
stencilled so that each case may be identified and the contents 
checked against the invoice. The number of cases comprising 
the shipment is indicated, in many cases, so that freight han-, 
dlers may keep the cases comprising the shipment together. 
The full mark shown frequently consists of: (1) Consignee’s 
name; (2) consignee’s street address; (3) station of destination; 


YELLOW LABEL FOR INFLAMMABLE SOLIDS 
AND OXIDIZING MATERIALS 
(REDUCED SIZE) 







RAILWAY EMPLOYES 


CAUTION 


KEEP FIRE AND LIGHTS AWAY 


Sweep up and Remove Carefully 
Contents of Broken Packages 


Bhipper hes Certified om his Shipping 
Order to compliance with all 


Figure No. 1 


(4) city of destination; (5) county of destination; (6) state of 


destination; (7) shipper’s name; (8) shipper’s address; (9) 
route; (10) consignee’s mark; (11) number of cases; (12) case 
number, (13) handling caution and fragile symbol, and (14) 
trade mark or brand. 


Thus, a case is marked, on several sides as in Form No. 3. 


Form No. 3 


TO WARD AND WOOD COMPANY, 
90 West Street, 
New York, U.S. A. 


FRAGILE 


3 
Oo 
te.) 
c 
: 
s 
- 
o 
J 
pes 
3 
c 
iJ 
= 


Handle Carefully 


400 Market Street, 
Chicago, Ill. 


Speciality 


Via Erie R. R. Pier 18 


SHIPPER: 





Warning Marks 
The rules of the carriers and statutes of the United States 
government prescribe the safeguards that must surround the 
transportation of inflammable and explosive commodities in in- 
terstate commerce. Similar rules are prescribed by state stat- 
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utes for intrastate shipments. Carriers are permitted to tray 
port articles dangerous to life and property only when definite 
requirements have been met by shippers and themselves. Rule 
42 of the Consolidated Freight Classification, No. 4, Containg 
extracts from the revised statutes of the United States govem,. 
ing steamboat service applicable to the transportation of dan. 
gerous articles. 


Section 4279, Revised Statutes, provides, in part, that , 
package is to be marked on the outside in a conspicuous map. 
ner with the name of the dangerous article followed by the won 
“dangerous.” Shipments of nitro-glycerin, for example, must he 
marked “Nitro-Glycerin—Dangerous.” 

Rule 39, of the Consolidated Freight Classification, No, 4 
provides that explosives and dangerous articles other than ey. 
plosives must be packed and marked in accordance with the 


rules and regulations prescribed in Agent B. W. Dunn’s Freight 


Tariff No. 1, I. C. C. No. 1, as supplemental and reissued, goy. 
erning the transportation of explosives and other dangeroys 
articles. These regulations were prescribed under the act of 
March 4, 1909, and by section 15, of the act to regulate con. 
merce, as amended June 18, 1910. The revised rules coincide 
with the rules of the American Railway Association and are 
numbered correspondingly. 

Red labels are prescribed for inflammable liquids, yellow 
for inflammable solids and oxidizing materials, green for non. 
inflammable gases, and white for acids. These labels are similar 
to the one shown in Figure No. 1. 


Not -only must all packages containing such freight be care. 
fully labeled, but the car containing such shipments must be 
placarded on the outside with placards 10% inches square war. 
ing employes of the nature of the contents of the car. A slightly 
smaller card, 814 inches square, must be securely attached to 
each outside erid and to each side door of a box or stock car 
containing one or more packages protected by the white dia- 
mond label, and to each side and end of a tank car containing 
an acid or corrosive liquid. 


Shipments of explosives must be specially marked as pre 
scribed in the rules and the cars containing such freight must 
be placarded with a card, on each outside end and side door not 
less than 41% feet from the car floor so that it can be readily 
seen. The placard must be printed in red and black letters on 
strong tag board. (See Figure No. 4.) 




















Company 


EXPLOSIVES 
(To be printed in red) 


HANDLE CAREFULLY 


KEEP FIRE AWAY 
(To be printed in red) 


‘shims tig eine a CREE he Kee OIC Cone Station 
CONDENSED RULES FOR HANDLING THIS CAR 


1. This car must not be placed 
in a passenger train, nor in a 


un 4 The air and hand brakes on 
o 

5 mixed train if avoidable. 

= 

N 


this car must be in service. 


5 In shifting, have a car be- 
tween this car and engine when- 
ever possible, and do not cut 
this car off while in motion. 


6 Avoid all shocks to this card 
and couple carefully. 


2. Cars containing explosives 
must be near center of train 
wand may be together if desired; 
must be at least fifteen cars 
from engine and ten cars from 
caboose when length of train 
will permit. 


3 This car must not be placed 
next to cars bearing the inflam- 
mable or the acid placard or 
ears containing lighted heaters. 
Whenever it is possible to avoid 
so doing it must not be placed 
next to tank cars or flat cars 
or next to carloads of lumber, 
poles, iron, pipe, or other arti- 
cles liable to break through end 
of car from rough handling. 


7 Avoid placing it near a pos- 
sible source of fire. 


8 Engines on parallel track 
must not be allowed to stand 
opposite or near this car when 
it can be avoided. 


9 This placard must be re-. 
moved from car when the ex- 
plosives are unloaded. 





Figure No. 4 


It is, of course, impossible, as well as impracticable, to at- 
tempt a detailed analysis of the precise marking requirements 
governing the marking of explosives and inflammables. Those 
particularly concerned must consult the complete text of rules 
and —— which are printed in Agent Dunn’s tariff referred 
to above. 


?American Railway Association, Agent Dunn, I. C. C. No. 1. 


A CORRECTION 


The last word in the communication from John F. Lent, 
published in the Open Forum of The Traffic World last week, 


was, by a typographical error, made to read “experience” in- 
stead of “existence.” 
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BIG ROAD FIGURES 


THE TRAFFIC WORLD 


Class I roads having annual operating revenues above $25,- 
900,000 had an aggregate net railway operating income in May 
of $74,250,034, as compared with $62,829,640 in May, 1925, and of 
$328,955,236 for the five months ended with May, as, compared 
with $292,645,379 for the corresponding period of 1925, according 
to the commission’s monthly statement on operating revenues 
and operating expenses for large steam roads. 

For May, 1926 and 1925, the figures covering revenues, 
expenses, net railway operating income and operating ratio were 


as follows: 


Net Oper- 
railway ating 
Operating Operating operate ratio 
4 revenues expenses ncome Jo 
]—Roads reported: 
ia 1926 $436,065,744 $328,508,872 $74,250,034 175.3 
1925 410,603,921 317,644,431 62,829,640 177.4 
New England Region: 
Boston & Maine— . 
1926 6,643,315 5,007,446 1,102,483 75.4 
1925 6,453,856 5,184,725 753,247 80.3 
New York, New Haven & Hartford— 
1926 11,173,456 8,292,238 1,897,499 74.2 
1925 10,659,820 8,129,590 1,590,542 176.3 
Great Lakes Region: 
Delaware & Hudson— 
1926 4,072,704 2,825,987 1,185,593 69.4 
1925 3,929,574 2,898,415 946,755 73.8 
Delaware, Lackawanna & Western System— 
926 7,725,429 5,253,832 1,839,551 68.0 
1925 7,527,123 5,383,749 1,576,026 71.5 
Erie (including Chicago & Erie)— 
1926 10,191,668 8,223,424 1,304,231 80.7 
1925 10,021,205 7,869,996 1,459,890 78.5 
Lehigh Valley— 
1926 7,143,895 4,859,357 1,716,627 68.0 
1925 6,819,071 4,820,432 1,541,540 ‘70.7 
Michigan Central— 
1926 8,111,353 5,534,967 1,900,539 68.2 
1925 7,280,140 5,157,296 1,706,601 70.8 
New York Central (including Boston & Albany)— 
1926 32,406,312 23,438,066 6,359,188 72.3 
1925 31,259,348 22,867,260 5,839,113 73.2 
New York, Chicago & St. Louis— 
1926 4,650,763 3,341,720 912,843 71.9 
1925 4,584,825 3,322,077 863,056 72.5 
Pere Marquette— 
1926 3,648,723 2,732,096 573,830 74.9 
1925 3,367,384 2,620,257 480,338 177.8 
Pittsburgh & Lake Erie— 
1926 2,540,407 2,144,563 565,571 84.4 
1925 2,469,020 2,082,373 524,315 84.3 
Wabash— 
1926 5,876,948 4,541,288 786,935 17.3 
1925 5,697,632 4,303,069 894,038 75.5 
Central Eastern Region: 
Baltimore & Ohio— 
1926 20,258,489 14,999,640 4,061,279 74.0 
1925 18,687,410 14,248,007 3,184,866 76. 
Central of New Jersey— 
1926 5,242,015 3,542,405 1,145,434 67.6 
1925 4,906,111 3,565,018 822,010 72.7 
Chicago & Eastern Illinois— 
1926 2,123,527 1,887,040 *36,996 88.9 
1925 1,971,007 1,719,834 32,514 87.3 
Cleveland, Cincinnati, Chicago & St. Louis— 
1926 7,731,385 5,649,417 1,431,741 73.1 
1925 7,316,876 5,390,277 1,328,321 173.7 
Elgin, Joliet & Eastern— 
; 1926 2,279,394 1,415,488 573,612 62.1 
1925 2,005,575 1,393,154 327,483 69.5 
Long Island— 
1926 3,520,987 2,535,314 494,445 72.0 
1925 3,185,343 2,352,658 521,562 73.9 
Pennsylvania— 
1926 57,829,596 44,031,342 9,245,070 76.1 
1925 54,676,413 42,766,566 7,848,478 78.2 
Reading— ‘ 
1926 8,271,212 6,385,189 1,528,107 77.2 
1925 7,768,277 5,817,374 1,702,374 74.9 
Pocahontas Region: 
Chesapeake & Ohio— 
1926 11,018,749 7,407,888 3,341,722 67.2 
1925 10,343,613 »334,728 2,836,322 70.9 
Norfolk & Western— 
1926 9,306,053 5,562,364 3,230,163 59.8 
1925 7,729,035 5,432,400 1,792,897 70.3 
Southern Region: 
Atlantic Coast Line— 
1926 8,191,037 5,915,510 1,315,484 172.2 
1925 7,380,030 5,321,605 1,306,376 72.1 
Central of Georgia— 
1926 2,475,724 2,009,482 353,318 81.2 
: F 1925 2,218,563 1,811,698 276,613 81.7 
Illinois Central— 
1926 12,688,213 10,013,060 1,873,916 78.9 
2 1925 12,321,777 | 9,658,409 1,937,248 78.4 
Louisville & Nashville— 
1926 11,777,582 9,021,619 2,248,903 76.6 
1925 11,106,951 8,851,735 1,829,512 79.7 
Seaboard Air Line— 
1926 5,354,310 4,114,022 770,923 76.8 
’ 1925 4,927,459 3,796,980 749,597 77.1 
Southern— ; 
: 1926 12,599,770 9,132,276 2,464,802 72.5 
J 1925 11,469,205 8,627,537 | 2,121,481 75.2 
Yazoo & Mississippi Valley— 
1926 1,792,649 1,447,794 154,931 80.8 
1925 1,774,131 1,344,754 260,634 75.8 
Northwestern Region: $ 
Chicago & North Western— 
1926 12,962,873 10,034,054 2,082,264 77.4 
1925 11,643,091 8,810,984 , 2,011,300 75.7 


Central Western Region: 


New England Region: 


Operating 
revenues 
Chicago, Milwaukee & St. Paul— 
1926 12,537,479 
1925 11,921,557 


Chicago, St. Paul, Minneapolis & Omaha— 
1 


926 1,979,920 
1925 1,855,396 


1926 8,659,762 
8,654,371 


Great Northern— 


1925 
Minneapolis, St. = Sault Ste. Mari 


3,786,897 
1925 3,573,678 


1926 7,488,797 
7,002,703 


Northern Pacific— 


Operating 
expenses 


10,669,911 
11,093,464 


1,711,868 
1,709,490 


6,572,023 
6,481,300 


e— 
3,033,568 
2,950,947 


6,049,054 
5,931,922 


192 
Oregon- Washington om a & Navigation Co.— 


2,370,733 
1925 2,017,030 


Atchison, Topeka & Santa Fe— 
1926 15,153,473 
1925 14,404,100 


1926 2,465,438 
1925 2,405,355 
Chicago, Burlington & Quincy— 
1926 11,987,838 
1925 11,244,364 
Chicago, Rock Island & Pacific— 
192 9,754,199 
1925 9,285,328 
Denver & Rio Grande Western— 
1926 2,567,779 
1925 2,326,033 
Oregon Short Line— 
1926 2,688,555 
1925 2,346,205 
Southern Pacific-Pacific Lines— 
1926 17,710,895 
1925 16,104,727 


1926 8,314,310 
1925 7,706,624 


Chicago & Alton— 


Union Pacific— 


Southwestern Region: 


1,901,641 
1,800,762 


11,509,663 
11,493,890 


1,942,873 
1,897,812 


9,992,811 
9,436,474 


8,189,835 
8,137,665 


2,002,532 
1,818,756 


2,126,760 
1,930,399 


12,720,274 
12,622,334 


6,175,351 
5,405,114 


Galveston, Harrisburg & San Antonio— 


926 2,164,685 
1925 2,211,524 
Gulf, Colorado & Santa Fe— 
1926 2,135,882 
1925 2,030,124 
Missouri-Kansas-Texas— 
1926 2,767,074 
1925 2,662,780 
Missouri-Kansas-Texas of Texas— 
1926 1,553,538 
1925 1,618,731 


1926 10,480,970 

1925 10,114,896 
St. Louis-San Francisco— 

1926 7,193,423 

1925 7,107,524 


1926 2,695,559 
1925 2,511,006 


Missouri Pacific— 


Texas & Pacific— 


1,998,826 
1,993,312 


1,872,917 
1,807,548 


1,856,033 
1,746,657 


1,261,036 
1,248,997 


8,272,974 
8,154,244 


5,166,048 
5,042,712 


2,183,986 
2,057,675 


201 


Net Oper- 
railway ating 
operating ratio 


income 


815,454 
*315,109 


134,368 
*27,879 


1,386,124 
1,370,268 


455,733 
311,919 


1,155,394 
685,899 


193,928 
*38,636 


2,417,546 
1,957,397 


235,559 
252,051 


979,547 
893,525 


591,196 
173,794 


462,613 
372,670 


245,328 
126,0 
3,244,707 
2,302,276 
1,283,482 
1,586,138 

*21,651 
74,932 
59,098 
86 


721,433 
768,624 


83,649 
145,384 


1,310,216 
1,153,141 


1,739,372 
1,724,341 


296,930 
242,696 


Jo 


85.1 
93.1 


86.5 
92.1 


75.9 
74.9 


80.1 
82.6 


80.8 
84.7 


80.2 
89.3 
76.0 
79.8 


78.8 
78.9 


83.4 
83.9 


84.0 
87.6 


78.0 
78.2 


79.1 
82.3 


71.8 
78.4 


74.3 
70.1 


co AS co oC 
Sf Se Af SA SR Sw 
> be RD yk AH ON Hi 


io] 
~— 


81.9 


The corresponding figures for the five months ended with 


May, 1926, and 1925, follow: 


Total—Roads reported: 


1926 2,104,267,719 1,616,928,700 


Boston & Maine— 
1926 32,815,366 
1925 32,372,070 


New York, New Haven & Hartford— 


53,522,078 
1925 52,032,255 


Delaware & Hudson— 
192 


Great Lakes Region: 


16,904,055 
1925 18,474,328 


1925 2,017,060,776 1,577,665,078 


25,136,955 
26,449,330 


39,999,226 
39,128,025 


13,698,157 
15,085,295 


Delaware, merece & Western System— 


33,465,332 

1925 35,831,329 

Erie (including Chicago & Erie)— 
1926 47,607,065 

1925 47,089,174 


1926 29,975,208 
1925 31,517,398 
Michigan Central— 
1926 38,831,627 
658,828 


Lehigh Valley— 


1925 35,658, 
New York Central ee | Boston & Albany)— 


57,130,318 
1925 149,782,504 
New York, Chicago & St. Louis— 
1926 22,628,669 
1925 22,288,561 


1926 17,687,218 

1925 15,916,428 
Pittsburgh & Lake Erie— 

1926 13,459,898 

1925 13,677,320 


1926 28,218,546 
1925 27,256,319 


Pere Marquette— 


Wabash— 


Central Eastern Region: 


Baltimore & Ohio— 


1926 96,347,914 
1925 90,901,961 

Central of New Jersey— 
26 22,480,674 


1925 22,778,319 


24,875,837 
26,947,474 


39,826,555 
39,036,959 


23,695,908 
24,007,711 


26,527,142 
25,452,344 


) 
120,186,998 
114,736,735 


16,268,346 
16,325,629 


12,654,793 
12,303,497 


11,013,119 
10,874,719 


21,416,851 
21,216,884 
74,994,619 
72,567,206 


17,020,034 
17,203,425 


328,955,236 
292,645,379 


5,002,749 
3,474,174 
8,836,347 
8,459,855 
2,516,641 
2,942,297 


5,887,925 
6,124,544 


4,359,684 
5,035,519 


4,005,522 
5,258,011 


9,244,728 
8,233,631 


25,519,243 
23,405,154 


4,373,938 
4,235,558 


3,407,906 
2,583,529 


3,497,449 
3,738,587 


3,913,722 
3,485,308 
15,542,430 
12,879,808 


2,923,519 
3,175,361 

























































































































































































Operating Operating 
i ee expenses 
Chicago & Eastern a eer 
. 11,049,350 9,549,396 
1928 10,321,924 9,102,768 
Cleveland, Cincinnati, sChicago & St. Louis— 
192 37,322,857 28,266,364 
1998 36,002,486 26,673,124 
Elgin, Joliet & Eastern— 
1926 10,878,052 7,094,146 
1925 10,982,611 7,456,096 
Long Island— 
1926 14,535,054 12,005,036 
1925 13,460,241 11,259,208 
Pennsylvania— 
1926 277,450,869 224,830,171 
1925 263,031,707 216,726,534 
Reading— 
1926 39,140,197 29,883,816 
1925 38,254,560 29,126,270 
Pocahontas Region: 
Chesapeake & Ohio— 
1926 50,917,392 36,978,835 
1925 46,303,445 35,140,884 
Norfolk & Western— 
1926 44,671,807 28,119,550 
1925 38,884,205 27,114,238 
Southern Region: 
Atlantic Coast Line— 
1926 46,037,545 30,222,798 
1925 41,082,812 26,580,278 
Central of Georgia— 
1926 13,057,245 10,082,106 
1925 11,882,182 9,270,421 
Iiinois Central— 
bn 63,893,304 49,266,705 
925 61,040,093 47,021,035 
Louisville & Nashville— 
926 60,254,360 46,566,546 
. 1998 55,905,543 44,449,885 
Seaboard Air Line— 
1926 29,977,476 22,126,389 
1925 25,552,793 19,349,597 
Southern— 
1926 63,578,239 45,751,118 
1925 59,286,263 43,072,874 
Yazoo & Mississipp Valley— 
9,487,654 7,465,744 
i928 9, 197,258 6,708,121 
Northwestern Region: 
Chicago & North Western— 
1926 58,326,831 47,154,658 
i928 55,165,477 45,774,723 
Chicago, Milwaukee < St. Paul— 
926 61,429,925 51,551,505 
1938 60, "333,731 51,709,284 
Chicago, St. Paul, Minneapolis & Omaha— 
1926 10,331,489 8,680,202 
1925 10, 303, 679 8,525,153 
Great Northern— 
1926 37,534,249 29,396,253 
1925 37,053,199 29,067,710 
Minneapolis, St. Paul & Sault Ste. Marie— 
1926 17,448,680 14,501,636 
1925 17,504,459 14,310,243 
Northern Pacific— 
1926 35,728,951 28,630,538 
1925 34,301,576 28,589,643 
Oregon-Washington R. R. & Navigation Co.— 
1926 10,957,374 9,194,231 
1925 10,065,717 8,807,484 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1926 73,990,245 54,625,886 
1925 172,470,457 55,804,061 
Chicago & Alton— 
1926 12,089,379 9,697,144 
1925 11,915,116 9,415,890 
Chicago, Burlington = Quincy 
926 ~=«61, 321, 129 46,461,199 
1928 59, as 026 47,425,948 
Chicago, Rock Island & Pacific— 
1926 48,774,313 40,537,913 
1925 87,839,566 39,471,322 
Denver & Rio Gants Western— 
1926 12,378,106 9,376,826 
1925 =11,803,128 9,366,951 
Oregon Short ane 
reas 13,704,408 10,421,688 
25 12,094,021 9,494,508 
Southern Pacific- Pacific Lines— 
80,769,723 60,489,023 
1938 77,456,417 61,239,263 
Union Pacific— 
1926 39,824,274 28,634,758 
1925 36,631,771 25,963,878 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
192 11,396,766 9,992,989 
1925 11,855,484 10,355,239 
Gulf, Colorado & Santa Fe— 
1926 10,442,574 9,068,443 
1925 11,197,367 9,294,102 
Missouri-Kansas-Texas— 
e 1926 13,438,181 8,987,196 
1925 13,648,633 8,821,708 
Missouri-Kansas-Texas of Texas— 
1926 8,029,803 6,237,853 
1925 8,951,922 6,807,712 
Missouri Pacific— 
18s RO ALERASS 
5 ,011,02 »678,549 
St. Louis-San Francisco— 
Gi EGG HAT 
698, 24,677,656 
Texas & Pacific— . 
1926 13,885,617 11,050,490 
1925 13,351,172 10,617,485 
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railway ating RAILROAD FUEL FACTS 
se psa gd rae In the last five years the Class I railways of the coun 
have saved $193,842,000 through increased efficiency in the uge 
302,830 86-5 of fuel in running their trains, according to the 1926 railway 
366,642 88. yearbook just issued by the Western Railways’ Committee op 
6,471,608 75.7 Public Relations. Of this total saved since 1920, $152,112.00 
6,600,756 74.1 applies to the freight service. 
2,421,370 65.2 Saved in the passenger service. 
1,990,475 67.9 In 1920, in the freight service, it took 197 pounds of coaj 
1,222,807 82.6 to move 1,000 tons of cars and freight one mile. 
1,453,764 83.6 same amount of work was done with 185 pounds of coal; jp 
84.545.471 $1.0 1922 with 186 pounds; in 1923 with 183 pounds; in 1924 with 
29'726.954 82.4 170 pounds, and in 1925 with only 159 pounds of coal. Every 
year shows an improvement over 1920 in the efficiency with 
gen gy which fuel was used in the freight service, the best record 
noe ; being made in 1925, unit fuel consumption in that year repre. 
senting a saving under 1920 of 19 per cent. 

_ 12,278,232 72.6 gressive efficiency is continuing is disclosed by the fact that 
10,131,642 75.9 official figures covering the first four months of 1926 show still 
14,243,013 62.9 further improvement over the corresponding months last year. 

9,626,653 69.7 In other words, for every thousand tons of freight and of 
cars moved one mile the railways, compared with 1920, saved 

5 12 pounds of coal in 1921; 11 pounds of coal in 1922; 14 pounds 

10 eset 68-2 of coal in 1923; 27 pounds of coal in 1924, and 38 pounds of coal 
pial in 1925. On the basis of the actual freight traffic handled in 
7 ce these five years, this increased efficiency, compared with 1920, 
1,858,583 78.0 in the use of fuel, saved 4,564,296 tons of coal in 1921; 4,475,576 
10,454,456 77.1 tons in 1922; 6,911,282 tons in 1923; 12,879,972 tons in 1924, and 
9,795,147 77.0 19,446,310 tons of coal in 1925. This was a total saving for the 
10,467,468 77.3 five years of 48,277,486 tons of coal, resulting from increased 
8,963,798 79.5 efficiency in the use of fuel. 
inches t02 The average cost of railway coal per ton was $4.10 in 1921; 
4°098.591 75.7 $3.94 in 1922; $3.45 in 1923; $3.03 in 1924, and $2.72 in 1925, 
‘ The total money savings resulting from more efficient fuel use 
ey the ae were thus, $18,714,000 in 1921; $17,634,000 in 1922; $23,844,000 in 
sia : 1923; $39,026,000 in 1924, and $52,894,000 in 1925, a total saving 
1,026,952 78.7 for the five-year period of $152,112,000, due entirely to increased 
1,676,178 72.9 efficiency in the use of fuel in the freight service. 
In the passenger service, the amount of coal required to 
6,703,171 80.8 Move a passenger train car one mile has been reduced from 
4,659,979 83.0 18.8 pounds in 1920 to 16.1 pounds in 1925, representing a unit 
saving in fuel of 14 per cent. 
ser tee ae handled in the past five years, the savings in the passenger 
saith ; service due to increased efficiency in the use of fuel, as com- 
843,525 84.0 pared with 1920, amounted to $7,814,000 in 1921; $6,036,000 in 
861,359 82.7 4992; $4,319,000 in 1923; $9,904,000 in 1924, and $13,657,000 in 
4,714,424 78.3 1925, a total saving in the passenger service of $41,730,000 since 
4,484,635 78.4 1920, brought about by increased efficiency in the use of fuel. 
1aeeses 82.3 Still further, current figures show a further improvement in the 
1461.81¢6 981.8 first four months of 1926 over the same months of 1925. 
5,760,936 80.1 
4,059,456 83.3 D. & H.-B. R. & P. LEASE 
473,023 83.9 The application of the Delaware and Hudson for authority 
36,447 88.1 to lease the Buffalo, Rochester and Pittsburgh for 999 years was 
made public by the Commission on July 19. 
13,362,585 73.8 application of that sort had been deposited with the Commission 
10,898,239 77.0 Was given out in New York a few days prior thereto. 
setiitk ins accordance with the agreement approved by the directors of the 
1285657 79.0 Companies about two months ago. 
This plan differs from most of the lease projects placed be- 
Hea to Le fore the Commission in that it contains no proposition on the 
— ; part of the leasing company to acquire control of the stock of 
3,440,104 83.1 the company’s property to be taken by lease. 
3,791,322 82.6 sition of stock, the Delaware & Hudson is to pay, as rent for 
2,328,724 75.8 the Buffalo, Rochester & Pittsburgh, an amount equal to a 6 
1,793,243 79.4 per cent dividend on the $10,500,000 of common stock and 
1.726.809 76.0 %0:000,000 of preferred stock of the Buffalo, Rochester & Pitts- 
1'221'558 78.5 burgh. In addition, the Delaware & Hudson is to assume the 
indebtedness of the B. R. & P. as it matures. 
1358 TA} the taxes. 

: The Buffalo, Rochester & Pittsburgh operates 592 miles 
ety 2 of railroad, its principal termini being Buffalo and Rochester, 
pe i N. Y., and Pittsburgh and Newcastle, Pa. There is no physical 

connection or direct points of interchange of traffic between the 
424,677 87.7 two roads. However, it is asserted a large volume of traffic 
719,137 87.8 moves over through routes in which the rails of the two carriers 
354.612 86.8 form parts. The connection is made over the rails of the Lehigh 
825,828 83.0 Valley, Erie, or Delaware, Lackawanna & Western. 
3.616.899 66.9 In its application the Delaware & Hudson asserts that com- 
3907560 64.6 mon control, management and operation of the two roads will 
“permit and result in important economies and increased oper- 
are 2 ating efficiency.” 
: ‘ ordinated control of the financial resources, facilities and equiD- 
7,258,994 78.1 ment “will lead to improved service.” 
5,903,133 80.1 jig that such control will “assure an ample and continuing sup- 
8,462,452 71.0 Ply of bituminous coal for the citizens and industries of New 
8,152,565 71.1 England and northern New York and insure to the Delaware 
1,624,105 79.6 & Hudson an undiminished flow of bituminous coal traffic as 


1,631,863 


79.5 Well as of other traffic.” 
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INTERCOASTAL RATE REGULATION 


for The Traffic World by Charles S. Morgan, of the In- 
_ stitute of Economics, Washington, D. C.) 


In an incredibly short period of time a substantial body of 
opinion has developed in favor of thoroughgoing regulation of 
the rates of the intercoastal water carriers. Railroads and ship- 
pers, an association of traffic experts, members of the Inter- 
state Commerce Commission, the state commissioners, in con- 
yention assembled, two of our leading railroad and _ traffic 
magazines, and representatives of some of the steamship lines 
themselves, have placed themselves on record as being con- 
yinced that such regulation is desirable. If we inquire into the 
reasons for so widespread an acceptance of this view, we find 
them to rest in the desire to protect some interest, be it that 
of the railroads, of shippers and other interests in certain sec- 
tions of the country, or, perhaps most cogent just at this time, 
that of the intercoastal carriers themselves. If the railroads 
of certain sections of the country are finding the loss of the 
coastal traffic at least a factor contributing to their difficulties 
and if the business interests of these same and other adjacent 
sections look with some doubt at what the future has in store 
for them, the steamship lines are right now facing the critical 
problem of getting their intercoastal rates back up to a profit- 
able basis.. They seek in regulation relief from the rate war 
in which they are now engaged. 

This paper is addressed more particularly to the practica- 
bility than to the desirability of the regulation that is proposed. 
To make a long matter short, we believe thoroughly in the idea 
of coordination as making, where properly conceived, for public 
wellbeing. It is manifestly incongruous to regulate one agency 
of transportation to an ever-increasing extent while letting com- 
peting agencies work their effects unmolested. The outcome of 
such a policy is, of course, more serious at sometimes than at 
others, but always there results a planlessness which, perhaps, 
only during necessary stages of transition, as in a period of rapid 
advances in the arts, can be countenanced. The case for co- 
ordination must rest on public advantage, which, in this par- 
ticular instance, shows itself directly in the effects of the 
present situation on the interests of certain large sections of 
the country and indirectly and to an extent not yet definitely 
determined, in the problems now being faced by the major 
element of our transportation system—the railroads. We turn, 
then, to the question of the practicability of regulation, already 
convinced of its desirability, though offering no extended proof 
of our position in this respect. 


Two Questions of Practicability 


When representatives of certain steamship companies en- 
gaged in the intercoastal trade first broached the subject of 
regulation, the immediate reaction of their brethren, doubtless, 
was one of extreme doubt and distrust, for here something 
was proposed in defiance of an age-old notion that carriage by 
water is too highly competitive, requires too frequent and too 
many kinds of adaptations to changing conditions, for rate reg- 
ulation ever to be practicable. This difficulty relates, of course, 
to the fixing of rates on particular commodities or classes of 
traffic. Liners and tramps, large vessels and small, common 
carriers and private carriers, all commingle in an ever-varying 
pattern on even so protected a trade route as that which lies 
between our Atlantic and Pacific coasts. Bargaining and other 
practices which long since have been discountenanced in the 
case of rail rates here flourish and, if we are to believe the 
statements of some who oppose regulation, are what makes life 
worth living for the ship operators.’ 

These various difficulties are not, in ow opinion, extraor- 
dinarily serious. The fact of the joint or simultaneous render- 
ing of a great number of distinct services is not essentially dif- 
ferent in the case of the freight liner from what it is in the 
case of the freight train. True, the train can be lengthened or 
shortened, but this tells only part of the story, for the fixed 
structures of the railroads and, to a less extent, their operating 
staffs put severe limitations on flexibility of service. The diffi- 
culties presented by the unbalanced character of most traffic 
interchanges are no less serious in the case of rail than they 
are in the case of water transportation. Where a nearer ap- 
proach to a balance cannot be achieved, the costs which the 
lack of balance produces should receive adequate recognition 
in the rates charged. This result can be achieved under a 
system of regulated rates. 

We are inclined to believe that the difficulties of rate regu- 
lation in this narrow sense are somewhat exaggerated. The 
Interstate Commerce Commission manages somehow to turn out, 
day after day, decisions involving the many perplexities which 


“Joint costs,” “out-of-pocket, costs,” empty mileage, etc., give 


rise to. If the second difficulty, to which we shall turn presently, 
could be resolved, it seems reasonably certain that we could 


iSee statement by J. E. Cushing, of the American-Hawaiian 
Steamship Company, TRAFFIC WORLD, June 5, 1926, p. 1554. 
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manage somehow to down the first one. The second one is, 
however, extremely serious and lies at the bottom of any scheme 
of regulation of water transportation.’ 


How Shall We Control Vessel Tonnage? 


Rail and water rates on the intercoastal business could 
be brought more nearly into the relationship which coordination 
requires in either of two ways—by reducing rail rates or by 
raising water rates. The Commission has given clear indi- 
cation of its belief that the solution of the problem does not 
lie in the first of these directions. With this position it is not 
difficult to agree, if for no other reason than that to look to 
rail rate reductions would be to build on the shifting sands of 
uncontrolled water rates, which, already so low as to be unprofit- 
able to many of the water carriers, may be cut yet further. 

Let us see, then, what problems are involved in the alter- 
native proposition, that water rates be raised. There is, first, 
the necessity of determining at what general level to set the 
water rates at this time. Here the answer sought will depend 
on the purpose one has in mind. Doubtless, to afford relief 
to the steamship companies would require less of an advance 
than if relief to the railroads and to the people of the middle 
west also-is proposed. Incidentally, an attempt to solve this 
problem as it might be presented in a concrete case is certain 
to put the Congressional mandate that both rail and water 
transportation are to be “fostered and preserved in full vigor” 
to a very severe test. Whether, in fact, that admonition can 
be translated into practical terms at all remains to be proved. 
But we may proceed on the assumption that the level of water 
rates could be set at some point designed to accomplish the 
end. or ends in view. 

Presumably, water rates would be set at a point very con- 
siderably higher than they are at present. What then? The 
answer is not difficult and it seems strange that it has not 
appeared in any of the discussions of this problem up to this 
time. Such an increase of rates would have two immediate 
effects. It would throw certain levels of traffic to the railroads 
and discourage the movement altogether of some low-value 
commodities, thus reducing the tonnage available for the ships. 
It would also attract additional vessels to the route. Could 
any system of regulation be maintained under these conditions 
where there would be more bidders than now and fewer takers? 
Possibly. Though there be a division of a smaller volume of 
traffic between a larger number of ships, there still may be 
profits in it for the steamship companies if rates are high 
enough. But, even so, more and more vessels would be drawn 
to the route and eventually there must arise so strong a note 
of rebellion against the artificialities of such a situation that 
rate control would have to be abandoned. 

There is, however, another answer to the problem, though - 
one which will tets our willingness to make sacrifices to secure 
coordination. If the authority regulating the rates could also 
control the amount of cargo space to be available on the route 
the probleem would largely be solved. Such control would in- 
volve the granting of licenses to designated lines and specify- 
ing the number of ships each would be allowed to place on the 
route. Operation under these conditions would be so highly 
profitable that strict limitation of return would be required. 
This might take the form of payment for the licenses or, better, 
all earnings over a fair return on investment could be turned 
over to the government. 

In speculating in this way upon the likely results of rate 
regulation as it must be practiced if now instituted, we thus 
arrive at the conclusion that either we should go all the way 
or not make the attempt at all. Unwise legislation of a half- 


hearted character would certainly cause disappointment in no 
time at all.* 


Other Possible Means of Control 


The reader may suggest, however, that, inasmuch as it is 
the possibility of securing comfortable profits that is the dis- 
ruptive element in any scheme of rate regulation that does not 


Bearing on the first difficulty, there is Commissioner Woodlock’s 
belief that minimum rates could be established ‘‘upon, the basis of 
some general average percentage of load, having regard to the ex- 
pense of operation and return on investment” (107 I. C. C., 421, 444, 
decided March 1, 1926). Commissioner Plummer, of the United States 
shipping board, has stated that “‘the shipping board could certainly 
do as much for the water lines as the Interstate Commerce Com- 
mission has accomplished for the railroad lines in the field of: rate 
. stabilization and regulation’? (TRAFFIC WoRLD, May 1, 1926, p. 1210). 
Even J. E. Cushing, whose vigorous objection to regulation was noted 
above, agreed that such regulation is practicable. 

3It is perhaps unnecessary to point out that the time might con- 
ceivably come when it would be necessary to regulate intercoastal 
rates downward. The problems then presented would be quite dif- 
ferent from those we now face. It is important also that we em- 

hasize the point that in fixing the actual rates, the rate-making 

y should see to it that the low value commodities which are 
especially adapted to water transportation and perhaps could not 
move except at very low rates, receive all the consideration they 
can consistent with the object sought in instituting regulation. In 
other words, making use of natural aptitudes, we should throw to the 
boat lines as much as possible of the low grade traffic, particularly 
that which could not move long distances by rail. 
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embrace control of vessel tonnage, the difficulty may be solved 
by causing expenses to advance step by step with rates. Such 
a result, it might be said, could be accomplished by adjustments 
of the Panama Canal tolls. This, doubtless, would be a way 
of checking profits. Several difficulties of a specific sort arise, 
however. One comes from the fact that different companies 
(and even the different types of vessel of the same company) 
would have different margins of profit to absorb. The tolls be- 
ing uniform and, presumably, being fixed to cover average con- 
ditions, the more efficient companies would still have an in- 
centive to break down the system by putting more vessels on 
the route. Another important difficulty arises from the fact that, 
unless the tolls were adapted to individual commodities, or 
classes of commodities, the low-value traffic would be discour- 
aged from moving. It is to be borne in mind that the tolls 
might have to be very high to accomplish the purpose intended. 
The foreign vessel problem probably would not be serious, nor 
would the administration of funds derived from the assessment 
of heavy tolls-cause difficulties. After putting the canal on a 
self-supporting basis, funds remaining could be used for any 
proper national purpose, including, perhaps, the enlargement 
of the canal itself. The difficulties indicated, however, together 
with the likelihood that public opinion would rebel at such ac- 
tion, throwing the whole issue into politics, dampen any en- 
thusiasm for this way of attempting control. More important 
than all, this particular method would tend to a reduction of 
profits without the protection which always should accompany 
artificial profit limitation. The licensing plan indicated above 


as the only promising solution of the problem does afford such 
protection. 


Still another possibility may be considered. It has been 
argued that the intercoastal water rates are unnaturally low at 
present and that they will attain a higher permanent level 
about a decade hence, when it begins to become necessary to 
replace the present vessels, which were acquired at slump prices 
about one-fifth of what they normally would be.* To this state- 
ment of facts we can pretty largely agree, but we do not follow 
Mr. Cushing when he argues further that “the future will see 
more cargo than ships. and a complete reversal of the 
present problem.” It is possible that conditions for the steam- 
ship companies will be somewhat easier then than they are at 
present, but it is just as likely that, barring regulation of the 
number of ships in the service, there will be as much of a 
scramble for the available traffic then as there is today. It is 
to be borne in mind also that higher water rates will throw 
traffic to the railroads, thereby diminishing the tonnage avail- 
able for water carriage. Whether, under these conditions, there 
would be any improvement of the present competitive situation 
as it affects sections of the country would depend on how closely 
the resulting water rates approach the rail rates existing at 
that time. The difference may be less than it is today and 
yet the effects may be very nearly as serious. 


But, it may be asked, if, under the plan of regulation sug- 
gested above, rates are raised and traffic via the Panama Canal 
falls off, what will have been the good of building the canal?’ 
Here there would be called into question the ability of the 
Commission or some like body to determine not only what is 
a fair division of traffic so that both rail and water transporta- 
tion can be maintained in “full vigor,” but also what weight to 
accord that troublesome factor, ‘market competition.” Though 
we hear much about “the fair operation of economic laws,” 
“legitimate competition by water carriers,” “equal opportunities,” 
etc., such phrases mean little when guidance in specific situa- 
tions is needed. But these difficulties are not insuperable. The 
Commission has managed to get along with the rail carriers’ 
established rate structures, some of which, in their wide blanket- 
ing of areas and disregard for distance and costs, equal the 
present problem in offering occasion for the reconciliation of 
the claims of rival sections and rival carriers. The artificial- 
ties perpetuated in the one could somehow, be developed in the 
other. We should expect, under these circumstances, that rates 
via water would be set at such a point that only the territory 
on or immediately adjacent to the coast would find it profitable 
to make use of water carriage. Even here the advantage would 
be of limited extent, since rates by water would be set at a 
differential not greatly under the rates by alternative routes. 
Practically all intercoastal business from this limited area would 
then go by water, only those commodities that are fragile or 
require the most expeditious service, etc., going by rail. There 
then would be no costly unwarranted dislocation of industry. 
Inland producers would find it possible to meet some of the 
competition of those on or near the seaboard by increased effi- 
ciency; where this proved impossible, they would be required 
to give up the struggle to enter the coveted market. Their 





4See J. E. Cushing, article cited above. 
Sif we are not mistaken, the canal was built primarily for defense 
or “nationalistic’’ purposes. So much the more reason is there, then, 


for subjecting its secondary commercial effects to the most deliberate, 
broad scrutiny. 
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nearness to the center of population in the United States woul 
be a compensating advantage, though against this the coag 
producers’ advantage in export trade might in turn be set. 
Other Considerations and Conclusion 

If public opinion were willing to go this far it would be 
possible to achieve a really coordinated rail and water trans. 
portation system, with stable and openly published rates ang 
all things considered, probably lower costs than, uncontrolled, 
the route would show under normal conditions. But if we are 
ever to achieve this kind of coordination, with the effects noted, 
the sooner we set about to act on these premises the better 
Costly shifts may be avoided if the present unlimited advantages 
of coast location are to be merely temporary and the permanent 
ones of a somewhat restricted character. In fact, we might 
almost go so far as to say that, even if matters are left to their 
natural course, there will be an eventually decline in the advap. 
tages of the Panama Canal route. As the capacity of the canal 
is more nearly approached and the costs of vessel operation 
increase, rates will rise and the lower value commodities wil] 
be unable to move. If some say that the present analysis points 
to a defeating of the very purpose for which the canal was 
constructed, the reply can be immediate and direct. Such a 
control of traffic will, reserve the advantages of the canal for 
the sections of the country which can use it to best advantage 
and are entitled to the benefit of their location on the coast. 
Costly shifts in industry will be avoided and new vested rights 
will not be created on the basis of the present exceptional ad- 
vantages of coast location. With the natural growth of business 
in this territory, the efficient working capacity of the canal will 
soon enough be approached. Our plan, also, it is believed, 
makes it easier to give special consideration to the limited list 
of commodities which particularly require water transportation. 


It has been assumed-as axiomatic that the regulation of 
water transportation rates would be placed in the hands of the 
Interstate Commerce Commission. In both theory and actual 
administration a division of regulatory powers would effectually 
defeat the very purpose for which regulation is undertaken— 
the coordination, in a really substantial way, of rail and water 
transportation. Unfortunately, there appear to be as many in 
favor of vesting regulatory powers in the Shipping Board as 
in favor of giving them to the Interstate Commerce Commission. 
Neither body, it is to be noted, has officially expressed any 
desire to be thus burdened with duties that are certain to be 
exceedingly difficult. 


Two or three special complications require attention. For 
one thing, all the vessels which would use the Panama Canal 
route under a system of regulation would have to become com- 
mon carriers. The tramp would have to go; all traffic would 
have to be liner traffic of some form. This requirement would, 
of course, be hard on the tramps. Traffic would, doubtless, 
continue to be somewhat unbalanced, though there would be 
much less difficulty in this direction than there is at present. 
To secure efficient working it might be necessary to allow the 
liner to engage in other service in off-peak seasons. 


The private carrier also presents a serious problem. Instances 
of such carriers are the boats of the United States Steel Cor- 
poration and of cetrain northwest lumber interests. These ves- 
sels, which, perhaps, are just on the boroderline between private 
and common carrier, are engaged, primarily, in carrying the 
products of their owners and, secondarily, in carrying those 
of others. Possession of these ships gives these industries 
marked advantages over their competitors, as would particularly 
be the case if common-carrier water rates are raised above a 
natural level. There would be great difficulty in bringing vessels 
of this character under regulation, even if unfair advantage 
could be proved. Federal powers of regulation of interstate 
commerce would, however, undoubtedly sanction the prohibition 
of use of the route to such carriers. This end could be accom- 
plished by declaring them common carriers and requiring the 
payment of any earnings above a fair return over to the gov- 
ernment. Whether it would be possible, if necessary, to go yet 
further and bring under regulation the tankers of the oil com- 
panies is a more difficult question. Just how far the pipe line 
cases supply a precedent is extremely difficult to say. 


Another problem comes from the competition of foreign 
vessels, which may bring in commodities at rates which per- 
mit widespread undercutting of the domestic producer and 
whose influence, owing in some cases to the use of import 
rates, may reach a considerable distance inland. Such vessels, 
and, in fact, all vessels which use the Panama Canal, are also 
competitors of our intercoastal carriers insofar as they de- 
tract from an unchecked use of the canal and bring into ques- 
tion the sooner all the problems which will arise when the 
canal’s maximum capacity begins to be approached. These 
are questions to think about if they cannot be answered at 
present. 

Doubtless, there are many to whom the analysis which has 
been presented in the foregoing pages will not .appeal to all. 
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It has been our effort to show, not so much the desirability of 
rate regulation at this time, as the problems which will be 
involved if we seriously contemplate such regulation. We must 
abandon some old concepts if we are to achieve anything sub- 
stantial in the way of coordination. Are we willing to pay the 
price, or do we prefer to drift along as at present? Discus- 
sion of the points raised in this article may help in deter- 
mining on a policy, wise or otherwise. 


OCEAN FREIGHT RATES FIRM 
The Traffic World New York Bureau 


Oceans freight rates have continued steady despite the 
strenuous efforts abroad to end the coal strike and the policy 
of shippers here to withhold their orders pending the lower 
rate level expected upon termination of the labor difficulties in 
Britain. As shipowners have refused to make more than nom- 
inal concessions in their prices, the result has been a decline 
in the volume of business and a waiting attitude on both sides. 
Present indications point to a good traffic for the next three 
months, though the immediate trend of charter rates depends 
upon further strike news. ; 

Several vessels have been fixed for coal to the United 
Kingdom at $3.75 to $4.00 a ton for July-August loading, com- 
paring with the high price of $5.00 a ton paid for one ship in an 
emergency recently. There has been some improvement in 
business to Mediterranean ports, with fixtures to the west coast 
of Italy ranging from $4.25 a ton for July loading to $3.70 for 
early September. 

The sugar trade has displayed a good increase in activity, 
though without important changes in rates, which remain at 
about the previous levels. Several vessels have been fixed for 
August loading from Cuba for the United Kingdom and con- 
tinent. 

The grain market has been flat in Montreal, but with more 
interest in gulf vessels. Charterers are offering 16% to 17 
cents hundred pounds for grain from the gulf to the continent, 
but have been unable to attract vessels. Shipowners are hold- 
ing back for 18 to 181%4 cents. It is expected that if the coal 
strike ends shortly, gulf rates will be stabilized around 16 cents. 

The prevailing grain rates are as follows: From Montreal 
to the United Kingdom, 3s 3d to 3s 6d per quarter; to Antwerp- 
Rotterdam, 15 cents per 100 lbs.; to Antwerp-Hamburg, 15% 
cents; to the Mediterranean, 18% cents; from the Gulf to 
United Kingdom, 4s per quarter; to Antwerp-Rotterdam, 18 
cents per 100 lbs.; to Antwerp-Hamburg, 1814 to 19 cents; to 
the Mediterranean, 21 to 22 cents. 


The most important development of the week in the coastal 
traffic was the announcement of the United American Lines 
that the United American name in this service would be dropped 
and that, hereafter, the joint operations maintained with Sud- 
den and Christiansen and the Columbia Pacific Shipping Com- 
pany would be managed by the former under the title of the 
Arrow Line. 


North Atlantic steamship lines plying to the continent and 
the Mediterranean are watching with considerable interest the 
railroad rate war now being waged by Italy and Germany, as 
this affects the movement of shipments to the ports involved. 
Special rates are being offered by the two countries in order to 
attract outward and inward trade between Austria and Trieste 
and Hamburg, respectively. An advantage gained by either of 
these ports will reflect itself in the overseas traffic of their 
steamship lines. 

The announcement from London that negotiations for the 
sale of the White Star Line by the International Mercantile 
Marine Company to the Furness-Withy group had been aban- 
doned, was a surprise to the shipping world. From all previous 
indications it was believed that the sale had practically been 
consummated except for a few minor details. No information 
as to the causes of the collapse of the deal has been divulged. 
It is believed, however, that one of the principal objections was 
the insistence of the Furness, Withy interests that the I. M. M. 
should bind itself for a number of years not to operate com- 
petitive vessels. This would have barred the I. M. M. from 
bidding for the United States Lines. It has been known for 
some time that President Franklin was anxious to build up the 
American units of the I. M. M. fleet. There may have been 
disagreement also over the terms of the payment of the $35,000,- 
000 for the White Star Line. The I. M. M. would have needed 
this amount within a short time. 

There is a possibility that negotiations for the sale of the 
White Star may be opened with some other group. It will be 
recalled that the stockholders of the I. M. M. authorized the 
directors to proceed with the sale to Furness, Withy or any 
other interests. The Ellerman-Inchcape interests are said to 
be anxious to acquire the line. 

_ -Meanwhile it is obvious that the failure of this deal has 
diminished the list of possible bidders for the United States 
Lines. The I. M. M. will not be in a position to make a satis- 
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factory offer by the time the bids are opened about Septem- 
ber 1. The United American and W. A. Harriman are now 
definitely linked by stock ownership with the Hamburg Amer- 
ican Line. It is doubtful if any other bidders will offer enough 
to satisfy the Shipping Board. The proposal for sale of the 
United States Lines appears likely to be an empty gesture. . 


FLEET CORPORATION CHANGES 


Reorganization of the Emergency Fleet Corporation follow- 
ing the retirement of Elmer E. Crowley from the presidency 
has consisted of the resignation of G. K. Nichols from the vice- 
presidency; the-appointment of J. Harry Philbin to that office; 
and the resignation of L. A. Cholot, who was assistant to Mr. 
Crowley. Mr. Philbin, the newly installed vice-president, was 
manager of the ships sales department. 

The board of trustees of the Fleet Corporation July 19 con- 
firmed the appointment of J. Harry Philbin as vice-president of 
the corporation. He will continue to hold a place on the board 
of trustees given to him at the time he'was director of sales. 
He has been made a member of the executive committee, the 
body that functions when there is need for action in the ab- 
sence of a quorum of the board of trustees. 

James Wilson, director of operations, has been made a mem- 
ber of the board to fill the vacancy caused by the retirement 
from office of Mr. Nichols, who was vice-president of the 
corporation. F. G. Frieser, the director of traffic, has also been 
made a member of the board of trustees. 


SHIPPING BOARD ACTION 


The Trafic World Washington Bureau 


The Shipping Board has taken up again a proposal to con- 
solidate two of its lines between north Atlantic and European 
ports. They are the American-Diamond Line and the America- 
France Line. The first mentioned is operated from north At- 
lantic ports to Hamburg, Rotterdam and Antwerp by the Black 
Diamond Steamship Company. The America-France Line, oper- 
ated by the Cosmopolitan Steamship Company, has ships plying 
between north Atlantic ports and French Atlantic ports. 


This project has been under consideration for several years. 
One of the last propositions laid before the board by Elmer. E. 
Crowley before his retirement from the presidency of the 
Fleet Corporation was a recommendation that the two lines 
be consolidated, but he made no recommendation, it is said, as 
to whether the consolidated line should be operated by the 
Black Diamond or the Cosmopolitan company. It is the under- 
standing that Mr. Crowley acted upon a strong representation 
made by the Cosmopolitan company in its own behalf as the 
one entitled, upon the record made in operating the America- 
France Line, as the organization fitted to operate the consoli- 
dated line to the best advantage for the Shipping Board. That 
company, about eighteen months ago, suggested consolidation 
of the two lines and the addition thereto of some chartered 
ships, but the board declined to make the desired arrangement. 

Advertisements calling for bids for the sale of the United 
States Lines and the American Merchant Lines, President Dal- 
ton, of the Fleet Corporation, has informed the Shipping Board, 
will be ready for consideration of the: board next week. The 
form is intended to cover the seven sales plans outlined by the 
board to the Fleet Corporation. 

Commissioner Teller has been informed that four syndicates 
are in process of formation with a view to bidding for those 
lines. The commissioner did not disclose any information as 
to the personnel of the syndicates, but it was asserted among 
those in a position to know that P. A. S. Franklin was at the 
head of one, W. Averill Harriman at the head of another and 
that Moore & McCormack, Inc., were promoting another. No 
hints have reached the public as to the men alleged to be in 
the fourth. 


Announcement was made July 19, by President Dalton, of 
the Fleet Corporation, that the total of full cargo ships assigned 
to the grain trade by the emergency Fleet Corporation since 
July 1 had been increased to 14. President Dalton, in speaking 
of the subject generally, said the Fleet Corporation had been 
very successful thus far in handling the grain crop. He said the 
corporation was prepared, on short notice, to assign at least 
11 more full cargo ships, bringing the total to 25. His idea was 
that that number would be able to handle the crop, although 
when the Shipping Board directed the corporation to get ready 
for the crop movement the thought was that perhaps 59 ships 
would be needed. The inclination now is to believe that 25 
will be sufficient. 

The Shipping Board at a meeting July 20 rejected all bids 
for the reconditioning of the Mount Vernon and the America. 
The matter of reconditioning these ships was laid over for a 
subsequent meeting. 

The board also approved a settlement for damages on the 
claim arising out of a collision by the Shipping Board steamer 
Danville with the steamer Woodfield on May 6, 1921. The 
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amount of settlement which the Shipping Board is to pay to the 
owners of the Woodfield is $65,000. 

The board adopted a resolution approving the Gulf Inter- 
coastal Conference Agreement (filed pursuant to section 15 of 
the shipping act, 1916) between the Alaska Steamship Company, 
the Luckenbach Steamship Company and Swayne & Hoyt. The 
approval was granted, however, with the proviso that certain 
changes be made in the agreement. 

The board also adopted a resolution approving an agreement 
between the American-Hawaiian Steamship Company and the 
United States Lines covering the movement of shipments on 
through bills of lading from the Pacific coast to Bremen, Ger- 
many. 

The board has transferred Roy H. Morrill, secretary of the 
board, to the position of assistant to Commissioner Plummer, 
Bureau of Traffic. 

Samuel Goodacre was appointed by the board to. succeed 
Mr. Morrill as secretary. Both Mr. Morrill and Mr. Goodacre 
have been in the employ of the Shipping Board for several years. 
Mr. Goodacre is at present budget officer of the Shipping Board 
and, through his selection as secretary of the board, the posi- 
tions of budget officer and secretary will be combined. 


PANAMA CANAL TRAFFIC 


In June 419 commercial vessels and 11 small launches passed 
through the Panama Canal, according to the Panama Canal 
Record, the official publication of the canal. Tolls on those 


commercial vessels aggregated $1,852,670.66 and on the launches 
$40.35. Continuing, the Record says: 


The daily average number of transits for the month was 13.96, 
and the daily average tolls collection $61,755.68. The average amount 
of tolls paid by each of the commercial transits was $4,421.65. 

The total number of commercial transits for the fiscal year 1926 
was 5,197, on which tolls of $22,931,055.98 were paid. As compared 
with the fiscal year 1925, this shows an increase of 11.1 per cent in 
number of transits, and 7.1 per cent in tolls. As compared with the 
fiscal year 1924, which was a record year in Panama Canal traffic, 
this shows a decrease of .63 per cent in number of transits, and 5.6 
per cent in tolls. 

From the opening of the Panama Canal to traffic on August 15, 
1914, to the close of business on June 30, 1926, a total of 34,902 com- 
mercial vessels have transited the Canal, paying $142,134,397.95 in tolls. 

In the following tabulation, the number of commercial transits 
and amount of tolls collected are shown for the fiscal year 1926, to- 
gether with the daily averages of transits and tolls, with comparative 
totals for the fiscal years 1925 and 1924: 


Totals for month Daily averages 


Month— Transits Tolls Transits Tolls 
MLE bli op 2G b-<s-4 et e6aURs eee hoe nde 418 $1,800,239.84 13.48 $58,072.25 
a assis Sy hig abun anita, 6.0.0-aparrecénasgi la 372 1,657,893.90 12.00 53,480.45 
UD “cana tes cabomacies ¥4ces ete 388 1,692,723.11 12.98 56,424.10 
OL tS shea ckad obese aeeee 410 1,826,314.64 13.23 58,913.38 
NOE "ake 0. dos gue eae Reewwe ds hil 424 1,870,087.68 14.13 62,336.25 
MINES, B od. chk che cae obs CeOebele oa 462 2,111,896.53 15.40 68,125.69 
NOs MOIS FORE hi cswvccesces 2,474 10,959,155.70 13.44 59,560.62 
I Sct eA A cb Acc eedteeee ccéins 479 2,103,368.29 15.45 67,850.59 
SO er teeny mane 424 1,835,226.47 15.14 65,543.80 
SNA, -6.6-Shih.w ected sk SENS Eee ee hae 506 2,206,212.20 16.32 71,168.13 
MEE. vant o6.o 6 ok sa cote 4c eb es 425 1,917,457.11 14.16 63,911.90 
BE FRED E8 TNs 0:02 6 Bddc i iwodevicee tie 470 2,056,965.55 15.16 66,353.72 
PLE de ec Mhcit wie P ae nhs sedewhotra se oe 419 1,852,670.66 13.96 61,755.68 
Totals, half year .......seeeee 2,723 11,971,900.28 15.04 66,143.09 
- —_ — —_—— ———___—. 
Totals, fiscal year, 1926.... 5,197 22,931,055.98 14.24 62,936.71 
Totals, fiscal year, 1925.... 4,673 21,400,523.51 12.80 58,631.57 
Totals, fiscal year, 1924.... 5,230 24,290,963.54 14.29 66,368.75 


BIG INTERCOASTAL INCREASE 


More than 2,314,000 tons of cargo were carried by American 
ships in the first quarter of 1926 in intercoastal trade—that is, 
the portion of the domestic coastwise trade that passes through 
the Panama Canal—according to a statement issued by the 
Bureau of Research of the Shipping Board. It says that this 
first quarter 1926 total is an increase of nearly 220,000 tons over 
the same period in 1925, and also exceeds the total volume of 
tonnage moved in intercoastal trade in any other quarter of 
that year. It continues. 


Increased shipment of Pacific coast products to the Atlantic 
and Gulf coasts is wholly responsible for the advance in total, 
the volume of eastbound cargo tonnage, 1,840,000 tons, being 320,- 
000 tons in excess of the similar movement in the first quarter of 
1925, while the westbound traffic from the Atlantic and Gulf 
coasts to Pacific coast destinations was 100,000 tons less than in 
the same period of the previous year. California oil shipments 
increased 160,000 tons to a total of 1,055,000 tons, but the volume 
of other California products fell from 184,000 tons in the first 
quarter of 1925 to 181,000 tons in the first quarter of 1926. Ore- 

on’s intercoastal shipments advanced from 99,000 in 1925 to 133,- 
500. tons in 1926 and the volume of Washington state products 
‘ aggregated 471,000 tons in 1926 as against 343,000 tons in 1925. 
The North Atlantic district absorbed more than the entire 
increase in California oil cargo tonnage, as the receipts of oil in 
that district in the first quarter of 1926 reached a total of $1,038,- 
000 tons, an increase of more than 228,000 tons over the first 
quarter of the previous year, while the Atlantic and Gulf coasts, 
which absorbed more than 84,000 tons of California oil in the first 
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quarter of 1925, received less than 17,000 tons of th 
the first quarter of 1926. i iglaiane 
or antic district receipts of west coast product 
than oil advanced from 587,000 tons in the first eauvier of iat 
to 702,000 tons in the first quarter of 1926. The South Atlantic 
district inbound intercoastal cargo tonnage other than oil was 
15,000 tons in 1925 and 22,000 tons in 1926. The Gulf district 
received 60,000 tons of west coast products other than oil in the 
oe alae of 1926 as against 23,000 tons in the same Period 
North Atlantic district west bound shipments in thi 
quarter of 1926 were 78,000 tons less than in the previous A 
the 1925 and 1926 figures being 476,000 tons and 398,000 tons 
respectively. South Atlantic west bound shipments fell from 
, pom a -" ba 8 = ge ee in 7 asee en Gulf district west 
otals for the first quarters o d 2 
tons and 66,000 tons, respectively. eee Oe 





CANADIAN CAR LOADING 


Car loadings for the week ended July 10 showed an increase 
over the previous week’s loadings, which were affected by the 
holiday, of 2,943 cars. Grain showed a seasonal decline of 1 027 
cars and coke; other forest products and ore also showed de- 
creases; all other commodities showed increases. 

Compared with the corresponding week last year total load- 
ings increased 7,925; grain loading was lighter by 377 cars; coal 
was heavier by 3,791 cars (coal miners were on strike 1925); 


merchandise increased 1,482 cars and miscellaneous freight 2,242 
cars, 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended 












































Jul 
Commodities 1926 wa Bog" sen Fe 
Grain and Grain Products....... cccencoce  ahdO 2,369 2,099 
Live Stock : "968 1,087 
Coal EE PAT ps Lon bnat palin 4,971 1,091 
_e " phe bie sea bhede ae 299 241 
Sr a NT Sng 2,695 2,831 
Pulpwood 9362 2,163 
Pulp and Paper........ 2,001 1,737 
Other Forest Products 1,529 1,392 
ea phin ee oil d Oi Selb 6's @ ae Wie o eles 6b wines 908 1,212 834 
DE Ee SERIO Pee nee: 12,740 10,713 11,684 
DOIN. 5 06 cbs ere Horehekcdés ce 11,773 11,128 10,312 
Wee OMT DOO, Soe os 6 oo oiineeis’e dace 42,824 40,247 35,471 
Total Cars Received from Connections 31,675 33,247 27,116 
WESTERN CANADA 
Grain and Grain Products........... eceee .. Baek 3,219 2,839 
MINCE 5 <2 nptUsiedederkicbaceecskc cs coe = 967 "812 1,010 
a ale Hebe ebaieewada de Vaekdeuees nr vweesebes 860 828 950 
= 4 he eiewe obits owl wedoeeeew side aareegtindiake . 15 34 28 
lam Nas Wie: sideh a> nibble daig avelp won iad a = 1,101 1,101 
ON nei 4 0's adie)b'shs one's o bodes 5 SR 180 202 276 
ENE ONG PROT ioc i db ecivivccekic Peat 227 6 128 
Geher WOROGL « PUOOUCH 6 6.60/66 oc'b ca ceewee 65 tegen 1,438 1,447 
ee ae SOG 0a: dinate wei ace @ Wie. Seige 6 eG ted a @Seded a 711 
Merchandise, L. C. L....... esib-ehecceses ss 4,584 4,145 4,158 
DM aia fitters ba Bid checes Seo is ca 4,212 3,612 3,431 
Total Cars Loaded..................4. 16,521 16,155 15,949 
Total Cars Received from Connections 2,524 2;430 2,351 
TOTAL FOR CANADA 
Grain and Grain Products........... faeces |.” See 5,588 4,938 
Live Stock......... ipa vnhe kk wes IER ee 1,780 2,097 
a ee Eey os hee ke éhedesstee Sees 5,799 2,041 
DME Ann ining UaceeowS baddies ue chs eae ae 201 333 269 
UN Ss sche Sa oleakaro'es oO encéabete geenaees 3,796 3,932 
BE Soa ca Sdn accawoer uous n.dabaieo' Bee 2,564 2,439 
Pulp and Paper........... MPT: Stine os oeee> | aE 2,166 1,865 
Other Forest Products.........cccceses vee 2,604 2,967 2,839 
Ore........ wildnakatsdadec odes ihes6en bo cme Cn 1,811 1,415 
Merchandise, Li. C. L......cccccccccccccce 17,324 14,858 15,842 
Miscellaneous.......... Guadvs ecw ai us eax 15,985 14,740 13,743 
Otmh Care TGGOd... oi veces cbecn code 59,345 56,402 51,420 
Total Cars Received from Connections 34,199 35,677 29,467 
CUMULATIVE TOTALS TO DATE - 
1926 1925* 
Grain and Grain Products............ odie 187,343 159,365 
Live Stock......... Reshwhakcewotccuaees Seva 53,500 58,842 
RE on Hechonds aan sees eles Se b.2:6edeeuh eqs 131,933 89,064 
"ERR R Dhaene cela iaveug choses beesbataes 10,65 7,410 
Lumber ...... Cec ccccccvcccccccccsccececccs 95,938 93,364 
Pulpwood ...... ieucidie I VEO aeeiton 82,062 80,144 
I es 'G oc 0:5 v 6'h oc 5400 ceawues 67,998 56,050 
Other Forest Products..............s.00. “s 89,877 80,215 
aie dk Sinlaae 6 Uv eck b'eic 6 <6 bes cle Kv ee Sate e.0e' - 41,927 35,067 
EN AEE SERRE E RTS 427,959 405,486 
Spee ee ret Por wre pec are 355,455 311,310 
ete a thane 
Wetes Cura TOGO. 6h. ccc geredeos ce 1,544,635 1,376,317 
Total Cars Received from Connections 1,001,229 891,785 


*Corrected. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week end- 
ing July 7 were $3,642,000, an increase, compared with the same 
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period last year of $375,000. . Earnings of the Canadian National 
for the same period were $5,032,982, an increase of $743,000. 


CANADIAN RATE INQUIRY 
The Trafic World Ottawa Bureau 


The Board of Railway Commissioners is now in Vancouver 
and other parts of British Columbia on the investigation into 
the general freight rates structure. Removal of the mountain 
scale, under which producers and consumers in that province 
are, it is alleged, compelled to pay higher rates for freight haul- 
age than the people of any other part of Canada, is the gist of 
the request made in British Columbia’s submission to the board. 
The British Columbia case was presented by Premier Oliver 
and G. G. McGeer, K. C. 

Mr. McGeer, in opening, stated that the exorbitant profits 
from one hundred to four hundred per cent admitted by the rail- 
ways on their own figures would constitute the basis of his case. 
Premier Oliver declared that, even admitting that mountain 
traffic was more costly than other traffic, the agreement, under 
which the C. P. R. was first built did not warrant charging the 
people of British Columbia with the whole cost. He claimed 
the railway was built for the whole of Canada, and that cost 
should be distributed over the whole Dominion. Mr. McGeer 
argued beyond this, asserting that the mountain rates were not 
necessitated by heavy mountain costs, but were yielding the 
railway companies the highest profits of any of their operations. 
Premier Oliver suggested to the commissioners that, if they 
found their statutory powers did not enable them to remove 
the rate discrimination which existed against British Columbia, 
they make a report to the Privy Council, drawing attention to 
the defect in the statute. 

Objection was entered by H. J. Symington, representing the 
Manitoba government, to the filing of a statement of the views 
of the British Columbia branch of the Canadian Manufacturers’ 
Association in connection with the alleged discrimination in 
freight rates. He took the ground that, as Edward Tolmin, 
chairman of the C. M. A. branch, did not himself complete the 
brief for the association and was not in a position to be cross 
examined on its contents, he should not have submitted it. 
Considerable argument followed, ending with the statement of 
the British Columbia counsel that he would take the witness 
stand, if necessary. 

E. P. Flintoft, counsel for the Canadian Pacific Railway, 
asked for a subpoena for the attendance of H. K. Macken, presi- 
dent of the British Columbia Lumbermen’s Association; to prove 
that the lumbermen were not supporting the contention of 
other British Columbia interests for reduction in freight rates. 
Counsel for the Canadian National asked for information along 
the same line. 

In his brief, Mr. Tolmin reviewed the condition of manufac- 
turing interests in British Columbia of which there were 1,345 
establishments. He pointed out that, with a population of 
between five and six hundred thousand, the manufacturer of 
that province must seek an extended field for his products, and 
many had to seek world competition because of the restriction 
of their logical markets on the prairies due to freight rates. 


NEW YORK TO BE A COTTON MARKET 


The Trafic World Washington Bureau 


References to the fact that the New York Cotton Exchange 
is planning to make New York one of the large cotton con- 
centration and storage points in the country are being made 
in matters coming before the Commission. Moves on the part 
of that organization to induce railroads to arrange their tariff 
Publications so as to allow transit and other privileges on 
cotton shipped out of the country via New York are said to 
have been originated. The exchange has made a contract with 
Bayway Terminal at Elizabeth, N. J., giving that terminal 
an exclusive license to hold cotton sold on the exchange which 
is to be delivered in New York in accordance with the exchange 
contract, on condition, among other things, that the terminal 
be enlarged, at an estimated expense of about $5,000,000 so 
that its capacity, at present 60,000 bales, will be increased to 
200,000 by October, 1927. 

The most distinct reference to the plan made before the 
Commission was in arguments, July 16, on No. 16724, Central 
of New Jersey vs. New York, New Haven & Hartford et al., 
commonly called the Maybrook divisions case, in which the 
Central of New Jersey is seeking to force the New Haven 
and other roads standing with it to recede from the position 
it took in 1908 when it forced the Central of New Jersey to 
agree to the hauling of traffic from designated territory via 
the Maybrook route instead of the route through Jersey City. 
The Central claims that the agreement upon divisions forced 
by the action of its connections leaves it without proper divi- 
ions for its part of the joint service, in that it forces it to 
Surrender traffic before carrying it the greatest possible dis- 
tance over its own rails. 
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Samuel Hubbard, presiden tof the cotton exchange, was 
one of-those who argued in that case to show the exchange’s 
interest in having traffic move via Jersey City. Because the 
facts were not in the record, he could not, however, refer to 
the contract he had just signed for having the Bayway Termi- 
nal, located on the tracks of the complaining trunk line, en- 
larged so as to take care of the business for which the exchange 
intends to reach. 

C. E. Finck of the Bayway Terminal, and C. H. Grim, for 
the Hay Foundry & Iron Co., at Newark, N. J., also argued 
for the greater use of the Jersey City end of the Central of 
New Jersey through the compelling of the New Haven and 
its connections to accept traffic via the New York harbor routes, 
which the Central claims can be used to a greater extent with- 
out congesting the metropolitan area facilities. Arguments of 
a similar nature were made by Allen McCarty of the Atlas 
Portland Cement Company, and A. H. Elder, general solicitor 
for the Central of New Jersey. 

C. F. Choate represented the New Haven, which, thus far, 
has been able to limit the use of the route through New York 
by the use of the Maybrook gateway for the traffic from west 
of, broadly speaking, Harrisburg, Pa. 

Wilbur LaRoe, Jr., and Julius Henry Cohen, for the Port 
of New York Authority, explained that while the Port Authority 
was opposed to the addition of traffic that would congest the 
routes through New York, it was not opposed to traffic over the 
Central of New Jersey route intended for transit or other stop- 
page in New York, with final destination beyond. 


The desire of the New York Cotton Exchange is to have 
cotton sent to New York for handling through the Bayway 
Terminal, either for delivery in New York, to mills in New 
England or for export. To the end that the terminal may be 
used to advantage by cotton brokers the contract calls for the 
establishment of a bus service, cafeteria in thé terminal and 
office and classing space for the members of the exchange and 
those with whom they desire to do business. - 





The members of the New York Cotton Exchange have 
unanimously authorized the board of managers to execute a 
contract with the Bayway Terminal on Staten Island Sound on 
plans to make New York one of the largest cotton ports in the 
world. Since the original announcement of the plan several 
weeks ago (see Traffic World, July 10, page 90) its consumma- 
tion has been delayed to give the New York Dock Company, the 


Bush Terminal Company and other concerns an opportunity to 
make competing bids. 


LUMBER RATE REDUCTIONS 


Successful termination of negotiations with the Norfolk and 
Western, with a resultant reduction in freight rates on lumber, 
is announced by T. W. Elmes, assistant district manager of the 
Southern Hardwood Traffic Association, Cincinnati, the organi- 
zation instrumental in bringing about the reduction. 


The rate cuts on lumber and articles taking the same rates 
will become effective, August 15, from all branch-line stations 
on the Norfolk and Western line west of Salem, Va., to virtually 
all points in Central Freight Association territory. 


The reductions range from one-half to nine cents on 100 
pounds and, when placed in effect, are expected to cause a freer 
movement of lumber through the Cincinnati district and permit 
lumber dealers in that district to compete more readily with 
dealers in other districts, according to Mr. Elmes. 


In contrast to the old rates, which Mr. Elmes said were con- 
sidered irregular by many dealers, the new rates on the branch 
lines will be uniform, béing three cents over main-line rates for 

- gtations less than 60 miles from the main line and five cents 
over main-line rates for stations more than 60 miles from the 
main line. 


To show the extent of the reduction and the resultant sav- 
ing to lumber dealers, Mr. Elmes prepared a schedule showing 
the rate cuts to all points in Illinois, Indiana, Michigan and Ohio 
that receive lumber from Doran, Va., a point selected as being 
representative. 


Outstanding reductions on the last are: Akron, O., 3 cents; 
Ann Arbor, Mich., 3% cents; Auburn, Ind., 3 cents; Battle Creek, 
Mich., 4 cents; Canton, O., 3 cents; Chicago, 2 cents; Cleveland, 
3 cents; Detroit, 444 cents; Elkhart, Ind., 3 cents; Flint, Mich., 
3% cents; Fort Wayne, Ind., 3 cents; Grand Rapids, Mich., 4 
cent; Indianapolis, 1 cent; Kalamazoo, Mich., 4 cents; Kent, 
O., 6 cents; Kokomo, Ind., 2 cents; Lima, O., 3% cents; Louis- 
ville, 1 cent; Milwaukee, 3% cents; Newburg, O., 9 cents; New- 
castle, Ind., 4 cents; Niles, O., 6 cents; Port Huron, Mich., 4% 
cents; Sandusky, O., 6 cents; South Bend, Ind., 3 cents; Stru- 
thers, O., 6 cents; Toledo 4% cents; warren, O., 6 cents; Wil- 
mington, O., 3 cents; Wyandotte, Mich., 4% cents; Youngstown, 
6 cents, and Zanesville, 3 cents. 
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Personal Notes 








H. L. Hollister has been appointed traffic manager of the 
Wichita Falls and Southern at Wichita Falls. Glenn Thompson 
has been made general agent at Breckenridge, Tex. 

F. H. Plaisted has been made freight traffic manager of 
the Southern Pacific at Chicago. 

C. H. Freeman, for seven years manager of the Norfolk 
office of Furness, Withy and Company, Ltd., will retire from 
active business on August 1. He will be succeeded by C. E. 
Kenworthy. 


DOINGS OF THE TRAFFIC CLUBS 


The Oklahoma City Traffic Club held its annual picnic and 
golf tournament at Denniston Lake July 23. 





The Traffic Club of New York held its annual outing at the 
New York Athletic Club country house, Travers Island, July 
20. A program of sports, music and swimming was held. 





The Traffic Club of St. Louis will hold its annual outing at 
the Wabash Club, Ferguson, Mo., July 27. There will be tennis, 
baseball and other athletic contests,-as well as a golf tourna- 
ment and dancing. 





The Traffic Club of Sioux City will hold its third annual 
outing and picnic at Riverside Park August 8. A program of 
athletic and sport events has been arranged. A baseball gaine 
between the industrial and railroad members of the organiza- 
tion will conclude the athletic program, which will be followed 
by a basket lunch. 





Rae C. Johnston, traffic manager of the Schwabacher Hard- 
ware Company, Seattle, Wash., has been added to the edu- 
cational committee of the Associated Traffic Clubs of America. 





The Traffic Club of St. Paul will hold a dinner-dance at the 
St. Paul Automobile Club, White Bear Lake, July 28. 





THE INTERNATIONAL INSTITUTE 


Editor The Traffic World: 

I have read, with a great deal of interest, George E. Den- 
feld’s letter in the June 26 Traffic World, and I, as well as the 
rest of ‘my associates in the traffic profession, agree that an 
international institute such as this will, in due course of time, 
raise the standards of the profession and place it in the pro- 
fessional class, where it rightfully belongs. 

Mr. Denfeld, whom I know personally, has worked diligently 
and unceasingly for the past few years in an endeavor to bring 
about such an institute as this, and he deserves all the credit 
and commendation that members of the profession can bestow 
upon him. 

The International Institute will be of untold benefit to the 
shipping public in general, as they will thus be enabled to se- 
cure the services of an accredited traffic manager, who they 
know will be able to take care of their traffic needs properly, 
and to the accredited traffic manager, as he will reap the reward 
for his efforts by compensation commensurate with his duties. 
He will then be placed on exactly the same plane as other pro- 
fessional men, where he belongs. The man in the employ of 
the carrier will also be benefited, by reason of the fact that 
the carriers are realizing more and more each day the trained 
man is the man of the hour. He not only must have actual 
experience, but must have the theory as well, and if he is not 
able to attend a college in order to secure this theoretical train- 
ing, he may prepare himself by taking a course in traffic in one 
of the other schools specializing in this kind of training. 

The Lynchburg traffic group as well as the profession in 
general, I am sure, welcome the International Institute of Traffic. 

Floyd T. Ridley, Traffic Department, 

Lynchburg, Va., July 19, 1926. Southern Railway. 


STOCK PURCHASE INQUIRY 


The Commission, on its own motion, in finance docket 5665, 
purchase of eapital stock of Greenbrier and Eastern, has insti- 
tuted an inquiry into the purchase of all the capital stock of the 
Greenbrier and Eastern by the Union Trust Company of 
Cleveland for and on the account of the Chesapeake & Ohio 
with money provided by the Chesapeake and Ohio. Institution 
of this inquiry was based on the fact that the acquisition 
of the stock by the Chesapeake and Ohio had not been approved 
or authorized by the Commission, as provided by paragraph (2) 
of section 5 of the interstate commerce act. 
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MOTOR VEHICLE REGULATION 


. At a meeting of the Traffic Club of Chicago, July 22, the sup. 
ject of motor truck and bus transportation and regulation was 
discussed by T. C. Powell, president of the C. and E. I, for the 
railroads, A. E. McKinstry, vice-president of the Internationa] 
Harvester Company, for the truck manufacturers, and J. P 


Haynes, traffic director of the Chicago Association of Commerce 
for the shippers. 

Mr. McKinstry said the automobile industry was not Oppos- 
ing the inquiry to be made by the Commission with a view to 
deciding what it should recommend with respect to motor vehicle 
regulation but would give every aid in its power. He did not 
say just what or ought not to be done or what could be done 
but he feared regulation might approach “strangulation” of a 
growing and important industry. His figures, however, showed 
that only 1.7 per cent of the motor vehicles in use were engaged 
in the business of interstate common carriage. 


: Mr. Powell said he spoke not only for himself but for the 
railroads generally in his part of the country. He recognized 
the importance of the automobile industry and the service trucks 
and busses could furnish in transportation, but he said the sity. 


— required the recognition of the following definite prin. 
ciples: 


1. That motor truck and motor bus service, both present 

nig es Me pet Rl subjected = same scrutiny in Nhe inten 
my as now appli i i 
velopment. y pplies to rail transportation and de- 

- That the responsibility of the common carrier by highw 
should be fixed so that any damages to persons or property may we 
promptly recovered, and this properly involves not only a license to 
operate, but an indemnity bond to protect the public. 

That, as the highways are created and maintained through 
the expenditure of public money, some portion of this expense should 
be paid directly by those who operate on such highways for profit. 

4. That, as most of the prosperous communities in the United 
States are located on the railroads, having been built up through the 
efficiency of the railroads’ service over a period of years, and as in 
the nature of things, the automotive vehicle does not create new 
routes of travel, the certificates or licenses should be granted only 
to those able to guarantee safe, reliable and efficient service, thus 
excluding those operators who have no claim for public recognition. 
This, in some cases, may result in giving certain operators a monopoly 
over certain routes but this is a natural result and has already been 
found advisable in cases of the telephone, electric light and gas com- 
panies and prevents a waste of money. 

Such certificates would have the effect of limiting the automotive 
service to reasonable distances and thus prevent the operation of 
the vehicles at high speeds, which not only endanger the traveler, 
but ruin the highways. 

_5. That, the regulation should apply not only to those vehicles 
which operate between fixed termini, but to those which operate also 
between termini which are not fixed but which depend upon individual 
contracts. Without such control it does not appear possible to pro- 
a oe the rail lines or the legitimate motor bus and motor truck 

nes. 

6. That in the collection of passenger fares and freight charges 
both the railroads and the public should be protected against cut 
rates, rebates and unfair practices. 

7. That full hearing with right of appeal should be granted to 
all parties interested before a certificate is granted by any public 
body to a motor truck or motor bus. 

8. That motor routes should not be permitted when it can be 
shown that the existing rail transportation is adequate. 

9. hat any certificate granted to a motor truck or motor bus 
to operate for hire should carry with it an obligation to maintain 
in all seasons a reliable, permanent and continuous operation, and 
this can probably be more definitely assured if the applicants are re- 
quired to incorporate under the laws of one of the states and to 


state the names of the incorporators and officers, the capital invested 
or available. 


“These regulations,” he said, “are justified by the experience 
in other lines of business as illustrated by the fact that in many 
communities, those who occupy a permanent location and pay 
rent and taxes and are of good repute in that community are 
protected against unlicensed venders and hucksters who en- 
deavor to take advantage of the trade already created by con- 
tinuous operation and legitimate methods. 

“None of these proposed regulations will deprive the public 
of the benefit of honest competition by solvent carriers, but will 
result in schedules of rates and fares adjusted to the new means 
of transportation. 

“Railroad men recognize the burden under which the Inter- 
state Commerce Commission is now working and would not 
willingly hamper them with any further details, but it would 
seem possible to draft a law which would give the Commission 
authority to adopt a few controlling, general principles to be en- 
forced by the state bodies under delegated authority from the 
national body. This would tend to harmonize state regulation, 
would tend to make them uniform with those applying to inter- 
state traffic, and would insure to the public a more responsible 
form of automotive transportation.” ; 

Mr. Haynes said the shipper would always seek that means 


“ transportation that suited him as to price and service. Said 
e: 


In the conduct of the large centers’ short haul business, namely, 
points within a radius of about fifty miles, the utilization of trucks 
is constantly increasing. This is brought about by two causes. 

1. Shippers or receivers have found that the trucks pick uP 
freight at warehouse doors and make delivery at doors of customers. 
This, in many cases, saves expense in packing and crating an 
provides by one operation, at minimum time in transit, what woul 
require three distinct operations by use of the steam carriers at an 
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inferior service. Such business can not be termed competitive with 
the railroads, as they are not in position to furnish similar service. 
The receiver, who in most cases pays the freight, is requesting his 
shipper to use this form of transportation in preference to the rail 
lines, as in most cases he receives his freight on the same day it is 
tenderd for shipment. _ } 

9. The railroads, in order .to save Cars, reduced the number 
of days on Which cars were operated where it had been daily to four, 
three, two and in some cases one day per week. A shipper having 
goods to ship, in order to satisfy his customer, must utilize the best 
service available, and to the extent that the truck supplies that serv- 
ice, it is being used, ; 

‘In connection with motor truck operations at large terminal 
points, the field for improvement over methods now employed is far 
reaching and holds encouraging prospects for relief to receivers and 


POSITIONS WANTED OR OPEN arke = 








*“*To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 
Licensed by and bonded to the State of Minnesota 




















Decatur, ILtinois DECATUR 
WAREHOUSES delivers LCL frei tLUNOHS 
POSITION Fe nop gg en ep gg ed — ae on atless cost than either 
xperience combined with purchasing. Thoroug nowledge bo nes, 
Middle west location preferred. Address Y. A. N. 949, care Traffic DECATUR. ILLINOIS Cxicaco er St.Lours 


World, Chicago, Il. DISTRIBUTION AnD WAREHOUSING 


we Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 














JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 














SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE BONDED — 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n 





"erchanise Storage and Pol Car | [GRERCIRISZNST 
Seaxiaxsr Disriton ~oszeee | MOMMA RLY NG UAE 


CROOKS TERMINAL WAREHOUSES 1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 


CHICAGO, ILL. KANSAS CITY, MO. and Carload Distributors 








DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 
LOCATED TO RENDER 








8 
ey 


Terror, My «fie 







Merchandise and Household Goods DISTRIBUTORS 
Serving many large National Distributors. Write us for information and rates DISTINCTIVE WAREHOUSE ~ 
1700 Sixteenth Street, DENVER, COLORADO AND FORWARDING 
SERVICE 





MEMBERS AWA OWA 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


ALBANY, Ui. Y. 
Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 







MERCANTILE WAREHOUSING AND DISTRIBUTING 


EM.MERIDITH CO, 


Warehouse 

@ DISTRIBUTORS 
os eg e's Bien 

e hours men 
oer lé different routes.~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 












































































































































210 


shippers. It, in some measure, should relieve the growing complica- 
tion of street traffic congestion. Would it not be feasible to estab- 
lish universal receiving and delivery stations in districts adjacent 
to manufacturers and shippers having a large less carload tonnage, 
thereby providing the shortest possible trucking distance to and 
from the station; freight so assembled to be relaid by motor truck 
and trailer to and from stations of the respective outgoing roads? 
Would not-such a transport arrangement, whether operated by the 
railroads or contracted for through private companies, promote 
efficiency and economy in operations, as compared to the present 
methods of one shipper trucking his outbound tonnage to several 
different depots or the movement of transfer cars from outlying 
individual or universal receiving stations? 

Would it not be practical to load all freight, regardless to the 
section of the city from which it might originate, in through cars 
to ultimate destination rather than requiring one or more intermediate 
handlings, as is now the case from many so-called universal re- 
ceiving stations, which would not, by the very nature of things, have 
sufficient tonnage to justify daily movement in through cars to the 
larger number of destination points? : 

Should not the common carrier by motor truck be required to 
establish financial responsibility before being granted a_certificate of 
public convenience and necessity? Shippers have found this as the 
greatest weakness in using motor transport for short haul service. 

If it is found desirable to place such carriers under the juris- 
diction of regulatory authorities, to provide for uniform rules, rates 
and regulations, together with established routes of travel, how can 
such companies be prevented from arranging by contract for the 
handling of certain tonnage for particular shippers at less than 
published rates, since the United States Supreme Court in the Frost 
Case, 46 Supreme Court Reporter 605, has held that regulation of 
contract carriers is in violation of Amendment 14 of the Federal 
Constitution? If such so-called common carriers can not be com- 
pelled to maintain uniform rates and charges, it must be clear that 
they would automatically fall in the contract carriers class if they 
remained in business. 

The shipper is not so much concerned as to whether such car- 
riers are known as common carreirs or contract carriers, so long 
as he is assured of financial protection through insurance policy or 
bond against loss or damage of the particular tonnage he has con- 
tracted for transportation. Under the category of contract carriers 
falls every bus and truck owner. It appears from the information 
Wwe now have on their operations and the laws governing their use 
place them beyond the category of any reasonable regulation. 

The private carrier can only be subject to a license fee, as he 
in all cases uses his busses and trucks for private use. How can 
you provide any regulation of his conveyances without infringing 
upon the rights enjoyed by all engaged in private enterprises? 

There is another feature of this question which should be given 
careful study, not only concerning receivers and shippers, but all 
people living off from our present modes of transportation; that is, 
in sections where rail lines can not be built at reasonable cost and 
in many cases hundreds of miles away from the nearest stations, 
where the only source of supply is by motor transport, not only of 
the necessities of life, but all forms of communication. 

It is encouraging to note that at the beginning of 1926, there 
were 51 railroads in the United States and Canada using motor trucks 
to supplement their rail service. Many of our western railroads are 
inaugurating a motor service, supplementary to rail service, reaching 
far into the interior to communities and regions heretofore served 
only by the stage coach. The only means of transportation through 
many of our Nationa! Parks, other than private conveyance, is by 
motor carriers, operating in conjunction with rail carriers, and in 
some cases owned and operated by the rail lines themselves. 

Our railroads, if they wish to maintain adequate transportation, 
can not by the very nature of things confine themselves to the rails 
alone. If they wish to maintain their grasp upon all transportation 
in its poorer economic fields, realizing the obligation it entails, they 
must establish and furnish to the public “complete” transportation. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
ehanges or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. E. J. Stubbs, Pres.; 
K. K. Bradley, Secy. and Treas. 

Akrdén (0.) Traffic Club. H. W. Young, Pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—Traffic Club of Atlanta. J. A. Streyer, Pres.; F. B. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
Pres;. C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. R. W. 
Daniels, Pres.; C. J. Thompson, Secy. 


Boston, Mass.—The Association of Railway and Steamboat 

a of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
reas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
W. D. Buckley, Pres.; W. H. Connell, Secy.-Treas. 

Buffalo Transportation Club. W. D. Sanderson, Pres.; O. J. 
Farron, Secy.-Treas. 
‘ Canton (0O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
ecy. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chicago Traffic Club. Murray N. Billings, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago, Junior Traffic Club of. 
Paulen, Secy. : 
4 Cincinnati Traffic Club. R. L. Galleher, Pres.; G. W. Doll, 
ecy. 

Clarksburg (W. Va.) Traffic Club. 
L. M, Murphy, Secy.-Treas. . 


C. N. Eckhardt, 


E. C. Nettels, Pres.; 


W. K. Jones, Pres.; J. E. 


C. A. Saylor, Pres.; 
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Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray 
Secy. 
Columbus, O., Transportation Club. C. O. Ruggles, }’res. 
C. H. Brown, Secy. : 
Cortland, N, Y.—Industrial Traffic Club of Cortland. 4. 3 
Darling, Chairman; P. F. McManus, Secy. 
Dayton, O.—Miami Valley Traffic Club. A. H. Finlay, Pres. 
M. T. Otto, Secy. 
Dallas Traffic Club. J. M. Allen, Pres.; A. J. Stone, Secy.. 
Treas. 
Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres, 
A. J. Christiansen, Secy.-Treas. 


Decatur (Ill.) Transportation Club. M. M. Cooper, Pres,; 
Harry Howenstein, Secy. 

Des Moines Transportation Club. E. M. Wentworth, Pres.: 
B. R. Harris, Secy.-Treas. 

Denver Traffic Club. C. E. Moore, Pres.; L. 
Secy. and Treas. 

Denver Commercial Traffic Club. J. W. Day, Pres.; C. J, 
Hotchkiss, Secy.-Treas. 
P Detroit Traffic Club. W. C. Cowling, Pres.; G. W. Musson, 
ecy. 

Detroit, Mich. Motor-City Traffic Club. C. G. Sedan, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. D. P. Faul, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. F. H. Evers, Pres.; F. L. Woods, 
Secy.-Treas. 


‘ Erie Traffic Club. E. S. Manchester, Pres.; M. W. Eismann, 
ecy. 

Evansville (Ind.) Transportation Club. W. H. Orr, Pres.; 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. W. A. Napper, Pres.; J. E. 
Macgregor, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 
i Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 

ecy. 

Indianapolis—The Traffic Club of Indianapolis. F. C. Bal- 
dridge, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. J. E. Manley, Pres.; 
W. A. Kern, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. W. H. Swanson, Pres.; H. P. Phillips, Secy. 


Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 


Jersey City Traffic Club. R. J. Reilly, Pres.; J. J. Cul- 
lington, Secy. 


Kalamazoo Traffic Club. G. J. Bolender, Pres.; C. H. Wins- 
low, Secy. 


Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lut- 
trell, Secy.-Treas. 


Knoxville (Tenn.) Traffic Club.—R. P. Morris, Pres.; H. V. 
Schetler, Sec’y-Treas. 


M. Pexton, 


Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 
Lansing (Mich.) Traffic Club. C. V. Colvin, Pres.; C. B. 


Teft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. W. O. R. Hannan, Pres.; 
J. Meaders, Secy.-Treas. 

Los Angeles Transportation Club. J. HK. Light, Pres.; 
A. T. Smith, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Emma A. Kentz, Pres.; 
Myrtle Cranch, Secy.-Treas. 

Louisville Transportation Club. W. H. Cloud, Pres.; W. T. 
Vandenburg, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 
i Memphis Traffic Club. Jack Harris, Pres.; H. H. Schutt, 

ecy. 

Milwaukee Traffic Club. J. E. Kraseman, Pres.; 

Manske, Secy. and Treas. 


Minneapolis Traffic Club. C. T. Vandenover, Pres.; F. S. 
Pool, Secy. 


S. L. Foote, Pres.; R. H. 


Ervin 
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at the crossing 


‘Pee by railroad is only a 
third as hazardous as it was 
thirteen years ago. The number of 
Se, fatalities was reduced 
rom 441 in 1913 to 175 in 1925. 
Railway e ms greene likewise, is 
only a third as hazardous as thir- 
teen years ago. The number of em- 
ployee fatalities was reduced from 
3,715 in 1913 to 1,523 in 1925. 


The New York Central Lines were 
among the pioneers in the promo- 
tion of organized safety work in the 
United States. Carrying 10 per cent 
of the passengers and having nearly 
10 per cent of the total number of 
railroad employees, this transporta- 
tion system has contributed sub- 

stantially to this remarkable safety 


achievement, which was largely the 
result of a cooperative spirit ob- 
taining between employer and 
employee. 


Crossing accidents present a new 
problem. Last year 22 per cent of 
these accidents were due to auto- 
mobiles running into the side of 
trains. A large majority occurred in 
daylight where the approaching 
train could be seen, and at crossings 
in the locality where the driver 
resided. 


Full cooperation on the part of 
motorists will reduce crossing ac- 
cidents to a small number. Ap- 
proach crossings prepared to stop 
and know that the way is clear be- 
fore attempting to cross. 


Cross Crossings Cautiously and Live. 





York Central Lines 


Boston & Albany 
Pittsburgh pry Lake Erlee New York Central 


-Michigan Central—Big Four 
and Subsidiary Lines 
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Minneapolis Junior Traffic Club. C. E. Belanger, 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. 

Montreal, Can., Traffic Club of; J. K. Smith, Pres.; F. T. 
Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic. Club. W. A. Miller, Pres.; 
Secy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. J. M. Cousins, Pres.; W. G. 
Yung, Secy. 
bs New York Traffic Club. W. S. Cowie, Pres.; C. A. Swope, 

ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. L. B. Dunn, Pres.; 
Friedlander, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. B. C. Prince, 
Pres.; W. C. Scott, Secy. 

Oklahoma City Traffic Club. W. A. Springall, Pres.; H. B. 
Krarup, Secy.-Treas. 

Omaha Traftic Club. B. J. DeGroodt, Pres.; M. V. C. McCor- 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt. Pres.: P. W. Reed, Secy. 

Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. James Potter, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 


Pittsburgh Traffic Club. W. F. Morris, Jr., Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. L. Geyer, Pres.; E. J. Siemon, Secy. 


Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; F. W. Dunkel, Secy. 


Portland (Ore.) Industrial Traffic Club. W. F. Holtbuer, 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
o® Commerce. J. H. Hanley, Chairman; BE. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Leigh, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
ef Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. W. A. Bow, Pres.; D. Mac- 
Donald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. Herman Mueller, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. G. H. Doyle, Pres.; Chas. 
Wynne, Secy.-Treas. 

San Francisco Transportation Club. Frank G. Cole, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. 
Pres.; D. A. McPherson, Secy. 

San Francisco Women’s Traffic Club. Marie V. Furst, Pres.; 
A. M. Dinneen, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. R. B. Young, Pres.; W. R. Alexander, 
Secy.-Treas. 

Seattle Transportation Club. R. C. Johnston, Pres.; C. N. 
Compton, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. H. Macbeths, Pres.; D. R. 
McWilliams, Secy. 

Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. Grant Clapperton, Pres.; 
G. W. Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. E. F. Smallwood, Pres.; 
B, A. Hapgood, Secy.-Treas. 
. Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 


Pres.; 


R. W. Tims, 
G. O. Sheldon, Pres.; 


5. P. 


Frederic Morgan, 
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Syracuse Traffic Club. 
Secy. 
Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 

Toledo Transportation Club. C. W. Dennison, Pres.; W, j 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. 5, 
Mace, Secy. ; 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. 
E. C. Kitching, Secy. 

Tusccarawas County (Ohio) Traffic Club. 
Pres.; A. T. Fisher, Secy. 

Twin City ‘Trailic Cluy (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.: G. E. Riley. Secy. 

Utica (N. Y.) Traffic Club. B. J. Scholl, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 

Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich. 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. ¢. 
Williams. Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.: 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. C. M. Morrison, Pres.; K. C. Park- 
hurst, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres.; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. 
P. B. Wait, Secy.-Treas. 


C. A. Thornton, Pres.; F. M. Varah, 


L. W. Land, Pres, 


F. H. Tierney, 


B. N. 
C. P. Fairbanks, Pres.; 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Associa- 
tion for the week ended July 17 cover operations of 389 of the 
larger softwood, and 152 of the chief hardwood mills of the 
country. The 372 comparably reporting softwood mills show 
inereases in production, shipments and new business, when com- 
pared with reports from 377 mills the previous week. Despite 
the fact that fifteen more mills reported for the same period a 
year ago, there were increases in all three factors this year. 
The 152 hardwood operations show substantial increases in all 
three items when compared with reports from 142 mills the 
week before. 

The following table compares the national softwood lum- 
ber movement, as reflected by the reporting mills of eight 
regional associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
Pere 372 387 377 
PUOBUOTION © 6b esetewe'’ 261,022,643 224,731,578 213,231,641 
SIDIMONED . 600 cecvwecs 266,145,785 211,718,743 205,160,030 
Orders (New Bus.).. 265,056,166 237,024,963 220,494,796 


The following revised figures compare the softwood lumber — 
movement of the same eight regional associations for the first 
twenty-eight weeks of 1926 with the same period of 1925. 


Production Shipment Orders 
BUR: Ss v-ne.o.0 00 65 Oe OES 7,213,647,063 7,412,495,814 7,385,941,613 
Er rer ere 7,052,829,649 7,089,671,958 6,902, 221,998 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
July 1-7, inclusive, was 239,167 as compared with 254,807 in the 
preceding period, while the average daily shortage was 25 cars, 
according to the car service division of the American Railway 
Association. The surplus was made up as follows: 


Box 104,688; ventilated box, 2,723; automobile and furniture cars, 
16,085; total box, 123,496; flat, 4,054; gondola, 41,249; hopper, 31,016; 
total coal cars, 72,265; coke, 1,909; double deck stock cars, 3,311; 
single deck stock cars, 18,376; refrigerator cars, 14,107; tanks, 428; 
and miscellaneous, 1,221. 


The shortage was made up of 6 gondolas and 19 hopper 
cars. 
Canadian roads reported a surplus of 24,712 cars, made up 


of 22,000 box cars, 80 flat cars, 925 refrigerators and 307 mis- 
cellaneous cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical 


nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 


blems. We do not desire to take the place of traffic man but to 
Ip him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may a to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Damages—Measure Of 


South Carolina.—Question: A shipment of chairs is re- 
ceived in damaged condition and is refused by the consignee. 
The consignee files claim on basis of a certain percentage above 
the invoice price which they state would be a minmum sell- 
ing price for the shipment in question. 


Are they entitled to recover from the carrier on the above 
basis, or must the measure of damage be based on the invoice 
price? It is my understanding that the market price, or fixed 
price at destination, is the basis on which a claim for loss 
should be based. However, in the above case there is no fixed 
selling price, except that as arrived at by the consignee in the 
manner stated above. 


Advice, together with court or Commission rulings which 
may have a bearing on this question, will be appreciated. 


Answer: Where there is an established market value, as 
in the case of grain or live stock consigned to a point which is 
a market for these commodities, the securing of a settlement 
of a claim on that basis is not, or at least should not be, a dif- 
ficult matter. The trouble is, though, that for many com- 
modities there is no established market value. The carrier 
therefore endeavors to make a settlement on the basis of the 
invoice value. If the shipper is willing to go to the trouble 
and expense of filing suit against the carrier, and can show 
that there was an ‘established market value at destination at 
the, time the goods arrived or should have arrived in the usual 
course of transportation, that is, that goods of like quality and 
quantity had been bought and sold at that place during the 
season in sufficient quantity and often enough to show a mar- 
ket value, or that the fair and reasonable value exceeded the 
invoice price plus freight charges, he will not be held to the 
latter figure as the amount of his recovery. It is for this rea- 
son that many shippers are willing to accept a settlement on 
the basis of the invoice price plus the freight charges. For, 
while it may not fully compensate the shipper for his failure 
to get the goods or for his loss resulting from their receipt in 
a damaged condition, the acceptance of a settlement on this 
basis does, in many instances, eliminate trouble and possible 
expense in securing a settlement of a claim on the basis of the 
legal liabjlity of the carrier. 


On page 602 of the September 12, 1925 Traffic World, in 
our answer to “Nebraska,” under the caption “Damages, Meas- 
ure of,” we cited a number of the more recent decisions of 
the courts in which the matter of the destination value was 
dealt with. In addition to the cases cited therein see the 
following cases: L. Blustein & Co. vs. American Railway Ex- 
press Co., 123 S. E. 566; Middleton & Co. vs. Atlantic Coast 
Line R. Co., 130 S. BE. 552; St. L.-S. F. Ry. Co. vs. A. B. Jones 
& Co., 260 S. W. 34; Eastern Coal & Export Corp. vs. N. & W. 
R. Co., 113 S. E. 857; Smith vs. N. Y. O. & W., 196 N. Y. S. 521; 
Crail vs. Illinois Cent. R. Co., 2 Fed. (2d) 857; Mitsu Shoji Kar- 
sha, Ltd., vs. Davis, 291 Fed. 682; Liberty Sales Co. vs. Davis, 
198 N. Y. S. 253; S. S. Palmer Co. vs. Illinois Cent. R. Co., 204 


N. W. 567, and Y. & M. V. R. Co. vs. Delta Grocery & Cotton 
Co., 98 So. 777. ‘ 


One of the above cases, namely, Crail vs. Illinois Cent., was 
appealed to the United States Circuit Court of Appeals for the 
8th Circuit, and you will find on page 1534 of the June 5, 1926, 
Traffic World, under the caption “Measure of Damage Rule,” 
a statement of the decision of the Court of Appeals. 


As you will observe from the cases we have cited and 
commented on in the answer on page 602 of the September 
12, 1925, Traffic World, there is little uniformity in the decisions 
of the courts on the question of what constitutes the destination 
value of a shipment, or rather, what amount a shipper is en- 
titled to in the event of the loss of or damage to his shipment. 
Necessarily, the decisions of the courts which would govern 
an action in a particular instance will determine the liabality 


of the carrier to a great extent in securing a voluntary settle- 
ment of a claim. 









Tariff Interpretation—Application of Rules 12 and 20 of Claggj. 
fication 

Missouri.—Question: During the course of a year oy 
company receives several shipments of empty candy pails 
(wooden). In preparing these for shipment the pails are negteg 
and the wood pail covers are tied in bundles of twelve ang 
twenty-four. The Consolidated Freight Classification No, 4 
provides second class ratings for the pails nested and third 
class for the pail covers. 

For a long time carrier made charge on this basis. Hoy. 
ever, carrier recently has decided that the pail covers are re 
quired to complete the pail and according to Rule 20 of the 
Classification they assess the second class sate on both pails 
and covers and decline out claim for overcharges in excess of 
third class rate on covers. 

We have since referred the carrier to rule 12 of the Claggj. 
fication, section 2 of which reads as follows: 


_Single less than carload shipments of two or more classes of 
freight, when each class is in a separate package, will be charged 


at the actual or authorized estimated weight, and at the rating 
applicable to each class, 


The pails and covers are in separate packages and the 
weights of each are shown distinctly on the bills of lading 
but the carrier still declines the claim, maintaining that rule 
20 covers the question and that rule 12 will not apply. 

In your opinion, is rule 12 applicable in this instance and 
if so, what official should we take the matter up with further. 
So far we have handled this matter only with the local agent of 
the carrier in question. 

Answer:. In our opinion, the provisions of Rule 20 of the 
Consolidated Classification and not the provisions of Section 
2 of Rule 12 thereof, quoted above, are applicable to your ship- 
ments. Rule 20 of the Classification reads as follows: 


Parts or pieces, constituting a complete article, received 
as one shipment, on one bill of lading, will be charged at the 
rating provided for the complete article. 


While under Rule 12 an L. C. L. shipment consisting of two 
or more classes of freight, when each class is in a separate 
package, may be shipped on one bill of lading at the rating 
applicable to each class, the provisions of this section of Rule 
12 have no application where two or more classes of freight 
constituting a complete article are delivered to the carrier as 
one shipment on one bill of lading, the provisions of Rule 20 
governing in that event. For a construction of this rule by the 
Commission, see the opinions in Harris Bros. Co. vs. Director 
General, 60 I. C. C. 428; McNeel Marble Co. vs. A. & R. R. R. 
Co., 49 I. C. C. 125, Wm. Myer Co. vs. A. T. & S. F., 41 I. C. C. 
380, and I. & S. Docket 76, 25 I. C. C. 442 (487). 

In I. & S. Docket 76, 25 I. C. C. 442, on page 487 the Com- 
mission said, in speaking of Rule 15 of the Western Classifi- 
cation, which is now Rule 20 of the Consolidated Classification: 


If the new rule is construed to mean that one shipment is 
offered under one bill of lading, we do not think that valid ob- 
jections can be made to it. If, however, it is construed so as to 
deny to a shipper the right of shipping, for instance, iron bars 
which happen to be a part of some machine as iron bars under 
a separate bill of lading, we think that such an interpretation 
would be unwarranted and unjustly discriminatory. If a _ ship- 
per is willing to go to the trouble of separating a “completed 
article’ into its constituent parts and meet the established ship- 
ping requirements with reference to each part, we see no rea- 
son why he should not do so and we do not think that he can 
lawfully be prevented from exercising his choice in that direc- 
tion. On the other hand, if all the pieces constituting a com- 
pleted article are offered as one shipment, under one bill of 
lading, the reight charge should be calculated upon a rating 
for the completed article. 


It will be observed from the above that while it is pos- 
sible to secure the application of the separate ratings to the 
parts constituting a complete article it is necessary that sepa- 
rate bills of lading be used. If the separate parts of a com- 
plete article are shipped on one bill of lading as one shipment 
the rate applicable to the complete article must be charged 
in accordance with the provisions of Rule 20. 

Damages—Measure of—Retail vs. Wholesale Market Value 
lowa.—Question: We have before us the Traffic World of 
May 8th, page 1296. This page deals with Questions and An- 
swers. : 

In reference to the second paragraph of your answer to 
Question No. 1, which reads as follows: “The value at des- 
tination to be used as a basis for arriving at the amount of 
damage is the market value, provided there is a market for 
the goods in question.” 

This statement is not quite clear in our minds. By this 
do you mean that the value at destination is the market value 
of the car as a whole, or the market value of the damaged por- 
tion, had it arrived in a good salable condition. For instance, 
if we have a car of grape fruit coming to Sioux City, and there 
are 25 boxes that have been broken open and the contents 
have been scattered over the car floor, and are bruised and 
damaged. The good boxes of grape fruit from the car sell 
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for $5.00 per box to our trade. Therefore would the value of 
these damaged grape fruit be the $5.00 per box, less any sal- 
vage which may be realized? 

If, for instance, the above car of grape fruit had arrived at 
Sioux City, all boxes in good condition, with the exception of 
two or three boxes near the bunkers, and the contents of these 
two or three boxes had been pilfered, would the market value 
as stated above prevail on this kind of a loss? 

Answer: In our answer to “Nebraska,” on page 602 of 
the September 10, 1925, Traffic World, we cited and discussed 
a number of decisions dealing with the measure of recovery 
for loss of or damage to goods while in the course of trans- 
portation by a carrier. Certain of these cases deal with the 
question you raise, namely the amount which a wholesaler may 
recover where a portion of a carload shipment is lost or dam- 
aged, or, where a portion of a less-than-carload shipment is lost 
or damaged. We refer, in particular, to Brown Coal Co. vs. Ill. 
Cent. R. R., 192 N. W. 920; Heidritter Lumber Co. vs. C. R. R. 
of N. J., 122 Atl. 691, and Y. & M. V. R. R. Co. vs. Delta Grocery 
& Cotton Co., 96 Sou. 777. See, also, the two cases quoted 
from on page 1534 of the June 5th, 1926, Traffic World and 
page 1586 of the June 12, 1926, Traffic World, under the cap- 
tions “Measure of Damage Rule,” and “Measure of Damages 
Case,” respectively. 

As you will observe there is, as yet, little uniformity in the 
decisions of the courts on the question of what constitutes the 
destination value of a shipment, or rather, what value shall 
determine the amount which a consignee may recover in the 

- event of loss of or damage to his shipment. 

The Crail case, which is the subject of the article on page 
1534 of the June 5th, 1926, Traffic World, under the caption 
“Measure of Damage Rule,” is a reveersal of the decision of the 
District Court in this case, reported in 2 Fed. (2d) at page 287. 

In the event of an appeal to the Supreme Court of the 
United States in this case and a decision by the court there 
will probably be a definite settlement of this question. 

Until such time as the Supreme Court does determine the 
question there will, in all probability, be conflicting decisions, 
for the state courts are apparently not bound to follow the de- 
cisions of the several federal courts, nor, of course, is the 


federal court in one district bound to follow the decision of the 
court in another district. 


Tariff Interpretation—Classification Exception Rating Not Spe- 
cific Commodity Rate 


Michigan.—Question: We observe with interest on page 50 
of The Traffic World of July 3, 1926, the subject “Tariff Inter- 
pretation—Classification Exception vs. Commodity Rate.” Un- 
der circumstances similar we have. contended, namely—the con- 
fliction of two lawful rates and the lower rate having the con- 
fliction of rates named in separate tariffs, the rate first 
established is the legal rate and its premise is the principle 
that lawfully established rates remain in effect until specifically 
canceled. 

We do not agree with your answer to the question from 
“Kansas,” and attach herewith copy of our letter to the Commis- 
sion, which cites a number of rulings by the Commission that 
the rates contended are commodity rates and not class rates.. 

Angwer: While, in several of the cases cited by you in your 
letter, the Commission states that a commodity rate is in effect: 
an exception to the classification ratings, none of these cases; 
which are cited below, specifically deal with the question of 
whether a rating carried in a classification exception sheet is a 
commodity rate: Indianapolis Freight Bureau vs. Big Four: 
Railroad, 15 I. C. C. 367; Goerrs Cooperage Company vs. C. M.. 
& St. P. R. R., 21 1. C. C. 5 (6); Railway Commission of Nevada 
vs. Southern Pacific R. R., 21 I. C. C. 329 (332); State of Iowa 
vs. Santa Fe Railroad, 28 I. C. C. 47 (63); Des Moines Com- 
modity Rates, 34 I. C. C. 281 (284); Rock Spring Distilling 
Co. vs. Illinois Central Railroad Company, 29 I. C. C. 18 (26); 
New Orleans Vegetable Growers’, Merchants’ & Shippers’ Asso~ 
ciation vs. Illinois Central Railroad, 34 I. C. C. 32 (34); Rath 
Packing Co. vs. Director-General, 59 I. C. C. 427 (428); Public 
Utilities Commission of the State of Colorado vs. Santa Fe 


R. R., 52 I. C. C. 489 (448), citing Decker & Sons vs. Chicago,, 
Milwaukee & St. Paul Ry., 30 I. C C. 547 (551). 


Your argument, apparently, is based upon the premise that, 
if a commodity rate is an exception to the classification ratimg, 
a classification exception rating is a commodity rate. 

The Commission, however, seems to have specifically re- 
jected this line of reasoning, at least to the extent that the 
exception to the classification requires reference to the tariff 
naming class rates in Elaborated Ready Roofing Co. vs. C. & E. 
Ry. Co., 109 I..C. C, 401. In this case the Commissiom said: 

“Defendant asserts, in substance, that the publicatiom of the 
rate charged as an exception to the classification removed it. 
from the classification and fixed a specific rate, and that, there- 
fore, the intermediate rule was inapplicable. This contentiom 
is not sustained. The exception to the classification required 
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reference to the tariff naming class rates, and cannot be cp. 
sidered as a specific commodity rate. Boldt Paper Mills ys». 
Director-General, 62 I. C. C. 471.” 


Notice of Arrival—Condition Precedent to Change in Status of 
Carrier from Common Carrier to Warehouseman 


Michigan.—Question: We would be pleased to have yoy 
opinion relative to a shipment made to Eau Gallie, Fla., May 
5, 1926, which was destroyed by fire on account of freight ware. 
house burning, and in connection with which consignee did not 
actually receive notice of arrival until after the fire. The con. 
signee immediately entered claim and we are in receipt of reply 
from general freight agent of the railroad stating that, according 
to conditions of bill of lading, that carrier is in no way liable 
for loss by fire. 

This, of course, we do not swallow, and have taken this 
matter up with agent to deal further. We would appreciate your 
opinion as to whether or not the railroad company should pay 
us for this loss. 

Answer: In its report in docket 4844, In the Matter of Bills 
of Lading, 52 I. C. C. 671, on pages 695 to 702, inclusive, there 
is a discussion by the Commission of this question, followed 
by a finding by the Commission in which the Commission pre 
scribes a provision for incorporation in the uniform bill of 
lading contract terms and conditions. - 

While the Commission’s order in the above referred to case 
was enjoined, see page 359 of the Commission’s report in Do- 
mestic Bill of Lading and Live Stock Contract, 64 I. C. C. 357, 
substantially the same provision was included in the uniform 
bill of lading prescribed for use by the carriers in its report 
in the case last referred to and which constitutes the part of 
paragraph (b) of section 1 of the Uniform Bill-of Lading Con- 
tract Terms and Conditions, reading as follows: 


The carrier’s liability shall be that of warehouseman only, 
for loss, damage, or delay caused by fire occurring after the 
expiration of the free time allowed by tariffs lawfully on file 
(such free time to be computed as therein provided) after notice 
of arrival of the property at destination or at the port of export 
(if intended for export) has been duly sent or given, and after 
placement of the property for delivery at destination, or tender 


of delivery of the property to the party entitled to receive it 
has been made. 


As will be observed, the carrier under this provision of the 
bill of lading contract terms and conditions is required to give 
notice of arrival. This notice, as the discussion on pages 695 
to 702 of the report in Docket 4844, In the Matter of Bills of 
Lading, 52 I. C. C. 671 shows, is required under the decisions 
of the courts, except under what are termed the Massachusetts 
and New Hampshire rules. 

There seems to be but little doubt that a condition pre- 
cedent to the change in the status of the carrier from that of 
common carrier of goods to that of a warehouseman after 
the expiration of the free time is the sending or giving of 
notice of arrival by the carrier to the consignee. 

Tariff Interpretation—Combination Rates 

New York.—Question: In connection with the June 19th 
issue of the Traffic World, I notice that on page 1682 in answer 
to a question by “Massachusetts” you state that a three-ply 
combination is the applicable rate when lower than a two-ply 
combination. e 

The earlier decisions of the Commission, which you cited 
in your answer were based on a literal reading of Rule 5 (c) 
of Tariff Circular 18-A. The same principle was applied in the 
original report in Burns & Knapp v. Big S & K R, Director 
General et al., 62 I. C. C. 345, but in a supplemental report in 
74 I. C. C. 111, the Commission gave sole consideration to this 
question and found that the two factor combinations there in 
issue were legally applicable but unreasonable to the extent 
they exceeded the three factor combinations. 


Answer: In its supplemental report in Burns & Knapp VS. 
B. S. & K. R. Ry. Co. 74 I. C. C. 111, the Commission does hold 
that a two factor combination composed of the local rate from 
point of origin to the junction point with the trunk line carrier 
plus the rate of that carrier to destination is the applicable 
rate instead of a three factor combination composed of the 
rate from point of origin to a point intermediate between origin 
and the junction point with the trunk line, the rate from the 
intermediate point to the junction point and the rate of the 
trunk line beyond the junction point, as the Commission held 
in this ‘original report, 62 I. C. C. 345. — 


Limitations—Revival of Action by Carrier Instituting Suit for 
Undercharge 


Indiana.—Question: The Commission December 3, 1918, 
ruled that cause of action in the matter of collection of under- 
charges and claims in reparation therefor does not accrue until 
final payment. We are given to understand that the 1920 Act 
abrogates same and makes the cause as of date of delivery 
or tender. If a carrier neglects to present due-bill for collection 
until a time period prior to the running of the statute, giving 
us insufficient time to file informal complaint for reparation, 
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what protection have we other than refusing payment and forc- 
ing carrier to sue. 
Please quote line-up of rulings and law to straighten us out. 


Answet We presume you have reference to the Com- 
mission’s ruling of December 3, 1918, reading as follows: 


In the light of the ruling of the Supreme Court of the United 
States in Louisville Cement Co. vs. Interstate Commerce Com- 
mission, 246 U. S. 638, decided April 29, 1918: Held, That the 
cause of action to recover reparation does not accrue until the 
final payment of all or any part of the legal charges has been 
made to the carrier. - 


However, the decision of the Supreme Court in the Louis- 
ville Cement Company case above cited, has been rendered 
inapplicable by the following provisions of paragraph 3 of 
Section 16 of the Interstate Commerce Act, namely subdivisions 
(b), (ce), (d) and (e): 


(b) All complaints against carrier subject to this Act for 
the recovery of damages not based on overcharges shall be filed 
with the commission within two years from the time the cause 
of action accrues, and not after, subject to subdivision (d). 

(c) For recovery of overcharges action at law shall be be- 
gun or complaint filed with the commission against carriers 
subject to this Act within three years from the time the cause 
of action accrues, and not after, subject to subdivision (d), ex- 
cept that if claim for the overcharge has been presented in 
writing to the carrier within the three-year period of limitation 
said period shall be extended to include six months from the 
time notice in writing is given by the carrier to the claimant of 
disallowance of the claim, or any part or parts thereof, specified 
in the notice. 

(d) If on or before expiration of the two-year period of 
limitation in subdivision (b) or of the three-year period of 
limitation in subdivision (c) a carrier subject to this Act begins 
action under subdivision (a) for recovery of charges in respect 
of the same transportation service, or, without beginning action, 
collects charges in respect of that service, said period of limi- 
tation shall be extended to include ninety days from the time 
such action is begun or such charges are collected by the carrier. 

(e) The cause of action in respect of a shipment of property 
shall, for the purposes of this section, be deemed to accrue upon 
delivery or tender of delivery thereof by thecarrier, and not after. 


As you will observe, under subdivision (d) of paragraph 
3, of section 16 of the Act above quoted, a period of 90 days 
from the time an action is begun or charges are collected by 
a carrier is provided for within which a complaint may be 
filed with the Commission. 
graph 3 of section 16 of the act, a shipper has 90 days within 
which to bring a complaint before the Commission, whether 
an action be begun by the carrier for the recovery of its charges 
or the carrier collects charges in respect to that service at 
a time less than 90 days prior to the expiration of the two- 
year period of limitation provided for in subdivision (b) or 
the three-year period of limitation provided for in subdivision 
(c) of paragraph 3 of section 16 of the act, or subsequent to 
the expiration of the period of limitation and within the period 
of limitation within which a carrier may bring an action for 
the recovery of its charges or any part thereof, which under 
subdivision (a) of paragraph 3 of section 16 is three years 
from the date of delivery or tender of delivery of the ship- 
ment. In this connection, see Texas Co. vs. A. T. & S. F., 93 
I. C. C. 691, and Latham-Bradshaw Cotton Co. vs. Blue Ridge 
Ry. Co., 109 I. C. C. 593. , 
Damages from Delay Due to Violation of Interstate Commerce 
. Act 

California.—Question: This company ships carloads of 
grapes from California to Eastern points. During the season 
of 1925 we had a car moving to Jersey City upon which rout- 
ing was erroneous. Instead of being routed W. P.-D. & R. G. W.- 
Mo. Pac.-C. & A.-Erie the B. & A. was substituted for C. & A.,, 
making an impossible routing. Carrier sent the car through, 
taking the B. & O. at East St. Louis and delivering to the 
Erie at Dayton. Via the routing as originally given an eleven- 
day schedule for California perishables prevails to New York. 
Via the route actually traveled by this car the time is thirteen 
days. 

Our claim for loss on this car account declining market 
was rejected by the carriers on the ground that our routing 
was incorrect, and that delay was chargeable to us. We con- 
tend that as the B. & A. makes an impossible routing, and the 
B. & O. from East St. Louis to Dayton, one over which regular 
fruit schedules did not prevail during the season of 1925, that 
the carriers should have forwarded this car from the Missouri 
Pacific to the Erie via the fastest and most direct route. The 
blanket rate applies via any routes used and consequently the 
only important point is responsibility for the délay via the 
route used. 

Information as to responsibility for this delay would be 
appreciated. 

Answer: In Danzer & Co. vs. G. & S. I. Ry. Co., 69 I. C. C. 
59, the Commission held that it had jurisdiction to award dam- 
ages resulting from delay due to a violation of the interstate 
commerce act, i. e., the misrouting of a shipment by a carrier. 

If, in the instant case, the routing instructions given in 
the bill of lading were legible, it is our opinion that the carrier 
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was not justified in forwarding the shipment via the B. & 
instead of making inquiry of the shipper as to the carrier 
tended by the term “B. & A.” routing of the shipment via 
that line being impossible. 

It is possible that correction of the routing by the Missgowy 
Pac:fic would have required the additional time the Shipmen} 
was in transit but it would seem proper to charge the em 
to the initial carrier in that it accepted routing instructioy 
impossible of execution. See in this connection, Manson-Camp 
bell Co. vs. Grand Trunk Ry. Co., Unreported Opinion No, 197) 
and Robinson-Clay Products Co. vs. A.C. & Y., 401. 6. ¢ IM, 

Sale of Goods for Freight Charges ; 

Canada.—Question: A fruit and vegetable shipping firm 
has complained that in more than one case a shipment wort) 
considerable money was apparently refused by the CONSignee 
and sold by the railway’s agent for practically nothing, when 
in the shipper’s opinion there was little fault in the g00ds, and 
a suspicion is attached that the goods found their way into the 
hands of the original consignee. It is stated that the railway 
takes the stand that they are not obliged to notify the ship 
pers, and felt that in these circumstances the shippers are 
unprotected. 

I find numerous U. S. A. civil court references touching 
on this matter, but none for Canada, and neither the Inter. 
state Commerce Commission or the C. R. C. appears to haye 
had occasion to write an opinion in the matter. What can yoy 
offer, please, touching on: 


(a) The obligation of the carrier to notify the shi or b 
disposing of refused or unclaimed perishables, and, poet ae 


(b) The privilege of the refusing consignee to be a customer 
for the same goods. 


As to (a), I think it is only reasonable to expect that the 
size and value of the shipment should be considered by the 
agent in deciding whether or not to seek the shipper’s con 
sent to sale to best advantage; one shipment would merit tele. 
graphed or telephoned advice to the shipper, while in another 
case the expense would be out of proportion to the amount 
involved. 

As to (b), it runs in my memory that I have seen a ruling, 
perhaps an individual line instruction to agents, that the con 
signee shall not have the privilege of buying in at a bargain 
what he has refused to accept in the ordinary way. Whatever 
citations and opinions you can offer will be appreciated. 


Answer: Paragraphs (c) and (d) of sectton 4 of the Uni- 


form Bill of Lading contract Terms and Conditions, read as 
follows: 


(c) Where perishable property which has been transported 
hereunder to destination is refused by consignee or party en- 
titled to receive it, or said consignee or party entitled to receive 
it shall fail to receive it promptly, the carrier may, in its dis- 
cretion, to prevent deterioration, or further deterioration, sell 
the same to the best advantage at private or public sale; Pro- 
vided, That if time serves for notification to the consignor or 
owner of the refusal of the property or the failure to receive it 
and request for disposition of the property, such_ notification 
shall be given, in such manner as the exercise of due diligence 
requires, before the property is sold. 


(d) Where the procedure provided for in the two paragraphs 
last preceeding is not possible, it is agreed that nothing con- 
tained in said paragraphs shall be construed to abridge the right 
of the carrier at its option to sell the property under such cir- 
cumstances and in such manner as may be authorized by law. 


A bailment of goods to a carrier confers no power of sale. 
The contract relates to their transportation; and the carrier 
has no implied right to sell them under ordinary circumstances. 
And statutes which authorize a carrier to store unclaimed 
freight do not authorize the sale of unclaimed freight. Never- 
theless, in a number of decisions, some of which are based 
on special statutory provisions, it is held that a carrier may 
sell perishable goods where such sale becomes necessary t0 
prevent loss to the shipper or to the owner. And this principle 
has been applied frequently in cases where the consignee re 
fused to accept the goods. Nevertheless, it has been held that, 
in the absence of a statute otherwise providing, it is the duty 
of the carrier to notify the shipper before selling the goods, 
when this is practicable, and the sale should be made after 
such notice of the sale as will reasonably assure that the 
goods to be sold will bring their reasonable market value. 
Ordinarily a sale without such notice to the shipper will com 
stitute a conversion rendering the carrier liable for the value 
of the goods as in other cases of conversion. Missouri, etc. R. 
Co. vs. Cox (Tex.), 144 S. W. 1196; Chicago, etc., R. Co. V8 
Cleaver (Tex.), 106 S. W. 720; Carter vs. International, etc., R 
Co. (Tex.), 93 S. W. 681; Dudley vs. Chicago, etc., R. Co. (W. 
Va.), 53 S. E. 718; Sauer vs. Lehigh Valley R. Co., 150 N. Y. 
977; see also Transportation Co. vs. Branch, 282 Fed. 494. 

The above is a statement of the law relating to the sale 
by a carrier of refused or unclaimed goods, under statutory 
provisions. The provisions of paragraphs (b) and (c) of se 
tion 4 of the Uniform Bill of Lading Terms and Conditions, 
prescribed by the Interstate Commerce Commission in its tT 
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port in Docket No. 4844, Domestic Bill of Lading and Live 
Stock Contract, 64 I. C. C. 357, are apparently intended to 
supersede the statutory provisions of the several states where, 
as stated in paragraph (d) a compliance therewith is possible. 

As will be noted from a review of the cases cited above, 
the failure of the carrier to strictly comply with statutory 
provisions governing the sale of freight for freight charges, 
where compliance therewith is possible renders the carrier 
liable in conversion for the value of the goods. 

While we locate no decisions of the courts relating to the 
carrier’s liability under the provisions of the Uniform Bill 
of Lading quoted above, we see no reason why the same liability 
should not be imposed upon the carrier thereunder. 

The above has relation to your question lettered (a). 

With respect to your questions lettered (b), our views are 
as follows: There is no regulation of the Interstate Commerce 
Commission of which we are aware, which provides that a 
carrier may not sell goods to the original consignee. Individual 
carriers may have such regulations, however. 

While the sale of goods refused or unclaimed to the original 
consignee may be the result of collusion between the carrier’s 
agent and the consignee, or design on the part of the consignee 
to secure the goods at a small proportion of their real value 
and therefore is, perhaps, not a proper practice, there might 
well be collusion between the carrier’s agent and any buyer 
of the goods, and inasmuch as the sale of the goods is under 
the control of the carrier and it determines whether the price 
offered is sufficient, there is not any considerable chance, ap- 
parently, for the consignee to obtain the goods by unfair means 
at a fraction of their value. 

Furthermore, the fact that the goods were bought by the 
consignee after having been refused by him, would, no doubt, 
be of some weight were suit brought for breach of contract 
of sale, which, of course, is the only recourse of the consignor 
where goods are refused under circumstances which gives the 
consignor reason to believe that the goods were refused for 
some reason other than a breach of warranty or condition on 
the part of the seller. : 

Freight Charges—Liability for 

Georgia.—Question: Will you please give us your opinion 
in the following case? 

Mill shipped a car of lumber from Cordele, Ga., to John 
Doe, Philadelphia, Pa. John Doe concelled the order on mill 
soon after the car moved from Cordele. The mill called us 
on phone and advised that they had no other order on which 
to apply the car and asked us to handle the car for them on 
commission basis. We advised the mill we would try to handle 
the car, but to have the car stopped at Norfolk, Va. The mill 
not understanding the tariff, diverted the car to Norfolk in- 
stead of having it stopped there, the mill taking out an exchange 
bill of lading naming themselves as shipper and ourselves as 
consignee at Norfolk. After the car arrived at Norfolk we 
diverted it to Bennings, D. C., on joint rates. The agent at 
Bennings, D. C., failed to collect any freight charges from the 
consignee, as the shipment was originally billed from ship 
ping point prepaid $150.00, which was the correct freight to 
the original billed destination. The delivering carrier’s auditor 


issued ‘correction increasing the freight $125.00 and has pre- 
sented the bill to us for collection. 


After the car was settled for by our customer we settled 
with the mill for the car on commission basis, not taking into 
consideration any freight as no freight had been paid at des- 
tination, and the shipment being originally prepaid lead us to 
believe all freight had been paid by the mill. The railroad 
undercharge bill had not been presented us at the time we 
made settlement with our mill. We were not named shipper 
on the movement to Norfolk, and in reconsigning at Norfolk 
we did not change the name of the shipper, and we were not 
named consignee in the final reconsignment. 

Who is liable for the undercharge, the mill, the final con- 
signee or ourselves? 

Answer: In our answer to “Minnesota,” on page 1010 of 
the April 10, 1926, Traffic World, we discussed the question of 
the liability of the consignor and consignee of a shipment for 
freight charges thereon, and also the liability of the party who 
reconsigns the shipment. 

In the instant case the mill, as shipper, is liable for the 
extra charges which resulted from the reconsignment of the 
car to Norfolk, in the event that extra charges accrued by 
reason of the reconsignment of the car to that point, and in 
all probability would be held liable for the extra charges which 
resulted from the second reconsignment of the car as an un- 
disclosed principal. See Barnard vs. Sheeler, 24 Me. 412; Grand- 
vs. Wood, 21 N. J. L. 292, 47 Amer. Dec. 162; Ogden vs. Cod- 
dington, 2 Ed. Smith, N. Y. 217; Chicago, etc., R. Co. vs. Floyd, 
161 S. W. 964; Pa. R. Co. vs. Whitney & Kammerer, 73 Pa. 
Super. Ct. 588, in which case it was held that in an action 
to recover demurrage charges on an interstate commerce ship- 
ment, where the statement sets forth that plaintiff received for 
shipment certain cars of coal from consignor, which consignee 
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refused to accept, the consignor is liable for the demurrag 
charges, and an affidavit of defense is insufficient which admits 
that the cars were shipped at the order of defendants ang 
does not specifically deny they were the shippers of the Coal: 
that the fact that the coal was shipped by another company 
at the order of the defendants, did not constitute defense, i, 
that the affidavit admitted that the defendants had ordered ‘the 
coal company to make the shipment, which would confer upon 
that company authority to name the defendants as consignors: 


. that even if the coal company had made the shipment in its 


own name, it was the agent of the defendants, and the latter 
were undisclosed consignors, and consequently liable for the 


demurrage which accrued when the consignee refused to accept 
shipment, 


Also see C. M. & St. P. vs. Greenberg, 166 N. W. 273. 

With respect to‘the liability of the final consignee for the 
extra charges, it seems apparent that this consignee may be 
held liable for the extra charges by reason of his acceptance 
of the shipment, assuming that he had knowledge of the fact 
that the shipment was reconsigned twice in transit and there. 
fore is chargeable with notice of the legal rate applicable to 
the shipment by reason thereof. See in this connection oy 
answer to “Massachusetts” on page 1432 of the May 22, 199 
Traffic World under the caption “Freight Charges—Liability 
of Consignee for Undercharges not Ascertainable by Consignee 
at Time of Delivery of Shipment.” 

As to the liability of the party who reconsigns a shipment, 
see our answer to “California” on page 1442 of the December 
12, 1925, Traffic World, under the caption of “Freight Charges— 
Liability of the Consignor Where Shipment Is Reconsigned by 
Buyer at First Destination.” 


Refusal of Damaged Goods by Consignee 


Pennsylvania.—Question: Will you kindly advise whether 
or not we are taking the proper stand and if so give us some 
authority for it on the following shipment: 

Four hundred (400) sacks of 100 pounds each California 
cranberry beans were shipped from San Francisco, California, 
to Philadelphia abroad X Steamship Company’s ships and upon 
arrival at Philadelphia 118 sacks were damaged by sulphuric 
acid due to improper stowage, being stowed next to a ship 
ment of battery plates. We have refused to accept this portion 
of the shipment and it is still in Philadelphia in the hands of 
the steamship company. We cannot dispose of the beans in 
this condition, and have advised them that there would be a 
better market there and for this reason have advised them 
and already presented our claim for loss. They advise that 
we have no alternative; that we must accept shipment as it is 
and must file claim for our loss. 

Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part 
of them are lost, the consignee, it is said, cannot abandon the 
consignment and sue for the full value, but must accept the 
goods as tendered, or the portion tendered, and sue for damages. 
Meyer vs. Vicksburg, etc., R. Co. (La.), 6 Sou. 218; Monell vs. 
Northern Central R. Co. (N. Y.), 16 Hun. 585; Freeman vs. 
Weir, 94 N. Y. S. 327; Central of Ga. R. Co. vs. Montmollen 
(Ala.), 39 Sou. 820; Parsons vs. U. S. Express Co. (Iowa), 123 
N. W. 776; Reason vs. Detroit, etc., R. Co. (Mich.), 113 N. W. 
596; Hachett vs. Boston, etc., R. Co. (N._H.), 35 N. H. 390; 
Brand vs. Weir, 57 N. Y. S. 731; Mills vs. National Steamship 
Co., 5 N. Y. S. 258. It is impossible, it is said, to distinguish 
in principle between damages due to delay and damage due 
to impairment of value by physical injury to the goods. And 
as shown in a preceding section, the person entitled to goods 
shipped, cannot, on account of delay, refuse to receive them 
and sue for the full value. However, the unlawful refusal of 
the consignee to accept damaged goods, and his action in 
bringing suit for their value, is of no consequence where it 
does not appear that any different result would have been 
reached had the consignee received the goods in their injured 
condition and then sued for damages. 

_ Where the goods are so materially damaged as to destroy 
their value, the consignee may, of course, refuse to accept and 
sue for the full value, since in that event nothing that the 
consignee might do would lesson the loss and so diminish the 
carrier’s liability. 

If the goods in question have any appreciable value, it is 
our opinion that you should accept delivery and hold the carrier 
liable for the difference between the value of the goods in their 
damaged condition and their value in good condition, in the 
event that the carrier is not willing to sell the goods at Phila- 
delphia, and thereby reduce the amount of its damage, if a 
better price can be secured at that point than at Pittsburgh. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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SAILING EVERY SECOND SATURDAY 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


AYNE & HOYT, INC., Pacific Coast 


SW. ni 
430 Sansome ae (Ea =o Calif. 


7, ee. General Western Agent 
106 necoabeian’ ee Building St. Louis, Mo. 


HARRY ROGERS, Commercial Agent 
715 Straus Bldg., 310 South Michigan Ave. Chicago, Illinois 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





From Baltimore and New York Weekly 
(EVERY SATURDAY) 
*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA — 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
pease ayer aaa it 


Chicago, St. Louie, Piesbur SewOaa 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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New York—California 


1 5 da s F Fastest Service by Sea 
y Passenger and Freight 

Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 

Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 
gage at moderate charge. All steamers equipped for 
refrigerator cargo. 

Proposed Sailing Dates 


Westbound from New York Eastbound from San Francisco—Los rouge 
S.S. Finland July 29 S.S. Mongolia Aug. 7 Aug 
S.S. Manchuria Aug. 19 S.S. Finland Aug. 21 aon. 23 
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1 Broadway, N. Y. C. 
Tel. Bowling Green 83800 
Boston, 84 State pe 
Baltimore, Chamber of Commerce Bldg. 
West Agents, ‘Pacific 8.8. Co. 


61 North River, N. Y. C. 
28rd a Tel. Chuiees 6760 
La Salle 8t. 


dg. 
Francisco, 60 California St. 
Los Angeles, Central 1 Bldg. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14°DAYS 

Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 

For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pe. P; Va. 
39 South St. Drexel Bldg. Oliver ~e Pes ot 
And at our Branch Offices at ports of call, etc. 




































































































































Digest of New Complaints 





No. 18390, Sub. No. 1. Alabama Farm Bureau Cotton Assn., Mont- 
gomery, Ala., vs. Aberdeen & Rockfish et al. ‘ 

Excessive, unjust and unreasonable rates on cotton from points 
in Alabama to all parts of the eastern, southern and northern 
sections of the United States, the complaint being similar to 
others filed by cotton growers’ associations. Asks for just and 
reasonable rates at least twenty per cent lower than existing 
rates. 

No. 18390, Sub. No. 2. North Carolina Cotton Growers’ Cooperative 
Assn., Raleigh, N. C., vs. Aberdeen & Rockfish et al. 

Excessive, unjust and unreasonable rates on cotton from points 
in North Carolina to all parts of the eastern, southern and north- 
ern sections of the United States, the complaint being similar 
to others filed by cotton growers’ associations. Asks for just and 
reasonable rates at least twenty per cent lower than existing 
rates. : 

No. 18433. Milne Lumber Company, St. Louis, Mo., vs. Detroit, Grand 
Haven & Milwaukee et al. 

Illegal demurrage charges on lumber shipments at East St. 
Louis and Detroit. Asks reparation. 

No. 18434. Meyenberg Evaporated Milk Company, San Francisco, 
Cal., vs. Chicago & North Western et al. 

Cnarges in violation of first three sections of the act on tin 

cans from Cragin, Ill., to Salinas, Cal. Asks reparation. 
No.~18435. John Morrell & Co., Ottumwa, Ia., vs. Great Northern 
et al. 


Unjust and unreasonable rates on fresh meat and packing- 
house products in straight or mixed carloads from Sioux Falls, 
S. D., to Fargo, N. D. Asks rate for future, and reparation. 

No. 18436. J. W. Oden and J. J. Elliott, doing business as Oden- 
Elliott Lumber Co., Birmingham, Ala., vs. Alabama Great South- 
ern et al. 

Unreasonable rate on yellow pine lumber from Clyde, Miss., to 
Birmingham, Ala., and diverted to Florence, Ala. Asks reparation. 

No. 18437. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on wrought iron and steel. pipe from Apper- 
son and Shidler, Okla., to Russell, Kans. Asks rates for future 
and reparation. 

No. 18438. J.B. Harvey, Mobile, Ala., vs. Louisville & Nashville et al. 

Rates in violation of section 1 and 4 of the act, on iron and 
steel rails from Chopin, La., to Mobile, Ala. Asks rates for fu- 
ture and reparation. 

No. 18439. Davies and Thomas Co., Catasauqua, Pa., vs. Central of 
New Jersey et al. 

Unreasonable rate on scrap iron from Pedricktown, N. J., to 
Catasauqua, Pa. Asks reparation. 

No. 18440. M. and M. Wood Working Co., Portland, Ore., vs. Ore- 
gon-Washington R. R. & Nav. Co. et al. 

Unreasonable rates on common unglazed doors in straight car- 
loads from points in Oregon to points in eastern trunk line and 
New England territories. Asks reparation. 

No. 18441. Southern Scrap Material Co., Ltd., New Orleans, La., vs. 
Louisville & Nashville et al. 

Rates in violation of sections 1 and 4 of the act, on scrap iron 
from Pascagoula, Miss., to Chicago, Ill. Asks reparation. 


No. 18445. Berthold & Jennings Lumber Co. et al., St. Louis, Mo., vs. 
Bessemer & Lake Erie et al. 

Rates in violation of section 1 and 6 of the act, on lumber from 
points in Mississippi, Alabama and Texas to points in Pennsyl- 
vania, New York, West Virginia, Ohio, Indiana, Illinois, Missouri 
and Michigan. Asks rates for future and reparation. 

No. 18446. Brilliant Coal Co., Brilliant, Ala., vs. Illinois Central et al. 

Rates on coal in violation of sections 1 and 3 of the act from 
Brilliant, Ala., to all stations on the Mobile & Ohio, Union City, 
Tenn., to Mobile, Ala., including all points on its branch lines 
to which rates from St. Louis-San Francisco Group 2 are applied. 
Asks rates for future the same as are carried by St. Louis-San 
Francisco from its Group 2 mines. 

No. 18447. Acme Brick Co., Fort Worth, Tex., vs. Houston & Texas 
Central et al. 
Rate in violation of section 1 and 10 of the act, on brick and 


clay products from Butler Spur, Tex., to Monroe, La. Asks rep- 
aration. 

No. eg Rinella Battaglia & Co., Amsterdam, N. Y., vs. A. C. L. 
et al. 


Unreasonable and prejudicial charges and rates, in violation 
of section 15 of the act, on strawberries from Rose Hill, N. C., to 
Amsterdam, N. Y., because of alleged misrouting. Asks relief for 
future and reparation. 

No. 18448. Sub. No. 1. Same vs. Same. 


Same complaint and prayer with respect to shipment of straw- 
berries from Rocky Point, N. C., to Amsterdam, N. Y. 

No. 18449. Kennett-Murray Live Stock Buying Organization et al., 
Union Stock Yards, Chicago, Ill., vs. Aberdeen & Rockfish et al. 

Rates in violation of first three sections of the act, on ordinary 
live stock from Chicago, Ill., Detroit, Mich., to points in southern 
classification territory; from Ft. Wayne, Ind., to Nashville, Tenn., 
from Fort Worth, Tex., to Atlanta, Ga., Birmingham, Ala., Mont- 
gomery, Ala., Nashville, Tenn., and Savannah, Ga., and from 
various other points to points in the south. Asks rates for future 
and reparation. 

No. 18450. Chattanooga Boiler & Tank Co., Chattanooga, Tenn., vs. 
A. G. S. et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on tanks from Chattanooga, Tenn., to Fowler, and Fairbanks, La. 
Asks reparation. 

No. Py: de Sy Muscle Shoals Oil Co. et al., Florence, Ala., vs. A. 
~e@ 3 

Rates in violation of section 1 and 3 of the act, on petroleum 
and petroleum products from points in Louisiana, Oklahoma, 
Texas, Arkansas and Kansas to Florence, Sheffield, Tuscumbia 
and Russellville, Ala. Asks fair, just and reasonable relation- 
ship between rates to Corinth and Tupelo, Miss., and Cullman, 
Ala., on one hand, and rates to Florence, etc., on the other, and 
reparation. 

No. 18452. D. A. Stickell & Sons, Inc., Hagerstown, Md., vs. Penn- 
sylvania. 

Rates, charges, rules and practices in violation of sections 1, 
3 and 6 of the act, on shipment to and from complainant’s plant 
because of assessment of switching charges. Asks relief for fu- 
ture and reparation. 
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No. 18453. American Door & Manufacturing Co., Hoquiam, W 
B. & O. et al. 5 aah., ve 
Unreasonable rates on wooden doors from Hoquiam, Wash to 

destinations in Trunk Line and New England territories. Ag, 
reparation. 

No. Hetg Commercial Club of Fargo, N. D., vs. Ahnapee & Western 
et al. 

Class rates from Fargo to Chicago in violation of section 1 of 

the act; rates from Twin Cities to Chicago unduly preferential 
of Twin Cities and prejudicial of Fargo in violation of section 3. 
rates from Chicago to Twin Cities unduly prejudicial to Fargo: 
joint through rates between Fargo and St. Louis and related ter. 
ritory in violation of sections 1 and 3 of the act; same allegations 
as to rates from Fargo to Omaha; Fargo to Kansas City; Fargo 
from points in New England, eastern trunk line and C. F. A, ter. 
ritories; Fargo from C. F. A. territory via Duluth; also from Fargo 
to western and southwestern destinations. Asks class and com. 
modity rates for future that will be just, reasonable and nop. 
prejudicial to Fargo. 

No. 18455. N. Lieblich et al., New York City, vs. Atlantic Coast Line 


et al. 

Misbilling of car of strawberries from Plant City, Fla., to 
Kearney, N. J., instead of Jersey City, N. J. Asks reparation 
No. 18456. Meridian Traffic Bureau, Meridian, Miss., vs. A. & V. et al 

Rates in violation of sections 1, 2, 3 and 4 of the act, on various 
commodities between Meridian, Miss., and Mobile, Ala., because 
of lower rates from New Orleans to Mobile. Asks rates for 
the future. 

No. 18457. W. M. Spencer Co., Holliday, Kans., vs. Santa Fe. 

Rates in violation of sections 1, 3 and 4 of the act, on gravel 
from Holliday, Kans., to Standish, Mo. Asks rates for future and 
reparation. 

No. Pane ge’ ted Bros., Inc., Los Angeles, Calif., vs. Michigan Cen- 
ral et al. 

Charges in violation of sections 1 and 6 of the act, on gas 
ranges from Battle Creek, Mich., to Los Angeles, Calif. Asks 
rates for future and reparation. 

we ae "iad Service Station Co., Fort Dodge, Ia., vs. Santa 

e et al. 

Rates in violation of sections 1 and 4 of the act, on gasoline 
kerosene or refined oil from El Dorado, Kans., to Sleepy Eye, 

ss Minn. Asks rates for the future and reparation. : 
oO. - Jos A. Maxwe ons Commission Co., Memph , 

ag ny ape = gy ee ee 
ates in violation of section 6 of the act, on horses and m 

from Sikeston and Oran, Mo., to Memphis, Tenn. Asks seen 

No. 18462. Henry G. Brabston, Birmingham, Ala., vs. Southern et al. 

Rates and charges in violation of section 6 of the act, on yellow 
pine lumber from Jackson, Ala., to Cincinnati, O., reconsigned 
to Orangeville, Ill. Asks reparation. 

No. 18463. Potosi Tie & Lumber Co., St. Louis, Mo., vs. Sligo & 
Eastern et al. 

Rates and charges in violations of section 6 of the act, on 

railroad ties from East End, Mo., to Clearing, Ill. Asks reparation. 
No. 18463. Sub. No. 1. Berthold & Jennings Lumber Co., St. Louis, 
Mo., vs. Cincinnati, Georgetown_& Portsmouth et al. 
Rates and charges in violation of section 6 of the act, on yellow 
pine lumber from Richards Siding, Ga., to Russellville, O. Asks 
No. 18463, Sub. No. 2 Welch St 
° . Sub. No. 2, elc ave Mercantil 7 2 i ; 
vs, Chicago & Alton et al. sheet pee 
ates and charges in violation of section 6 of the act, on staves 
from East End, Mo., to Peoria, Ill. Asks reparation. 
No. Po gga — Powder Co., Cleveland, O., vs. Wheeling & Lake 

_Unreasonable rates on black blasting powder from Falls Junc- 

tion, O., to Belleville, Cooper Station and Sparta, IIl., and 


Boonville, Evansville and Oakland Cit 
future and reparation. y., Ind. Asks rates for 


No. 18465. Roberts Cotton Oil Mills, : 
Butler County R. R. Co. et al. ot Oy ee, Se 

Rates on cottonseed in violation of sections 1 and 3 of the 
act, from Arkansas and Missouri points to Cairo, Ill. Asks 
rates for future and reparation. 

No. 18466. George F. Fish, Inc., New York City, vs. Santa Fe et al. 

Unreasonable rates and charges on celery from Antioch, Calif., 
to Baltimore, Md. Asks rates, rules and practices for future and 
reparation. 

No. 18467. Superior Box Co., Superior, Wis., vs. Northern Pacific et al. 

Unreasonable and discriminatory charges for switching ship- 
ments of logs at Superior, Wis. Asks reparation. 

No. 18468. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. 

Unreasonable charges on rough lumber from Columbia City 
and Bourbon, Ind., to Moline, Ill., in violation of sections 1, 2 
and 3 of the Act. Asks rates for future and reparation. 

No. 18469. Acme Foundry & Machine Co., Coffeyville, Kans., VS. 
Santa Fe et al. 

Rates and charges in violation of first four sections of the act, 
on scrap iron and wrought iron pipe between Coffeyville, Kans., 
and all points in Oklahoma. Asks rates for future and _ reparation. 

No. 18470. Italian Fruit & Produce Co. et al., Portland, Ore., v3 
Southern Pacific. 

Rates and charges in violation of the first three sections of 
the act, on grapes from Madison, Calif., to Portland and East 
‘Portland, Ore. Asks reparation. 

No. 18471. International Paper Co., New York, N. Y., vs. Buffalo, 
Rochester & Pittsburgh et al. 
_ Rates on bituminous coal from stations on lines of defendants 
in Pennsylvania and West Virginia to Piercefield, N. Y., in vio- 
lation of section 1. of the act. Asks rates for the future, and 
reparation. 

No. 18472. International Paper Co., New York City, vs. Central of 
New Jersey et al. 

Rates on steam sizes of anthracite ‘coal from points in Penn- 
sylvania to Piercefield, N. Y., in violation of section 1 of the act. 
Asks rates for the future, and reparation. 

No. 18473. Geo. A. Hormel & Co., Austin, Minn., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Rates in violation of section 1 of the act, on fresh meats and 
packing house products, in straight and in mixed carloads, from 
Austin, Minn., to Dallas, Waco and Houston, Tex., and to other 
related Texas points. Asks rates for the future, and reparation. 

No. 19474. St. Regis Paper Co. et al., Watertown, N. Y., vs. B. & 0 
et al. 

Rates in violation of sections 1 and 3 of the act, on bituminous 
coal from mines in Pennsylvania and West Virginia to Water- 
town, Carthage, Brownville, Lyons Falls, Harrisville, Antwerp, 
Norwood, Black River, Norfolk, Raymondville, Dexter, Felts Mills, 
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a Bend, Evans Mills, and Canton, N. Y. Asks rates for the 
uture. 


No. 18475. Chicago Granatine Manufacturing Co., Chicago, IIl., vs. 
Illinois Central. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cement laundry tubs and parts thereof from Chicago, IIl., 
to New Orleans, La. Asks rates for the future and reparation. 

No. 18476. Sunderland Bros. Co., Omaha, Neb., vs. C. B. & Q. et al. 

Rates in violation of sections 2 and 3 of the act, on rough 
quarried stone blocks from Wellsville, Colo., to Omaha, Neb. 
Asks rates for the future, and reparation. 

No. 18477. California Peach and Fig Growers, Fresno, Calif., vs. 
Santa Fe et al. . 

Rates in violation of sections 1 and 3 of the act, on lumber 
and lumber products from Mather, Calif., to points in Iowa, Wis- 
consin, Pennsylvania, Michigan, Missouri, Texas, New York, Illi- 
nois, Ohio, Oklahoma, West Virginia, Indiana, New Mexico and 
Colorado. Asks reparation. 

No. 18477, Sub No. 1. Same vs. Hetch Hetchy Railroad et al. 

Rates in violation of sections 1 and 3 of the act, on lumber 
and lumber products from Mather, Calif., to points in Louisiana, 
Wisconsin and New York. Asks reparation. 


No. 18478. Strouds Creek and Muddlety R. R. Co., Charleston, W. Va., 
vs. Baltimore and Ohio et al. 

Excessive, unjust, unreasonable and inequitable divisions out 
of rates ordered by the Commission on bituminous coal in No. 
14856, 101 I. C. C. 611. Asks for just, reasonable and equitable 
divisions. 

No. 18479. Hohenberg Lacy and Farrow Mercantile Co., Wetumpka, 
Ala.; vs. Central of Georgia et al. 

Charges in violation of the first three sections of the act, on 
old bagging, jute cotton bale covering, from Long Island City, 
N. Y., to Wetumpka, Ala. Asks reparation. 

“No. 18480. E. L. McClung, Jacksonville, Fla., vs. Seaboard Air Line. 

Charges in violation of the first four sections of the act, on 
bananas, imported, from Jacksonville to Tampa, Fla. Asks rates 
for future, and reparation. 

No. 18481. Concrete Engineering Co., Omaha, Neb., vs. Santa Fe et al. 

Alleges that maintenance by defendants of rates on second- 
hand used floor arches based on fifth class rate from points in 
Western Classification territory to various interstate destinations, 
is in violation of sections 1 and 3 of the act. Asks rates for the 
future, and reparation. 

No. Lee Jackson Traffic Bureau et al., Jackson, Miss., vs. A. & V. 
et al. 

Rates on salt from points in Louisiana to Jackson, Miss., in 
violation of the first four sections of the act. Asks for rates for 
the future, and reparation. 

No. 18483. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on_ wrought iron and steel pipe 
from Lep, Okla., to Virgil, Eureka, Madison, Cassoday and Pot- 
win, Kans. Asks rates for the future, and reparation. 

No. 18483, Sub. No. 1. Same vs. Same et al. 

Same complaint and prayer with respect to rates on wrought 
iron and _ steel pipe from Bristow, Van and Tulsa, Okla., to 
Eureka, Cassoday, Potwin and El Dorado, Kans. 

No. B ny — Oil Co., Tulsa, Okla., vs. Atchison, Topeka & Santa 

e et al. 

Unjust, unreasonable and unlawful rates and charges on wrought 
iron and steel pipe from Van, Okemah, and Wilson, Okla., also 
oil well supplies from Van, Okemah and Wilson, and wooden 
tanks from Wilson, Okla., to Panhandle, Tex. Asks for just and 
reasonable rates and reparation. 


No. 18484. Sub. No. 1. Skelly Oil Co., Tulsa, Okla., vs. Atchison, 
Topeka & Santa Fe et al. 

Unjust and unreasonable rates on wrought iron and steel pipe 
from Shidler and Lep, Okla., and rig iron or oil well supplies, 
and oil well supplies from Lep, Okla., to Panhandle, Tex. Asks 
for just, reasonable, lawful and proper rates and reparation. 

No. 18485. Skelly Oil Co., Tulsa, Okla., vs. Kansas City, Clinton & 
Springfield et al. 

Unjust and _ unreasonable rates on road oil, from Moran’s, Kans., 
to Appleton City and Garden City, Mo., and fuel oil from El Do- 
rado, Kans., to Harrisonville, Mo. Asks for just, reasonable, law- 
ful and proper rates and reparation. 

No. sega apeenenen Lumber Co., Bayport, Minn., vs. Northern Pa- 
cific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on lumber from points in Oregon, Washington, Idaho 
and Montana, to Bayport, Minn. Asks for reparation. 

No. 18487. Atlanta Live Stock Dealers, J. W. Patterson Commission 
Company, Smyth Brothers et al., Atlanta, Ga., vs. Louisville & 
Nashville et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial and unlawful rates on horses and mules between At- 
lanta and Howell Stock Yards, Ga., and all points in southern 
states or those states commonly described as ,Southern classifi- 
cation territory except St. Louis and those points taking St. 
Louis Jaton. Asks for just and reasonable rates and rules and 
reparation. 


No. 18488. J. C. Lysle Milling Co., Leavenworth, Kans., vs. Atchison, 
Topeka & Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and illegal rates on 
grain from points in Missouri, Kansas, Nebraska, Colorado, Okla- 
homa, Montana, Wyoming, Utah, Idaho, Oregon and Washington, 
to Leavenworth, or North Kansas City, and flour and other prod- 
ucts from Leavenworth and North Kansas City to destinations 
in states as far east as the Atlantic ocean and as far west as 
the Pacific, between April 13, 1922, and April 13, 1926. Asks for 
cease and desist order and reparation. 

No. 18489. The Geo. E. Breece Lumber Co., Albuquerque, N. M., vs. 
Missouri Pacific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on 11 carloads of pine lumber from Monroe, > we 
destinations in Kansas, on the Santa Fe, and the Panhandle and 
Santa Fe. Asks for just and reasonable rates and reparation. 

No. 18490.. Allied Packers, Inc., and Klinck Packing Co., Chicago., vs. 
Atchison, Topeka & Santa Fe et al. 

Unjust and unreasonable charges for deliveries of livestock 
a through the Buffalo stock yards. Asks for reparation 
estimated at $2,700. 

No. 18491. South Texas Cotton Oil Co., Houston, Tex., vs. Beaumont, 
Sour Lake & Western et al. 

Unjust and unreasonable rates on lard substitutes from Hous- 
ton to points in states of Louisiana and Arkansas. Asks for just 
and reasonable rates such as set forth by the Commission in 101 
I. C. C. 563 or such other rates as Commission may prescribe and 
reparation estimated at $10,000. 

No. 18492. Flory and Albers et al., San Antonio and Roswell, N. M., 
vs. Atchison, Topeka & Santa Fe et al. 
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Unjust, unreasonable and unlawful charges and rates on apples 
from points in New Mexico to destinations in Texas and Oklahoma 
Ask for just and reasonable rates and reparation. 

No. 18493. Jones & Lamson Machine Company, Springfield, yt, ¥8, 
Boston and Maine et al. . 

Unjust and unreasonable rates and charges on fuel oj] from 

Chelsea, Mass., to Springfield, Vt., also alleged to vi 


olat 
fourth section. Asks for just and reasonable rates and re : 


para’ 
No. 18494. Shreveport Chamber of Commerce, on behalf tn 
—" States Bottle Co., Shreveport, La., vs. C. R. I. @ p 
et al. : 


Unjust and unreasonable rates on empty soda: water bott| 
feet Shreveport to Memphis. Asks for reasonable rates, and rep. 
aration. . 

No. 18495. Dallas Oil & Refining Co. et al., Dallas and other Points, 
vs. Fort Worth & Denver City et al. 

Unjust, unreasonable and excessive charges on cottonseed 
shipped from Dodsonville and Wellington, Tex., to Dallas and fy, 
Worth, Tex., via interstate routes through Oklahoma betwee, 
August 20, 1923, and August 20, 1925. Ask for reparation. 

No. 18496. John F. Evans, doing business as the City Fuel Co., Little 
Rock, Ark., vs. Illinois Central et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on bituminous coal from mines on the Illinois Cen. 
tral and the Louisville & Nashville in Kentucky to Little Rock, 
Asks for a rate of $2.48 per ton and reparation. 

No. P vnc pe E. Nellis & Co. et al., Macon, Ga., vs. Aberdeen & Rock- 

she A 

Unjust, unreasonable, unjustly discriminatory, unduly prejudicial 
rates and charges, also in violation of the fourth section, on 
fresh peaches, carloads, from Georgia points to various destina.- 
——. Ask for just and reasonable rates and charges, and rep- 
aration. 

No. 18497, Sub. No. 1. F. E. Nellis & Co. et al., Macon, Ga., vs. Aber. 
deen & Rockfish et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial charges for the refrigeration and re-icing of fresh peaches 
from Georgia points to various destinations. Asks for just and 
reasonable charges and reparation. 

No. 18498. Lackawanna Cold Storage Co., Scranton, Pa., vs. Delaware, 
Lackawanna & Western et al. ¢ 

Unjust, unreasonable and unduly prejudicial switching charges 
on barley at Scranton, reforwarded to New York and other points. 
a for just, reasonable, and non-prejudicial rates, and repara- 
tion. 

No. 18499. Blaz Ruzic, Demopolis, Ala., vs. Bonhomie & Hattiesburg 
Southern et al. 

Unjust, unreasonable and unduly prejudicial rates on wooden 
staves from Carlisle and Beauregard, Miss., to Mobile, Ala., for 
export and coastwise movement. Asks for just, reasonable and 
non-discriminatory rates, and reparation. 

No. 18500. Southeastern Live Stock Assn., Louisville, Ky., vs. Aber- 
deen & Rockfish et al. 

Unjust and unreasonable rates on ordinary live stock between 
points in. southern territory. Asks for just_and reasonable rates. 

No. 18501. Badger Lumber & Coal Co. et al., Kansas City, Mo., vs. 
Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates and charges on lumber and/or shingles between 
points in Oregon, Washington and other states and destinations 
in Kansas and Missouri and other states. Asks for just and rea- 
sonable rates, and reparation. 

No. 18502. Stevens & Thompson Paper Co., North Hoosick, N. Y., vs. 
Boston & Maine et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on unfinished wall paper, carloads and less than 
carloads, from North Hoosick and Walloomsac, N. Y., to points 
in New York, New Jersey, Pennsylvania, Ohio, Illinois, Ontario 
and Quebec. Asks for ratings and rates on unfinished wall paper 
(oatmeal or ingrain) not in excess of ratings or rates on other 
kinds of paper indicated in the complaint or such other rates 
or ratings as the Commission may deem just and reasonable, and 
reparation. 

No. 18503. W. H. Dobson Motor Co., Yakima, Wash.j vs. Southern 
Pacific et al. 

Unjust, discriminatory and prejudicial rates on automobiles 
from Elmhurst, Calif., to Yakima, Wash. Asks for proportional 
rates named in the complaint between group 1 points in Cali- 
fornia and Portland, Ore., on traffic destined to or originating at 
Yakima, and reparation. 

No. 18503, Sub. No. 1. Midway Motor Co. et al., Wenatchee, Wash., 
vs. Southern Pacific et al. q 

Unjust, discriminatory and prejudicial rates on automobiles 
from Melrose and Elmhurst, Calif., and orchard power sprayers 
from San Jose to Wenatchee, Wash. Asks for proportional rates 
named in the complaint, and reparation. 


No. 18504. Chicago Coal Merchants’ Assn., Chicago, Ill., vs. Chicago 


& North Western. . 

Alleges the defendant, in violation of the second and third sec- 
tion, and in violation of the Commission’s order entered July 26, 
1922, in 73 I. C. C. 161, and affirmed May 6, 1924, in 89 I. C. C. 
137, has been and is now according to receivers of coal taking 
delivery within the corporate limits of Evanston, Ill., of anthracite 
and bituminous coal, lower rates than to other receivers of coal 
taking delivery in Evanston, the defendant being thereby sub- 
ject to penalties provided in section 16 of the interstate com- 
merce act; also alleges that complainant’s members in Evans- 
ton are subjected to undue and unreasonable prejudice and that 
other receivers in Evanston receive undue and unreasonable pref- 
erence and advantage through the application by defendant of 
different rates on coal to delivery points within the corporate lim- 
its of Evanston. Asks for reasonable, just, non-prejudicial, non- 
preferential and non-discriminatory rates. 

No. 18505. West Florida Lumber Co., DeFuniak Springs, Fila., V5. 
Georgia, Florida & Alabama Ry. Co. et al. 

Unjust, unreasonable and unlawful rates on sawmill machinery 
from Darnell, La., to Carabelle, Fla. Asks for reasonable rates, 
and reparation estimated at $1,000. 

No. 18458. Investigation instituted by the Commission upon its own 
motion into rates on petroleum and petroleum products within the 
territory on and east of the Mississippi River and south of the 
Ohio River and east of the Indiana-Illinois state line, and from 
points without to points within said territory. 

No. 18506. Louisell Pine and Hardwood Co., Inc., Bernice, La., VS. 
Cc. R. I. & P. et al. 

Unlawful rates in violation of the sixth section on two carloads 
of lumber from Bernice to East St. Louis by reason of the im- 
position of demurrage at St. Louis. Asks for reparation. 


No. 18507. The Conley Foil Co., Inc., New York City, vs. Eastern 
Steamship Lines, Inc., et al. 


Unjust, unreasonable, unjustly discriminatory and unduly prej- 
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udicial rates on shipments of plain paper back tin foil from New 
York to Durham, N. C. Asks for reparation. 

No. 18508. The Moores-Coney Co., Cincinnati, Ohio, vs. 
Georgetown and Portsmouth R. R. Co. 

Unjust and unreasonable rate on hollow building tile from Cin- 
cinnati, O., to Hamersville, O. Asks for reparation. 

No. 18509. Chamber of Commerce of El Dorado, Ark., 
Arkansas Railroad et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udical rates on potatoes from points in Kansas, Colorado, Ne- 
braska, New Mexico and Wyoming to El Dorado, Strong, Norph- 
let, Smackover, Louann, Camden, Stephens, Waldo, Nashville, 
Hope, Prescott, Arkadelphia, Malvern and Warren, Ark., on the 


Cincinnati 


et al. vs. 


one hand, and Little Rock and Pine Bluff on the other. Asks 
for just and reasonable rates, and reparation. 
No. 18510. The Brunswick-Balke-Collender Co., Inc., Chicago, Ill., 


vs. B. & O. et al. 

Unjust, unreasonable and illegal rates and charges on approxi- 
mately 183 mixed carloads of lumber, built-up wood and veneer 
from Knoxville, Tenn., to Dubuque, Ia., Muskegon, Mich., and 
Rockford, Ill. Asks for a cease and desist order forbidding defend- 
ants to collect or attempting to collect from the complainant for 
or on account of any of the shipments mentioned any sum in ex- 
cess of charges based on the application of the highest rate legally 
applicable to any comaeenty contained in each carload to the 
weight of the entire C. L. subject to the highest carload minimum 
weight applicable to any commodity contained in each carload 
and to waive the collection of alleged undercharges. 

No. 18511. Southern Roads Co., Cambridge, Mass., vs. Galveston, Har- 
risburg & San Antonio et al. 

Alleges imposition of demurrage charges unlawfully on ship- 
ments of crushed rock from Cline, Tex., and fuel oil from Chaison, 
Tex., to New Orleans, La., demurrage being assessed while cars 
were held for payment of freight charges. Asks for reparation. 

No. 18512. Louis Cohen and Son, Buttonwood, Pa., vs. Delaware, 
Lackawanna & Western. 

Unjust and unreasonable rates on scrap iron reshipped from 
Binghamton, N. Y., to Wilkes-Barre, Pa., cars having originated 
at Jersey City. Asks for reparation. 

No. 18513. Little Rock Chamber of Commerce, Little Rock, Ark., vs. 
Chicago, Rock Island & Pacific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on lumber and other articles in the lumber list, also 
alleged to be in violation of the thirteenth and fourth sections, 
from Little Rock and other points in Arkansas south of the 
Arkansas River and from points in Louisiana and Texas in Texas 
common point territory to destinations in Missouri, Kansas, Ne- 
braska, South Dakota, Iowa, Minnesota, Wisconsin, Illinois, Michi- 
gan and all other destinations in Official Classification territory. 
Points alleged to be preferred are Fort Smith, Ark., on the west, 
and Arkansas City, Ark., on the east of Little Rock; rates also 
alleged to be prejudicial to points in Louisiana and Texas because 
higher than contemporaneously maintained northbound from such 
points as Shreveport, Monroe, New Orleans, Dallas, Fort Worth, 
Waco, San Antonio and Houston, and other points in Louisiana 
and Texas, rates in question being those in Leland’s I. C. C. 
1763, pages 226, 227 and 228. Asks for just and reasonable rates. 

No. 18514. Acme Coal Co. et al., Shinnston, W. Va., and other points 
in perv iane, Pennsylvania and West Virginia, vs. B. & O., and 
rie. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on coal from complainants’ mines in West Virginia 
to Buffalo-Rochester territory. Asks for a rate of $2.39 per ton 
over the lines of the Baltimore & Ohio and the Erie, or such 
other rates as the Commission may deem just and reasonable. 

No. 18515. In re Transportation and Car Service on the line of the 
Kansas, Oklahoma & Gulf, running out of Bromide, Okla. 

Investigation instituted by the Commission, on its own motion, 
into an allegation that the carrier fails and refuses to furnish 
transportation and car service upon the request of Dolese Broth- 
ers Company while furnishing transportation and car service to 
another company in that locality, over a switch connection with 
its =" from which connection other tracks have been con- 
structed. 


RATES ON CAR MATERIAL 


Hearing was begun this week in I. and S. 2701, railway car 
material between points in Illinois, before Examiner Fleming at 
Chicago. It was indicated that supplements 4 and 5 to I. C. C. 
65, published by Agent C. W. Galligan, and suspended by the 
Commission until November 3, made reductions on car materials 
moving from Chicago to Mt. Vernon, East St. Louis, and St. 
Louis. 

The tariffs under suspension were published following the 
showing made to Agent Galligan by car building firms at Illinois 
points that they could not compete with Chicago and eastern 
points. The publication of the tariffs was protested by the car- 
riers and particularly by Eugene Morris, for the C. F. A. lines. 
The protests were based on the points that the lower rates would 
mean a loss of revenue to the carriers and also that the pro- 
posed rates were not in line with the rates the Commission 
made in its decision of the Jones and Laughlin case in so far 
as the mileage basis would apply to Illinois territory. 

F. Bentley, for the Illinois Steel Company, and A. D. Seelig, 
for the American Car and Foundry Company, entered testimony 
to show that car building firms at Mt. Vernon and East St. 
Louis, Ill., and St. Louis, Mo., needed a lower rate than was 
now in effect on car materials in order to compete with builders 
at Chicago and Pittsburgh. Testimony was introduced to show 
that the Mt. Vernon Car Company would have its investment 
of something like $6,000,000 jeopardized if the Commission 
should work out a mileage basis of rates in Illinois territory as 
the result of the Jones and Laughlin case. 

E. F. Austin, for the C. F. A. lines, protestants, made a brief 
statement to the effect that thd8e lines opposed the publication 
of Galligan’s tariff reducing the rates on car materials, because 
the rates were not in harmony with those made by the Com- 
mission in the Jones and Laughlin case, and that, if lower rates 
were permitted through the publication of the tariff involved, 
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the protestant carriers saw it as an entering wedge that would 
begin the destruction of the whole adjustment on iron and Stee] 
articles growing out of the Jones and Laughlin case. 


CONDITION OF FREIGHT CARS 


Class 1 railroads on July 8 had 239,167 surplus freight cays 
in good repair and immediately available -for service, accorg. 
ing to reports filed by the carriers with the car service division 
of the American Railway Associaton. This was a decrease of 
15,640 cars compared with June 30, at which time there were 
254,807 cars. 

Surplus coal cars in good repair on July 8 totaled 72,25 
an increase of 2,396 within approximately a week, while surplus 
box cars totaled 123,496, a decrease of 16,925 during the same 
period. 

Reports also showed 21,687 surplus stock cars, a decrease 
of 1,152 cars under the number reported on June 30, while gur. 
plus refrigerator cars totaled 14,107, a decrease of 350 within 


the same previous period. Practically no car shortage is being 
reported. . 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended July 10 was 
estimated at 8,290,000 net tons by the Bureau of Mines of the 
Department of Commerce, as compared with the revised esti- 
mate for the preceding week, of 9,490,000 tons. Production, 
however, was short on account of July 4. The daily production 
average, however, was greater than in the preceding week. 

Anthracite production was estimated at 1,545,000 tons, a 
decrease of 425,000 tons, on account of the observance of the 
holiday. 

Tidewater bituminous coal shipments in the week ended 
July 10 from Hampton Roads totaled 628,634 tons, of which 
146,161 were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England were reported as follows: Bituminous, 
2,214; anthracite, 3,715. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended July. 11 amounted to 977,525 net tons. Anthracite 


shipped from Lake Erie ports the week ended July 11 totaled 
146,233 net tons. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended July 17 totaled 28,027 cars as compared with 
24,691 (revised) the preceding week, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
Shipments were reported as follows: 


Apples, 999 cars; cabbage, 130 cars; cantaloupes, 2,045 cars; 
celery, 86 cars; cherries, 108 cars; cucumbers, 346 cars; eggplant, 
10 cars; grapefruit, 34 cars; grapes, 432 cars; green peas, 236 cars; 
lemons, 417 cars; lettuce, 625 cars; miscellaneous melons, 350 
cars; mixed citrus fruit, 62 cars; mixed deciduous fruit, 407 cars; 
mixed vegetables, 432 cars; onions, 465 cars; oranges, 916 cars; 
pears, 1,198 cars; peaches, 4,772 cars; peppers, 99 cars; plums and 
prunes, 260 cars; strawberries, 45 cars; string beans, 18 cars; 
sweet potatoes, 74 cars; tomatoes, 883 cars; watermelons, 7,586 
cars; potatoes, 1926 crop, 4,999 cars; 1925 crop, 4 cars. 


RATES ON SAND AND GRAVEL 


Application of the combination rule in Kelly’s tariff cover- 
ing shipments of sand and gravel to the Chicago district from 
Wisconsin points prior to September 10, 1925, was the point of 
contention in the hearing of docket 18267, the Wisconsin Lime 
and Cement Company against the Santa Fe and others, before 
Examiner Fleming, at Chicago, this week. 

It was testified by W. Ackerman, for the complainant, after 
the record in docket 16477 was stipulated into the present case, 
that the complainant sought reparation in the nature of over- 
charges to the extent that, on shipments prior to September 10, 
1925, the 30-cent deduction involved in figuring the combination 
rate under Kelly’s tariff was not allowed the shipper. The com- 
plainant, for detailed testimony, relied on the record in the 
earlier case. 

A. F. Cleveland, for the carriers, testified that, under the 
tariff applicable, the proper rate was assessed from such Wis 
consin points as Janesville and Beloit, that were involved, and 
that the rates charged were just and reasonable: 


RATES ON COAL 


Hearing in docket 17806, J. R. Blair against the C. C. C. and 
St. L., was completed this week, with railroad testimony before 
Examiner Fleming, at Chicago. W. L. Dewey and L. Heinmiller 
were witnesses for the-defendant carriers. The Pennsylvania 
asked that the complaint be dismissed on the ground that 10 
stations on its lines were covered by the complaint and that 
West Terre Haute and Terre Haute were not stations on the 
Pennsylvania. L. Heinmiller entered testimony to show that 
rates to stations on the Pennsylvania similarly situated to the 
points from which the complainant protested rates—namely, 
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West Terre Haute and Terre Haute—were on the same relative 
basis as those points so far as rates into Illinois were concerned. 

W. L. Dewey entered exhibits comparinng the rates from 
the two Indiana points to Paris, Mays, Conlogue, Dudley, and 
Vermillion, Ill, with rates for similar movements in Illinois 
and Indiana and for interstate movements, tending to show 
that the rates complained of were not unreasonable. 


RATES ON TALLOW 


Rates on inedible tallow, grease, and cottonseed oil foots 
are attacked in docket 18237, Darling and Company against the 
New York Central, heard before Examiner Fleming at Chicago 
this week. B. E. Sanders, for the complainant, said there could 
be a lower rate obtained than was charged for shipments moving 
from. Chicago to Eastern Trunk Line points, applying the com- 
bination of the rate from Chicago to Neville Island, Pa., and 
the proportional rate from that point to destinations in Eastern 
Trunk Line territory. Reparation to the amount of about $190 
was sought. 

L. H. Day, for the New York Central, pointed out that the 
combination submitted by the complainant did not apply gen- 
erally and called W. H. Smith, assistant to the general freight 
agent of the New York Central, who testified that the combina- 
tion claimed should not be used because the proportion east of 
Neville Island applied only from that point and should not be 
used in connection with rates from points west. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. ‘The fact that a name is 
shown in thig list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
nore Some ne ° age the tariff, 
€@ agents have been classified accordi to the of 

lications or the association they represent. he pM 4 “a pI ayer 
these agents could be placed in several of these groups. This has 


been avoided and their names appear only under whieh 
they are most frequently ansoclsted. " a 


CLASSIFICATIONS: 
* aaa Classification Committee, F. W. Smith, New York, 


. Southern Classification Committee, E. H. Dulaney, Atlanta 
a. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu- 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tcriff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
leans Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 


Canadian Freight Association (Eastern), G. ©. Ransom, 
Montreal, Que. 


Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 


Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, Tl. 


Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 


New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


North Pacific Coast Freight Tariff Bureau, 8. J. Henry, 
Seattle, Wash. 


— Freight Tariff Bureau, F. W. Gomph, San Francisco, 
alif. 


Southwestern Freight Bureau, F. A. Leland, St, Louis, Mo. 
Transcontinental] Freight Bureau, R. H. Countiss, Chicago, Ill. 
Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, B. B. Boyd, Chicago, Ill. 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
=~ 26—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 5623—Application G. M. & N. R. R. Co., under para- 
graph (2) of Section 5 of the interstate commerce act for au- 
thority to acquire control of the Jackson & Eastern Ry. by pur- 
chase of capital stock. 

July 26—Washington, D. C.—Examiner Smith: 

1. & S. No. 2707—Salt, from Ohio and West Virginia to Louisville, 

Ky., and Jeffersonville and New Albany, Ind. 

July 26—Dallas, Tex.—Examiner Hall: 

18082—Brandon & McCamey et al. vs. A. T. & S. F. Ry. et al. 
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MINOR FREIGHT ASSOCIATIONS: 
Atlantic Seaboard Freight Bureau (Coastwise Steamship | 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 
Colorado and New Mexico Freight Bureau, H. A. Johngo | 
Denver, Colo. 
Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, (oj, 
Illinois Freight Association, C. W. Galligan, Chicago, I), 
Texas-Louisiana Freight Tariff Bureau (Texas F. T. 8) 
A. C. Fonda, Dallas, Tex. 
Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah, 
Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 
Chicago Standing Switching Commitiee, L. A. Lowrey, Ch, 
cago, Mil. 
Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 
New York Dock, T. C. Morrison, Brooklyn, N. Y. 
Oregon, M. C. Strawn, Portland, Ore. 
Wood River District Lines, H. G. Powell, Alton, Ill. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFF$); 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cir 

cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R), 

A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. 8. O’Connor, Cleveland, 0, 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, 0. 

Lackawanna Fast Freight Lines (L. 8.-L. L.), (M. C.-L. L), 

M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V), 

(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay; New Orleans, La. 
Merchants Despatch (N. Y. ©. R. R.), (N. Y. C. R. BR. & 

W. S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 
Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 

York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 
Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 


American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N. Y. 
National Perishable Freight Committee, R, C. Dearborn, 
Chicago, Ill. 

Official greight Tariff Directory, G. B. Guthrie, Wash 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Frat- 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Ml. 

Eastern and interior eastern points to southern points, 
3. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Mo-gan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 
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July 26—Washington, D. C.—Examiner Hosmer: " 
13548—Maritime Association of the Boston Chamber of Commer¢ 
et al. va. A. A. R. R. et al. (further hearing). 


July 26—Plymouth, Mass.—Commissioner Lewis and Examiner Mul- 
en: 


1. S. No. 2635 (1st supplement)—Milk and ceram between New Eng- 
land points (further hearing). 

July 26—New Orleans, La.—Examiner McChord: s 
ee > Apemmeancss Roofing and Manufacturing Co. vs. G. & ® 
~s = s 
. & S. 2704—Burlap bags, L. C. L. from New Orleans and Port 

Chalmette, La., to points in Ala., Tenn. and Va. 


July 26—Chicago, Ill—Examiner Fleming: 
17544——Celotex 0. vs. A. C. & Y. Ry. et al. 
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RICHMOND, VIRGINIA 


RICHMOND is located mid-way between the markets of the north-Atlantic 
seaboard and the fast developing south and southwest, with a great middle west 
territory in close proximity. It is but seventy-five miles from Hampton Roads 
and the foreign intercoastal and coastwise steamship lines radiating therefrom. 


mship 
8, 
Colo, 
il. 

B), 


Utah, 
Ibert 


RICHMOND is served by five trunk line railroads, reaching the North, 
South, West and East. It has freight steamship service to and from New York 
as the James River is navigable to- Richmond. ; 

-RICHMOND is well noted for its largely diversified manufacturing and 
jobbing interests, creating a medium of tiding over a lagging season in any one 
of its various lines. RICHMOND has the largest woodworking plants in the 
world, the largest blotting paper plants in America and is one of the largest 
tobacco manufacturing cities. . 


RICHMOND offers the following fundamentals for consideration in your 
plant location studies: 


Ample improved industrial sites with railroad sidings; coal of highest B. 
T. U. yield at low cost; inexhaustible water supply; excellent housing facilities; 
normal living costs; the best of civic conditions and educational advantages; 
labor of exceptional high efficiency drawn from American born population. 


lver- 
ight 
ash- 


Que, 
indi- 

RICHMOND has more than 335 industries producing wood products, iron 
and steel articles, mica, books, paper, extracts, stoves, clothing, shoes, packing 
house products, locomotives, machinery, food products, clay and cement products, 
chemicals, coffee, grain products, cigars, cigarettes, smoking and chewing tobacco, 
mirrors, varnishes, paints, etc., and is the general headquarters of the Chesapeake 
and Ohio Railway with an employment roster of 4969. 


RICHMOND'S “Forward Movement” recently financed and inaugurated to 
further the City’s Industrial Expansion under the auspices of the Richmond 
Chamber of Commerce will institute an intensive campaign in outlining the City’s 
advantages from an industrial standpoint. 


RICHMOND'S geographical location gives it close proximity to many raw 
materials so essential in manufacturing, and with transportation facilities of 
the highest order can distribute its finished products with quick dispatch to over 
fifty millions of the Country’s population—with its relative purchasing power. 


Our Industrial Department will be glad to furnish complete data and infor- 
mation. Communications considered confidential if desired. 


Industrial Department, Chesapeake and Ohio Railway 
K. T. Crawley, Manager RICHMOND, VIRGINIA 
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iy 26—Washington, D. C.—Examiner Corbitt: 

aluation No. 739.—In re tentative valuation of the property of the 
Brimstone R. R. and Canal Co. 

wey 26—Tulsa, Okla.—Examiner Carney: 

17690—Oklahoma Natural Gas Co., et al. vs. A. T. & S. F. Ry. et al. 
18210—A. A. Horwitz, as Imperial Pipe Threading Co. vs. A. T. & 
S. F. Ry. et al. 

July 27—Washington, D. C.—Examiner Davis: f : 

* Finance No. 5559—In the matter of the joint application of the Cum- 
berland Telephone and Telegraph Co., Inc., and the Citizens Tele- 
phone Co. for a certificate that the proposed s&le and purchases 
of certain telephone properties in the state of Tennessee will be 
of advantage to the public now served thereby and in the public 
interest. 

July 27—San Francisco, Calif.—Commissioner Aitchison: 

I. & S. No. 2684—Class and commodity .rates between points on 
the Hawaii Consolidated Ry. 

July 27—Oklahoma City, Okla.—Corporation Commission of Oklahoma: 

Finance No. 4567—Application of C. R. I. & P. Ry. and the Choctaw, 
Oklahoma & Gulf R. R. for authority to abandon a line of rail- 
road from Tecumseh Junction to Asher, Okla. 

July 27—Chicago, Ill.—Commissioner Esch and Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 

July 27—Washington, D. C.—Examiner Norman: 

Valuation No. 741—In re tentative valuation of the property of the 
Fort Worth Belt Ry. Co. 

July 27—New York, N. Y.—Commissioner Cox and Examiner Bardwell: 

17021—Investigation of Chicago, Milwaukee & St. Paul Ry. 

way 28—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 5639—Application of Reading Co. for authority to ac- 
quire control of the L. & N. E. R. R. Co. by lease. 

July 28—New York, N. Y.—Examiner Armes: 

17669—Strauss & Adler, Inc., vs. Erie R. R. et al. 
17924 ae Sub. No. 1)—Swift & Co. et al. vs. A. T. & S. F. Ry. 
et al. 

July 28—Dallas, Tex.—Examiner Hall: 

17567—Dallas Cotton Exchange et al. vs. A. & S. Ry. et al. 

July 28—Oklahoma City, Okla.—Examiner Copenhafer: 

i. S. No. 2694—Grain, grain products and hay between Oklahoma 
and Arkansas. 

July 28—San Francisco, Calif.—Examiner Koebel: 

17869—W. P. Fuller & Co. vs. Southern Pacific Co. 
18140—A. Larsson et al. vs. A. T. & S. F. Ry. et al. 

July 29—San Francisco, Calif.—Examiner Koebel: 

* 16064—Crown Willamette Paper Co. vs. Western Transp. Co. et al. 

18232—Crown Willamette Paper Co. vs. Nor. Pac. Ry. et al. 


July 29—Washington, D. C.—Examiner Molster: , 

* Finance No. 5613—In the matter of the joint application of Missouri- 
Kansas-Texas R. R. Co., New Orleans, Texas & Mexico Ry. Co. 
and Atchison, Topeka & Santa Fe Ry. Co. for authority to acquire 


control of the Texas City Terminal Ry. Co. by purchase of capital 
stock. 


Co. (further hearing). 


July 29—Ft. Smith, Ark.—Examiner Carney: 
1. & S. No. 2692—Description of Missouri Group ‘‘B’”’ territory. 


July 30—Duluth, Minn.—Examiner Fleming: 

l. and S. No. 2700—Elimination Grand Trunk Ry. System from Du- 
luth, Minn., to N. Y., N. H. & H. R. R. destinations via lake and 
rail routes. 

July 30—Ft. Smith, Ark.—Examiner Carney: 
1. & S. No. 2697—Switching at Carthage and Joplin, Mo. 


te 30—Washington, D. C.—Examiner Davis: 

* Finance No. 5431—Application of Missouri Pacific R. R. for authority 
to acquire control of the Marion & Eastern R. R. by purchase of 
capital stock. (Further hearing.) 

July 30—St. Paul, Minn.—Commissioner Esch and Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 


August 2—Providence, R. I.—Examiner Armes: 


17991—-City of Providence vs. N. Y. N. H. & H. R. R. 
18017—A. C. Dutton Lumber Corp. vs. N. Y. N. H. & H. R. R. et al. 


August 2—Minneapolis, Minn.—Examiner Fleming: 
* 1. & S. No. 2710—Forest products from and to points in Michigan. 


August 3—Portsmouth, O.——Examiner Carney: 
|. & S. No. 2702—Iron and steel articles from Ohio River Crossings 
to Southern destinations. 
August 3—Washinegton, D. C.—Examiner Weed: 


Finance No. 3392—Sub. No. 4—Application of Section 15a of the 
Interstate Commerce Act to Electric Railways. 


August 4—Chicago, Ill.—Examiner Fleming: 
* 1. & S. No, 2709—Ex-lake iron ore from Chicago to Granite City, Il. 
August 4—Muskogee, Okla.—Examiner Rogers: 
* 18515—In re Transportation and Car Service on the line of the Kan- 
sas, Oklahoma & Gulf Ry. running out of Bromide, Okla. 
“es 5—Presque Isle, Me.—Examiner Mullen: 
1 oe ee County Chamber of Commerce et al. vs. A. & R. 
. R. et al. 


August 7—Portland, Ore.—Commissioner Aitchison and Examiner 


Flynn: 
18300—Motor Bus and Motor Truck Operation. 
August 12—San Francisco, Calif.—Commissioner Aitchison and Ex- 
aminer Flynn: . 
18300—Motor Bus and Motor Truck Operation. 
August 17—St. Louis, Mo.—Examiner Boat: 


* Fourth Section Application No. 12769, 12795, 12803, 12879, of Agent 
Leland. 


* Fourth Section Application No. 626, 641 and 676, of Agent Leland. 
* Fourth Section Application Nos. 4018, 772, 884, 2880 et al. 
August 17—Los Angeles, Calif—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
August 23—Atlanta, Ga.—Georgia Public Service Commission: 
Finance No. 5408—Application of L. S. Dure and H. K. Hines, re- 
ceivers of the Macon & Birmingham Ry. Co. for authority to 
abandon the railroad of that company. (Further hearing.) 
August 25—Denver, Colo.—Examiner Flynn: 
18300—Motor Bus and Motor Trurk Operation. 
August 30—Washington, D. C.—Examiner Brinkley: 


aluation No. 755—In re tentative valuation of th ro 
Galveston Wharf Co. 7 ee 
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Aug. 30—Washington, D. C.—Examiner Quimby: 
Valuation No. 729—In re tentative valuation of the property of the 
Miss. Cent. R. R.: 
September 1—Kansas City, Mo.—Examiner Ames: 
18299—The Kansas Portland Cement Co. vs. A. T. & S. F. Ry. et a, 
17854 (and Sub. No. 1)—Iola Cement Mills Traffic Assn. et al, yg 
A. T. & S. F. Ry. et al. 
18264—Lehigh Portland Cement Co. vs. Santa Fe et al. 


September 1—Washington, D. C.—Examiner Oberlin: 

* Finance No. 5547—In the matter of the application of the Denvye 
& Salt Lake Ry. Co. for authority to issue stock and bonds, 

* Finance No. 5548—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to acquire and operate the line 
of railroad of the Denver & Salt Lake R. R. 


September 1—Detroit, Mich.—Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 

September 2—Aberdeen, Wash.—Department of Public Works of Wash. 
ington: 

* Finance No. 5486—In the matter of the application of the Northern 
Pacific Ry. Co. under paragraph (18) of Section 1 of the Inter. 
state Commerce Act for a certificate of public convenience ang 
necessity to abandon a line of railroad. 


September 7—Washington, D. C.—Examiner Way: 

Valuation No. 792—In re tentative valuation of the property of the 
St. Joseph Terminal R. R. 

September 7—Washington, D. C.—Examiner Faris: 

Valuation No. 773—In re tentative valuation of the property of 
Upper Merion & Plymouth R. R. Co. 

September 7—Estes Park, Colo.—Commissioner Hall and Examiner 
Armes: 

18208 (and Sub. Nos. 1 to.5, incl.)—Oklahoma Portland Cement ¢o, 
vs. M.-K.-T. R. R. et al. 

Portions Fourth Section Applications Nos. 461, 462, 637 and 12080, 
filed by F. A. Leland—lIn re charge transportation portland cement 
from Ada, Okla., to points in Tex., La., and Ark. 

September 7—Washington, D. C.—Examiner Boyden: 

Valuation No. 770—In re tentative valuation of the property of the 

D2 ss L. BR. R. Co 

September 8—Washington, D. C.—Examiner Faris: 

* Valuation No. 805—In re tentative valuation of the properties of 
the L. V. R. R. et al. 

September 8—Washington, D. C.—Examiner Macomber: 

Valuation No. 777—In re tentative valuation of the property-of the 
Youngstown and Northern R. R. Co. 

September 8—Washington, D. C.—Examiner Woodrow: 

Valuation No. 786—In re tentative valuation of the property of the 
Davenport, Rock Island and North Western Ry. Co. 

Valuation No. 787—In re tentative valuation of the property of the 
Winona Bridge Ry. Co. ; 

Valuation No. 788—In re tentative valuation of the property of the 
Hannibal Union Depot Co. ? ; 

Valuation No. 789—In re tentative valuation of the property of the 
St. Joseph Union Depot Co. 

Valuation No. 790—In re tentative valuation of the property of the 
Keokuk Union Depot Co. 

Valuation No. 791—In re tentative valuation of the property of the 
Paducah & Illinois R. R. Co. 

Valuation No. 715—In re tentative valuation of the property of the 
Cc. B. & Q. R. R. et al. 

Valuation No. 716—In re tentative valuation of the property of the 
Colorado & Southern Ry. and the Colorado R. R. 

Valuation No. 717—In re tentative valuations of the properties of 
the Fort Worth & Denver City Ry., Acme Tap Railroad, and Fort 
Worth & Denver Terminal Ry. 

Valuation No. 718—In re tentative valuation of the properties of 
the Wichita Valley Ry. Co. et al. 

Valuation No. 719—In re tentative valuation of the property of the 
Quincy, Omaha and Kansas City R. R. 

September 8—Washington, D. C.—Examiner Conway: 

Valuation No. 785—In re tentative valuation of the property of the 

Saint Joseph Belt Railway Company. 
September 8—Washington, D. C.—Examiner Potter: 

Valuation No. 776—In re tentative valuation of the property of the 

New Jersey, Indiana & Illinois R. R. Co. 
September 8—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 2060 et al. 


September 8—Estes Park, Colo.—Commissioner Hall and Examiner 


Ames: 
18252—Colorado Portland Cement Co. vs. A. T. & S. F. Ry. et al. 


September 8—Boston, Mass.—Commissioner Esch and Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
Sept. 9—Estes Park, Colo.—Commissioner Hall and Examiner Ames: 
18211—Colorado & New Mexico Coal Operators’ Assn. vs. A. T. & 
S. F. Ry. et al. 
September 9—Washington, D. C.—Examiner Folsom: 
* Valuation No. 826—In re tentative valuation of the properties of the 
lessees, Buffalo Creek R. R. and the Buffalo Creek R. R. Co. 
September 9—Washington, D. C.—Examiner Roberts: 
Valuation No. 774—In re valuation of the property of the St. Louis, 
Kennett & Southeastern R. R. Co. 
September 9—Washington, D. C.—Examiner Hendon: 


Valuation No. 779—In re tentative valuation of the property of the 
Washington & Lincolnton R. ‘ 


‘September 10—Washington, D. C.—Examiner Walsh: ‘ 
Valuation No. 781—In re tentative valuation of the property of the 


Alton and Southern R. R. Co. 
opener 10—New York, N. Y.—Commissioner Esch and Examiner 
ynn: 
18300—Motor Bus and Motor Truck Operation. 
September 10—Washington, D. C.—Examiner Walter: ; f 
Valuation No. 783—In re tentative valuations of the properties ° 
the Tennessee, Kentucky & Northern R. R. Co. and the Cincit- 
nati, Nashville Southern Ry. Co. 
September 13—Washington, D. C.—Examiner Brinkley: al 
* Valuation No. 823—In re. tentative valuation of the property ° 
Stockton Terminal and Eastern R. R. Co. 
September 13—Washington, D. C.—Examiner Johnston: he 
Valuation Ne. 796—in re tentative valuation of the property of t 
Charleston Union Station Co. 
September 13—Washington, D. C.—Examiner Corbitt: 


Valuation No. 799—In re tentative valuation of the Susquehanna 
and New York R. R. Co. 
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“She FUTURE 
of American, 
is centered ai 


ITHIN the short space of a dec- 

ade the Norfolk-Portsmouth area 
of Virginia has risen to the front rank 
of great industrial cities. 


The International Cement Corpora- 
tion and the Ford Motor Company are 
representative of the giant industries 
that have found in Norfolk the solution 
of the problems of large scale production 
and distribution. 


To these companies and others like 
them Norfolk offers the rare combina- 


tion of cheap raw materials, manufac- , 


turing costs and economical dis- 
tribution. 


Economical Production 


Norfolk’s labor is high class and 
contented. Less than 5% is of for- 
eign birth. Fuel—water—power 
are cheap. A mild climate permits 
of all year operation of outdoor in- 
dustries. 


Situated just half-way down the 
Atlantic Coast, Norfolk is centrally 
located to huge supplies of coal— 
lumber—cotton, steel and tobacco. 
Fight great railway systems— 
linked together by a jointly 
owned belt line within the 
city limits—bring these ma- 
terials by quick, short hauls to 
Norfolk’s industries. 
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¥s nufacturing 


By sea, direct routes from the West 
Indies, South America and Europe af- 
ford a constant supply of sugar, mo- 
lasses, rubber, iron ore, fertilizer ma- 
terials and coffee. 


MAGNIFICENT natural harbor, 

free all year from ice—can accom- 
modate an unlimited number of vessels. 
Norfolk’s port service is always reliable. 
There is never any congestion; rail and 
water transportation are coordinated; 
sailings are frequent and dependable. 


This favored geographical location is 
today the second port on the Atlantic 
Coast and a great center of industrial 
progress. 


Norfolk’s abundant acreage provides 
unexcelled plant sites at moderate cost. 
A One Million Dollar Revolving Fund is 
available to responsible organizations for 
assistance in the financing of in- 
dustrial sites and buildings. Our 
industrial engineers will be glad - 
to discuss with you the prob- 
lems relating to your own indus- 
try. All inquiries will be held in 
confidence. Address the Norfolk- * 
Portsmouth Industrial Commis- 
sion—Dept. W, Chamber of Com- 
merce, Norfolk, Va. 





Some representative industries recently 
established at Norfolk-Portsmouth 


International Cement Corporation 
Ford Motor Company 
Virginia Worsted Company 
White House Coffee 
The American Oil Company 
Southern Dairies, Inc. 
Old Dominion Distilling Corporation 





NORFOLK- PORTSMOUTH 


Chamber of Commerce 
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dependable : 


forms— THE PROPER WAY 
TO FILE YOUR CLAIMS 
is on the 


CLAIM FORMS 


Recommended by the American 
Railway Association, the Na- 
tional Industrial Traffic League 
and the Interstate Commerce 
Commission. 


Standard Form for Presentation of Overcharge Claims 


aa 
a ae 2 ee = eo mt © a ae 
ome ee 





Those we have in stock conform closely to 
those recommendations and you may be 
sure that no fault will be found with your 


claim on that score if our claim forms are 
used. 


There are two kinds of these forms, one for 
_ overcharge claims and one for loss and 
damage claims. 


Among the other documentary forms per- 
taining to claims, carried in stock for im- 
mediate delivery, are the following: 


Express Claim Forms 


Concealed Loss and Damage 
Claim Forms 


Claim Affidavits 
Claim Record Sheets 


Claim Tracers 


Send for complete catalog and price list. 


Merchandise Department 
THE TRAFFIC SERVICE CORPORATION 
418 So. Market Street, Chicago, Ill. 


Ask about our new Loose leaf car record book. 


September My as ag a. pamper 4 ge 
aluation No —In re tentative valuation of the pro 
Grafton & Upton R. R. Co. Property of ty 
Soptomier 13—Pueblo, Colo.—Examiner Ames: 

18057—-The Van Dyke Motor Co. vs. Mo. Pac. R. R. et al. 
September 14—Washington, D. C.—Examiner Norman: 

* Valuation No. 822—In re tentative valuation of the property of th 

Denver Union Terminal Ry. Co. ' 

Sept. 14—Washington, D. C.—Examiner Law 


ree a 3984—Exxcess Income of the West Virginia Norther 
fe) 


September 15—Washington, D. C.—Examiner Macomber: 
* Valuation No. 815—In re tentative valuation of the property of the 
Aliquippa & Southern R. R. 
* Valuation No. 816—In re tentative valuation of the property of th 
Santa Maria Valley R. R. Co. 
a 15—Wichita, Kan.—Examiner Ames: 
. & S. No, 2420—Transit at Kansas City, Mo.-Kan. on grain anj 
* grain products. 
17159 (and Sub. Nos. 1 and a Kansas Grain and Grain 
Products’ Assn. vs. C, R. I. & P. Ry. (Further hearing.) 


September 15—Asheville, N. C.—Commissioner Esch and Examiner 


ynn: 
18300—Motor Bus and Motor Truck Operation. 


September 16—Washington, D. C.—Examiner Hendon: 
* Valuation No. 793—In re tentative valuation of the property of the 
Tucson, Cornelia and Gilda Bend R. R. Co. 


September 16—Washington, D. C.—Examiner Conway: 


* Valuation No. 800—In re tentative valuation of the property of the 
Champlain Transp. Co. 


September 20—Washington, D. C.—Examiner Johnston: 


* Valuation No. 808—In re tentative valuation of the property of the 
Colorado and Wyoming Ry. 


September 20—Washington, D. C.—Examiner Way: 


* Valuation No. 820—In re tentative valuation of the property of 
Arcata and Mad River R. R. 


September 20—Washington, D. C.—Examiner Roberts: 


* Valuation No. 825—In re tentative valuation of the property of the 
Midland Continental R. R 


September 20—Washington, D. C.—Examiner Fowler: 
* Valuation No. - ae re tentative valuation of the properties of 
the Ill. Cent. R. et al. 

Valuation No. 310 in re tentative valuations of the properties of 
the Y. & M. V. R. R. et al. 

Valuation No. 354—In re tentative valuation of the property of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

* Valuation No. 384—In re tentative valuation of the property of the 

Chicago, Memphis & Gulf R. R. Co. 

Valuation No. 388—In re tentative yaluation of the property of the 
Kensington & Eastern R. R. Co. 

Valuation No. 271—In re tentative valuation of the property of 
Kentucky Midland R. R. Co. 

Valuation No. 395—In re tentative valuation of the property of 
Dunleigh and Dubuque Bridge Co. 


Valuation No. 441—In re tentative valuation of the property of the 
Miss. Valley Co. 


September 20—Argument at Washington, D. C.: 
13823—Virginia Coal Operators’ Assn. vs. A. & R. R. R., et al. 
12635—Cooperative Oil & Paint Co. et al. vs. Director’ General, as 
Agent, Baltimore & Ohio Railroad et al. 


September 20—Dallas, Tex.—Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 
September 21—Washington, D. C.--Examiner Haley 

Finance No. 3754—Excess Income of the Gulf Coast Lines. 
September 21—Washington, D. C.-—Examiner Walsh: 


* Valuation No. 807—In re tentative valuation of the property of the 
Union and Glenn Springs R. R. 


September 21—Washington, D. C.—Examiner Walter: 
* Valuation No. 811—In re aS valuation of the property of the 
Live Oak, Perry & Gulf 
September 21—Argument at swicdatiiasiiia. 3 we 
14800—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 
13198—Chicago Live Stock "Exchange vs. Director General, as Agent, 
Cc. & N. W. Ry. et al. 
15610—Farrel Foundry & Machine Co. vs. A., B. & A. Ry. et al. 
September 22—Argument at Washington, D. C.: 
16438—Hersey Manufacturing Co. vs. B. & A. R. R. eta 
16409—Congdon & Carpenter Co. vs. N. Y., N. H. & H. & R. et al. 
16396—International Paper Co. vs. B. & O. R. R. et al. 
16444—Federated Metals Corp. vs. N. Y., N. H. & H. R. R 
September 23—Argument at Washington, D. C. 
a et Se. te 6 incl.) —Waggoner-Gates Milling Co. vs. A. T. 
y. € 
16016é—Savannah Traffic Bureau, Inc., vs. Savannah & Atlanta Ry. 
16376—California Growers’ and Shippers’ Protective League et al 
vs. American Ry. Express Co. 
bg oon, | 24—Argument at wesenen 3 C2 
16748—The M. Hamm Co. vs. B. & O. R. R., et al. 
16787—United Zinc Smelting Corp. vs. B. eo O. R. R. et al. 
16789—-F. W. Tunnell & Co. vs. Penna. R. R. 
16805—Cairo Syrup Co. et al vs. A. C. L. R..R. et al. 
September 24—Kansas City, Mo.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 25—Argument at Washington, D. C.: 
16825—United Paperboard Co. et al. vs. A. & R. R. R. et al. 
17211—United Paperboard Co. et al. vs. Sou. Ry. et al. 
September 25—Argument at Washington, D. C.: 
16867—Gulfport Fertilizer Co. vs. A. C. L. R. R. et al. 
17049—United Paperboard Co., Inc., vs. B. & M. R. R. et al. 
ay m4 27—Argument at Washington, D. C.: 
6826—Ann Arbor R. R. et al vs. R. & O. R. R. et al. 
17502—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
17503—New York & Pennsylvania Co. vs. D. & H. Co. et al. 


September 28—Argument at Washington, D. C.: 
16457—New Jersey Lumbermen’s Committee vs. A. C. L. R. R., et al. 
16531—Hamersley Manufacturing Co. vs. Erie R. R. 
17326—Clifton Paper Mills vs. N. Y. 8S. & W. R. R., et al. 
16550—Guggenheim Brothers vs. B. & O. R. R., et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 
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The easiest way to settle 
your shipping problems is 
to turn them over to the 
Trans-Continental Freight 
Company. 


To do so will insure their 
most efficient handling— 
at a definite saving, and 
with minimum attention 
from you. 


Ask our nearest branch. 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Los Angeles, Cal. 
Buffalo, N. Y. Minneapolis, Minn. 
Cincinnati, Ohio Philadelphia, Pa. 
Cleveland, Ohio Portland, Ore. 
Denver, Colo. St. Paul, Minn. 
Detroit, Mich. Salt Lake City, Utah 
Kansas City, Mo. San Francisco, Cal. 
Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, household goods, automobiles, 
etc., for more than 28 years. 


































































234 THE TRAFFIC WORLD Vol. XXXVIIL, No, § ay 31,19 
juy 


| Electric Railway Freight Service 
Has No Equal 
in the Territory We Serve 








=> 


ea. Sl UC 


, ILLINOIS 


Through cars loaded daily provide over-night service between 
points—200 to 260 Miles distant. 


Terminal arrangements insure prompt delivery at destination. 


For specific information address 


L. E. EARLYWINE, Chairman 


Central Electric Traffic Association 


308 Terminal Bidg., INDIANAPOLIS, INDIANA 





July 31, 1926 
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PADUC 


The New Gateway 


of the 


Gulf, Mobile & Northern Railroad 





Effective August 1, the G., M. & 
N. R. R. in connection with the C., 
B. & Q. R. R., will inaugurate addi- 
tional Through Fast Freight Serv- 
ice via Paducah, Ky. between 
points on and reached by the G., M. 
& N. and connections and points on 
and reached by the C., B. & Q. and 
connections, on dependable daily 
schedules, providing for second and 
third day arrivals from East St. 
Louis and Chicago, respectively, at 
Mobile and New Orleans. Identical 
service Northbound. 


For further information and par- 
ticulars address the following: 


TRAFFIC AGENCIES 


Chicago, Ill. New Orleans, La. 

E. L. Mountfort, A. F. T. M. J. O. Gaither, D. F. A. 
Detroit, Mich. New York, N. Y. 

E. W. Goslee, D. F. A. W. R. Butler, E. F. A. 
Kansas City, Mo. Pittsburgh, Pa. 

J. 8. Chartrand, D. F. A. R. M. Chittick, D. F. A. 
Memphis, Tenn. St. Louis, Mo. 

M. Lamon, D. F. A. W. O. Lewis, D. F. A. 
Meridian, Miss. Shreveport, La. 

L. L. Lapp, D. F. A. R. L. Lichty, D. F. A. 

MOBILE, ALA. 


J. A. JACKSON, Freight Traffic Manager 


(In Charge of Imports and Exports) 


W. H. Askew, A. F. T. M. 
C. H. Dege, Jr., D. F. A. 


GM&N 


“THE ROAD OF SERVICE” 
Let Us Prove It 
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Super-Power Line Builders 
Choose International Trucks 


ROM Maine to the Gulf to the far West 

go the crews and trucks of the Hoosier 

Engineering Company of Indianapolis. Their 

work is the erection of the electric trans- 

mission lines that stride in all directions 
across the nation. 


During the past year or so the Hoosier 
Engineering Company extended high-tension 
towers and lines over ten scattered states. In 
Wisconsin alone we find them marshaling 
six hundred men and forty motor trucks. In 
Florida and Arkansas half as many more. 
Their daily work is the kind that tries 
the mettle of trucks—and after six years 
the result is heavy-duty standardization on 
Internationals! 


The International line includes the Special Delivery, 1-ton and 1%-ton Speed Trucks, Heavy-Duty 
Trucks ranging from 1%-ton to 5-ton maximum capacities, Motor Coaches for all requirements, 
and the McCormick-Deering Industrial Tractor. Write for complete descriptive literature. 


INTERNATIONAL 


i¥ 
International has 
120 Company-owned 
branches in the 
United States and 17 
in Canada. 


Summer and winter this Hoosier fleet has 
lived up to the International reputation for 
power, dependability, and low-cost operation. 
And always, wherever duty called the trucks, 
International service was waiting for them, 
ready for any emergency. International Trucks 
are serviced by the largest Company-owned 
truck service organization in the world. 

The good work of the International Trucks 
in the Hoosier Engineering fleet is a good 
reference for any man with loads to haul. On 
every hand, in every business, International 
Trucks and Service have been building that 
kind of record for over twenty years. 


INTERNATIONAL HARVESTER COMPANY 


_Mi _ of America i Il. 
606 So. Michigan Ave Pi eetmenccane: § Chicago 
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Mr. F. H. MILLER, Vice- 
President in charge of opera- 
tions for the Hoosier Engi- 
neering Company, states: 


*“We have always considered the 
ability to obtain satisfactory 
service in any location as a 
major reason for standardization. 
We have never had cause, from 
any standpoint, to regret hav- 
ing chosen International as our 
standard.” 
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Great Northern Railway 


An Unsurpassed Transportation Service 











Between 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


Glacier Park is Now at Its Best! 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


Great Northern Railway 


Route of the New Oriental Limited 
finest Train to and from the Pacific Northwest—No Extra Fare 
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Where they reach 


Hippodrome Bldg. 


@® DENVER 
Boston Bldg. 
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The Fourth Sectton—asth Article 


“The Interstate Commerce Act prohibits discrimination, 
but not all discrimination. The kind of discrimina- 
tion which it does prohibit is that which is undue.” 
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Discriminating Downward 


DEPT., 33 West Jackson 


@ CHICAGO—PASSENGER 


A railroad sells transportation. The cost of producing rates for the lower classes, and still cheaper commodity 
each unit is pretty much the same, but its value is dif- rates for very low priced articles to enable these to be 
ferent according to the use to which it is put. Applied moved long distances and in volume. 
to changing the location of things the value created is nation, but not “undue.” 
variable and the railroad is forced to discriminate in 
pricing its services. It goes without saying that it must The railroad has transportation for sale in wholesale 
discriminate fairly. The law says the discrimination must quantities, and expenses to meet in wholesale amounts. 
not be “undue.” Some of its expenses are fixed, some variable. Volume 
of business is its solution. Each unit sold must pay the 
variable, or added cost of taking added traffic, plus some- 
thing. All units sold must pay the total (including fixed 
and variable) cost, plus something, if the railroad is to 
remain solvent and efficiently serve its patrons. It fixes 
its prices accordingly. It discriminates but not “unduly.” 
It does not “tax’’ the public in any different sense than 
other producers of commodities or services tax the public, 


but gives value received just as other producers give 
value received. 
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This was discrimi- 
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The cruder the form of transportation the less the dis- 
crimination. Teaming or trucking companies generally 
put all merchandise in one class and make few special 
commodity rates. The cruder railroads do pretty much 
the same. The more complex transportation becomes the 
more it discriminates, but, let it be noted, it discriminates 
downward. As the railroads displaced the teaming lines 
in the west they left the rates for valuable merchandise 
at least no higher than they were, but added cheaper 
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Later articles will deal further with reasons for 
which fourth section departures are permitted. 
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@ BOSTON 
Old South Bldg. 


Woodward Bldg. 


For information 


@® BIRMINGHAM 
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Write, telegraph or 'phone 
‘“‘General Agent, Southern Pacific Lines’’ 


— The Postman Knows Him 
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